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In 1948, freight loss and damage clearly due to 
defective or unfit cars came to $6,994,089. —A. L. 
Green, Senior Special Representative, AAR 
Freight Claim Div. at meeting of Car Foremen’s 
Association, Chicago, May 9, 1949. 
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Sacked corn grits in a PRR boxcar moved from Madison, Wis., to: 
aii Goebel Brewing Co., Detroit. NAILABLE STEEL FLOORING. 
ilhelm's is a good surface for sacked goods. It can’t develop snags, splinters,, 


e- a or holes. 
racks 


yitching. 


Defective and unfit cars caused seven million 
dollars loss in direct, traceable freight claims 
in 1948. “‘Unlocated losses” make the actual 
total caused by bad cars even higher. 


BAD FLOORS ARE EXPENSIVE 


Bad car floors are an important reason for this 
seven-million-dollar loss. Floors that aren’t 
tight lose grain, sand, and other bulk material. 
Snaggy, splintered floors rip sacks and wrap- 
pings. Nails driven into rotted, decayed 
floors provide little security for blocked 
loads. Weak floors often break right 
through under heavy freight, causing ! 
loss and damage—if not a wreck. 


GREAT LAKES STEEL 
PRODUCT 


NAILABLE STEEL FLOORING stops damage 
and cuts claims because if stays in good 
condition. It doesn’t snag, splinter, or de- 
velop holes. It doesn’t break through under 
the heaviest freight or largest fork trucks. 
Nails are securely held in NAILABLE 
STEEL FLOORING — they’re easily driven and 
readily removed—and they don’t damage the 
floor in any way. 


For smoother, stronger flooring that 
insures safe transportation of all kinds. 
of lading, request cars equipped 
with NAILABLE STEEL FLOORING. 


PATENTS PENDING 
49-SF-12 


GREAT LAKES STEEL CORPORATION 


Steel Floor Division « 


UNIT OF NATIONAL 


Penobscot Building «¢ Detroit 26, Michigan 
STEEL 


CORPORATION 





designer, builder, 


lessor of tank cars— 


GENERAL AMERICAN 


Shipping economy starts in General 
American’s own manufacturing plants. 
Here the GATX fleet is designed and 
built to transport all types of 

bulk liquids as safely, efficiently and 


economically as possible. 


GENERAL AMERICAN 
TRANSPORTATION CORPORATION « 135 South LaSalle Street ¢ Chicago 
District Offices: Buffalo * Cleveland * Dallas * Houston * Los Angeles * New Orleans 


New York ¢ Pittsburgh ¢ St. Louis * San Francisco * Seattle * Tulsa * Washington 


Export Dept., 10 East 49th Street, New York 17, New York 


GAT X 21334 


40008 GALS 


No GATX car is ever more than a few hours away from 
one of the many General American maintenance and 


repair shops located throughout the country. 
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> women 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 





In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Routing and Misrouting— 


Duty of Carrier Where Rate and Route 
Shown in Bill of Lading But Rate is 
Not Applicable Via Any Route 


Question—lIllinois 


We made a shipment of compressed 
cotton linters from Bayway, New Jersey 
to Edmonton, Alberta, Canada, showing 
on the bill of lading the route of CNJ- 
RDG-WM-B&O0-CB&Q-GN, port of ex- 
port Sweetgrass, Montana, CP. We also 
showed in the bill of lading a through 
rate of $2.11 from Bayway to Sweetgrass, 
plus 5% as found in Transcontinental 
Freight Bureau Tariff No. 4, Item 4205, 
plus the rate from Sweetgrass to Ed- 
monton of 71¢. 

However, at a later date, we found 
that the lowest combination of rates via 
the above route is made over Chicago, 
using a rate as found in Trunk Line 
Tariff No. 79-B to Chicago of 52¢, plus 
the Transcontinental rate from Chicago 
to Sweetgrass of $1.27, plus the 11¢ maxi- 
mum which would give a total rate of 
$1.90, plus 5%, plus the 71¢ rate from 
Sweetgrass to Edmonton. Therefore, our 
rate in the lading was not the lowest 
combination possible by the route of 
movement. 


At a still later date, we found another 
lower combination made over Portal, 
North Dakota, using the rate of $1.18, 
plus 5% as found in Curlett’s Tariff No. 
107-C, and from Portal to Edmonton the 
rate of $1.02, as found in Canadian 
Freight Association 134-B. 

The question in our mind is—since the 
original bill of lading did not carry the 
lowest possible combination of rates by 
the route of movement, and was not 
brought to the attention of the shipper 
before movement, would it be possible 
for us to file a claim against the rail- 
road for a refund on the combination 
of the lowest possible rates over Portal, 
North Dakota, in view of the fact that 
the rate on the lading was incorrect. 


Answer 


In its report in Union Saw Mill Com- 
pany v. St. Louis I. M. & S. Ry. Co., 
40 I. C. C. 661, it was held by the Com- 
mission that where a rate and route were 
shown in the bill of lading and the rate 
did not apply via any route, there was 
a conflict between the routing instruc- 
tions and the rate shown in the bill of 
lading, which made it the duty of the 
initial carrier to obtain further and defi- 
nite instructions from the consignor, its 
failure to do so rendering it liable to 
the complainant for additional charges 


resulting from the misrouting, to the 
extent of the difference between the rate 
applicable via the route of movement 
and a cheaper rate applicable via an 
available route of which the initial car- 
rier formed a part. 


The above rule is applicable in the 
instant case, if the carrier named in the 
routing instructions was a party to a 
cheaper rate applying via a route other 
than that specified in the bill of lading. 
If, however, the shipment was for- 
warded via the cheapest route to which 
the carrier in question was a party, the 
shipment was not misrouted, it being the 
obligation of a carrier to forward a ship- 
ment in accordance with the shipper’s 
instructions, it being no part of the duty 
of a carrier to speculate upon the reasons 
which actuate such instructions and to 
assume that they do not express the 
shipper’s desire. Switzer Lumber Co. 
+ aaa & N. O. R. R. Co., 21 I. C. C. 





Motor Carriers— 


Duty of Shippers to Ascertain 
Whether Truckman Has Certificate 


Question—Texas 


Please advise if it is incumbent upon 
us, as the consignee, under Part II of 
the Interstate Commerce Act, to check 
into the legality of the operations, or 
of the rates, of the motor carrier the 
shipper uses in making deliveries to us, 
under the following conditions: 

When we make a purchase on a de- 
livered basis and the seller absorbs, in 
the price we pay, all expenses in getting 
the shipment to us? 


When we make a purchase at a cel- 
tain price plus an arbitrary figure repre- 
senting either the cost of making de- 
livery in his own private truck, or per- 
haps based on equalizing delivery cost 
under a competitive condition, the arbi- 
trary figure being added on the fact of 
the invoice? 


Answer 


There is no provision in the Motor 
Carrier Act which specifically deals with 
the liability of a shipper in delivering 
goods to a truckman who is not author- 
ized to transport goods. 


However, Sections 206 and 209 of the 
Motor: Carrier Act prohibit motor cal 
riers from engaging in interstate opel 
ations, unless there is in force a Cél 
tificate of public convenience and neces 
sity or a permit issued by the Interstate 
Commerce Commission. Also, Sections 
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217 and 218 of the Act prohibit motor 
carriers in interstate commerce from 
transporting property for compensation 
without filing with the Interstate Com- 
merce Commission a tariff showing the 
rates and charges or a schedule of mini- 
mum charges for such transportation. 

By Section 222(c) of the Act, shippers 
are prohibited from knowingly solicit- 
ing, accepting or receiving rebates, con- 
cessions or discriminations, and from 
knowingly and _ willfully seeking to 
evade or defeat the regulations provided 
for motor carriers and penalties are 
prescribed therefor. 

It therefore seems advisable for a 
shipper to ascertain that the motor car- 
rier to whom it delivers property for in- 
terstate transportation is authorized to 
engage in such operations and has filed 
its rates with the Interstate Commerce 
Commission. 

However, unless he knowingly delivers 
the goods to a truckman who is not au- 
thorized to transport goods and has no 
tariffs on file with the Interstate Com- 
merce Commission, he would not, in our 
opinion, subject himself to liability in 
the event that the truckman did not 
have a certificate to operate and had 
not published and filed tariffs with the 
Interstate Commerce Commission. 

See, in this connection, Linden Lum- 
ber Co. v. Johnston, 128 S. W. 2d 121; 
Bradley v. Chickasha Cotton Oil Co., 84 
Pac. 2d. 629. 

The above statement is applicable in 
both the instances you set forth. 


Delay— 


Liability of Carrier When Caused by 
Slowdowns and Furloughs of 
Carrier’s Employees 


Question—New York 


We have two large claims against 
Railway Express Agency, Inc. on sea- 
sonable merchandise shipped to us March 
8, and not delivered until April 19, due 
to strike conditions. We had to dispose 
of the goods at a substantial’ mark-down 
to avoid a total loss. 


The Railway Express Agency, Inc., 
declined our claims under Clause 4 of 
the Uniform Express Receipt. However, 
according to our interpretation of the 
matter, the conditions referred to can- 
not be construed as a strike within the 
meaning of this clause. 


The labor troubles involved originated 
as a slow-down by certain employees, of 
the Express Company, and these em- 
ployees, as well as others, were fur- 
loughed by the management. 

In our opinion this cannot be con- 
Sidered as a strike under terms of the 
express receipt. We would thank you to 
advise if you consider the express com- 
pany liable for the loss sustained by us. 


Answer 


A carrier is liable for the negligent or 
Wrongful acts of its servants during the 
Course of their employment, and, there- 
fore, as a general rule if its employes go 
on a strike, abandoning the performance 
of their duties and causing delay in the 
transportation of goods in their charge 
or control, the carrier is liable in the ab- 
sence of a stipulation to the contrary, 
the delay being due to the employes’ 
wrongful acts. Jonesboro, L. C. & E. 
R. R. Co. v. Maddy, 248 S. W. 911; Rid- 
dle y, Chicago, B. & Q. R. Co., 210 
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N. W. 770; Frawley v. Atchison, T. & S. 
F. R. Co., 299 S. W. 93; Ritchie v. Oregon 
Short Line R. Co., 244 P. 580; Morrison 
v. St. Louis-San Francisco Ry Co., 264 
S. W. 449. If the strikers cease to be 
servants of the carrier, the latter, while 
no longer responsible for their acts, will 
be liable if it fails to exercise reasonable 
diligence in counteracting the effects of 
the strike. Ritchie v. Oregon Short Line 
R. Cod., 244 P. 580. It has been held 
that after the employes have quit the 
carrier’s employment, it is the carrier’s 
duty to supply their places, if practi- 
cable. Ritchie v. Oregon Short Line R. 
Co., 244 P. 580; Panhandle & S. F. Ry. 
Co. v. Thompson, 235 S. W. 913. 

We are not aware of decisions which 
cover circumstances such as you set 
forth, but under the principle of the 
cases cited above, it is apparent that lia- 
bility on the part of the carrier for an 
unreasonable delay exists. 





Tariff Interpretation— 


Point Shown in Tariff on Carrier 
Not Serving Point 


Question—New York 


The question of Michigan, under the 
above caption, on page 4 of the TRAFFIC 
Wokr Lp of October 8, 1949, states that their 
certificate of rights does not cover the 
movement. Your answer that the pub- 
lished rate nevertheless must be pro- 
tected is erroneous. The carrier would 
not be required to violate the criminal 
provisions of the Act to protect a prima 
facie rate. This assertion should be cor- 
rected immediately. 


Answer 


Our answer to which you refer, is based 
upon the assumption that as the carrier 
in question has no operating authority 
to serve the destination which is listed 
in the directory as a point on its line, 
it would turn the shipment over to a line 
serving that point. However, the carrier 
must protect the rate published to the 
point, even though it would have to ab- 
sorb the local rate of its connecting car- 
rier from its junction with that line to 
destination. 


Damages— 


Measure of—Injury to Goods 


Question—Minnesota 


We would appreciate your advice rela- 
tive to a claim decision with which we 
are confronted. The shipment in ques- 
tion moved from point A to point C, the 
freight being interchanged with another 
carrier at point B. Between point A and 
point B the freight became wet and at 
the time of tender of delivery to con- 
signee at point C, the goods were refused. 
We have attempted to obtain disposition 
instructions from the shipper who, in 
turn, has filed claim for the full amount 
of the shipment. 

The question arises, is the damage in 
this instance to be measured by the value 
of the goods at the source of supply, the 
point of shipment, or the invoice value 
at destination? 


Answer 


Where property is injured in transit, 
the general rule is that the measure of 
damages is the difference between the 


TRAFFIC Wor Lp. 





value of the property at the time and 
place of delivery in an uninjured condi- 
tion and its value in the depreciated 
condition in which it was delivered 
(Gulf C. & S. F. Ry. Co. v. Texas Pack- 
ing Co., 37 S.Ct. 487, 224 US. 31; Mis- 
souri Pac. R. Co. v. Alma Cash Store, 271 
S.W. 453; St. Louis S.W. Ry. Co. y. 
Tucker, 225 S.W. 553; W. C. Cook & Co, 
v. White Truck & Transfer Co., 13 P. 2d 
549: Southwestern R. Co. v. Davies, 186 
S.E. 899; First National Bank v. Grand 
Rapids & I. Ry. Co., 161 N.W. 859; Jones 
v. St. Louis; San Francisco Ry. Co., 50 
S.W. 2d 217; Schwalb v. Erie R. Co., 293 
N.Y.S. 842; Perkel v. Pennsylvania R, 
Co., 265 N.Y.S. 597; Texas & Pac. Ry. Co. 
v. Prunty, 230 S.W. 396), less the freight 
charges to the point of destination if 
they have not already been paid, and not 
the difference between the value of the 
property when delivered to the carrier 
and the value at destination (Gus Datillo 
Fruit Co. v. Louisville & N.R. Co. 11 S.W. 
2d 953; Morrow v. Wabash Ry. Co., 265 
S.W. 851); nor is the price at which the 
property is sold after arriving at its des- 
tination the proper measure of damages, 
although evidence of the price obtained 
at such sale is admissible as a circum- 
stance in determining the market value 
of the property in its damaged condition. 

Where goods were rejected by the con- 
signee, and when tendered back to the 
shipper by the carrier, were practically 
worthless, the shipper is entitled to re- 
cover their full value. American Ry. Ex- 
press Co. v. Roby, 91 Sou. 449. 






































Tariff Interpretation— 






Commodity Rates Take Precedence 
Over Class or Classification 
Exception Rates 







Question—New York 


We would appreciate an answer to the 
following problem on shipments of cer- 
tain commodities via rail. 

There are commodity rates published 
based on minimum weights of 60,000 
pounds and 80,000 pounds. There is an 
exception to the classification rating on 
the same commodity based on a mini- 
mum of 40,000 pounds. 

Rule 38 of Consolidated Freight Classi« 
fication states that if there is an effec- 
tive commodity rate on a given shipment, 
that rate and not the class rate must 
be applied. 

The charges assessed on these ship- 
ments are cheaper at the carload mini- 
mum weight of 40,000 pounds billed at 
the exception rating, rather than ship- 
ping the commodity at the actual weight 
billed as 60,000 pounds at the published 
commodity rate. 

Inasmuch as Rule 38 reads “On a given 
shipment”, is the carrier correct Mm 
assessing the exceptions rating, which 
figures cheaper than increasing the 
weight of the minimum of 60,000 pounds 
and billing it at the commodity rate? 

Can you cite one or more decisions 
which specifically relate to such a prob- 
lem as cited above? 
























Answes 


In a number of cases the Commission 
has held that the establishment of 4 
commodity rate removes the application 
of the class rate on articles covered by 
the commodity rate, in the absence of 
a provision for the alternative «pplica- 
tion of the lower of the two rat¢s. 
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Beaver Products Co. Inc. v. Chesapeake 
& O. Ry. Co., 132 I. C. C. 721, in which 
the Commission said: 


The tariffs publishing the class rates to 
and beyond Barboursville are governed by 
an item in exceptions to the governing clas- 
sification which provides for the application 
of 83.33 per cent of the sixth-class rates 
on plaster from various points of origin. 
including Grand Rapids and Gypsum but 
not including Barboursvilie, to points in 
central territory which includes Logan. The 
sixth-class rates from Grand Rapids and 
Gypsum to Barboursville are 28 and 23 
cents, respectively. 


Complainant contends that as the sixth- 
class proportional rate from Barboursville 
is applicable on shipments from Grand 
Rapids and Gypsum the exception to the 
classification in connection with that rate 
authorizes combination rates composed or 
the commodity rates to Barboursville and 
83.33 per cent of the sixth-class rate beyond. 
or, 83.33 per cent of the combination sixth- 
class rates from points of origin to des- 
tination, whichever are lower. 

The establishment of a commodity rate 
between two points takes that commodity 
out of the classification between those 
points and that rate is the only one that 
may be appDlied. Rule 7 of Tariff Circular 
18-A and Conference Ruling 84. The ap- 
plicable components from Grand Rapids and 
Gypsum to Barboursville, in making through 
rates to Logan, are the commodity rates of 
24 cents and 16 cents, respectively. The 
item in the exceptions of the classification 
applies only when sixth-class rates are ap- 
plicable from the points of origin named 
therein. 


See, also Whitehead Bros. Co. v. New 
York, N. H. & H. R. Co., 206 I. C. C. 
495; Universal C. L. and Distributing 
Co., Inc. v. Cleveland, C. C. & St. L. Ry. 
Co., 238 I. C. C. 359, 361; Lanett Bleach- 
ery & Dye Works v. Chicago, I. & L. 
Ry. Co., 195 I. C. C. 197 and Crenshaw 
Bros. Produce Co v. Seaboard Air Line 
Ry. Co., 153 I. C. C. 63. In the latter 
case, the Commission said: 

It is well settled that the subsequent 
establishment of a commodity rate has the 
effect of removing the article covered there- 
by from the classification and exceptions 
thereto. Singer v. St. L.-S. F. Ry. Co., 95 
I. C. C. 667. Under the language here used 
the specific commodity rates on fruit ham- 
pers took precedence Over the lumber rates 
and became the applicable rates. 

Conference Ruling 84, referred to 
above, covered a problem similar to that 
in the instant case. 





Unpublished Rates— 


Interstate Commerce Commission 
Will Award Reparation in Event 
Unreasonable Charge is Assessed 


Question—Pennsylvania 


We receive from time to time cars of 

common ground clay way-billed from 
Belle Fourche, South Dakota, routed 
C&NW and eastern connections, the 
carload rate being $16.20 from Belle 
Fourche. 
_We are advised this material orig- 
Inates at a point called Bentonite Spur, 
Wyoming, which at the end of a service 
track constructed by the C&NW from 
Belle Fourche to point of origin, a dis- 
tance of about 21 miles, Belle Fourche 
being the billing station for cars orig- 
Inating at Bentonite. 

We are requested to pay an additional 
freight charge of 81¢ per net ton cover- 
ing the move from Bentonite Spur into 
Belle Fourche. This charge, we are ad- 
vised. is assessed locally by the C&NW 
to reimburse them for the construction 
of the branch line in question and as 
far as we know this charge has never 
been approved by the Commission. 


— ‘\ you advise whether the originat- 
8 line is authorized to assess the 81¢ 





Route your exports and imports 


GULF PORTS and LYKES! 


If the base of your world trade operation. is situ- 
ated in Mid-Continent or Southern States, get the 
most value from your shipping dollar by using fast, 
experienced LYKES ocean cargo facilities available 
to you at U. S. GULF PORTS, your logical gateway 
to world markets. 

Put LYKES regularly scheduled services to work 
for you. Six routes provide the choice and scope of 
export-import shipping you require. Always specify 
“Via GULF PORTS and LYKES LINES." 


LYKES=FOR WORLD TRAVEL! 
All Lykes cargo liners offer comfortable pas- 
senger accommodations. For travel infor- 
mation and reservations, as well as export- 
import information, write Lykes Bros. Steam- 
ship Co., Inc., Dept. D, New Orleans, La. 


LINE 
MEDITERRANEAN Lykes Bros. Steamship Co., Inc. 


AFRICA LINE Offices at: NEW ORLEANS, HOUSTON, GALVES> 

ORIENT LINE TON, NEW YORK, Beaumont, Chicago, Corpus, 

CARIBBEAN LINE Christi, Dallas, Gulfport, Kansas City, Lake Charles, 

Memphis, Milwaukee, Mobile, Port Arthur, St. Louis, 

Tampa, Washington, D. C. OFFICES AND. AGENTS, 
IN PRINCIPAL WORLD PORTS 





American Flag 
Trade Routes 





u. K. LINE 
CONTINENT LINE 











2.4 Industries 
locate new plants on 
Southern Pacific Lines 

every day + 





Since the war, new plants and distribution facilities, requir- 
ing spur track installations, have blossomed along our lines 
at the rate of 2.4 every day. These industries have the same 
reason for locating on our rails as you have for shipping via 
S.P.—more consumers in the west and southwest are served 
directly by Southern Pacific than by any other railroad. 


sHiP: Southern Pacific 


The West’s Greatest Transportation System 


Serving California * Oregon * Nevada * Arizona 
Utah * New Mexico * Texas * Louisiana 
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Answe 


HE’S YOUR ALLIED VAN LINES AGENT! 


® Your local Allied Van Lines Agentisthelead- of your entire personnel ’cross country. 138, pro 
ing moving and storage man in your area...a He’ll handle every detail of moving and within 
member of thenation-wide Alliedorganization. storage at both ends of the trip. Just call him +l 
His watchwords are ‘‘safety”’ and “‘service’”’, | up—you’ll find his listing in your local classi- riers by 
and he’s ready to take over all of your moving _fied telephone directory. + ge 
worries . . . whether you’re moving the house- His Allied services have the Good House- tender « 


hold goods of one family across town, or those keeping Guaranty Seal. +s 

























derchar 
charge, 


Americans on the Move Call 
Interes: 


ALLIED | -—tjm Sir | = 


Questic 


_ ———~ |3 TN fies - 
VAN LINES, 2¢ : ) sae Worn, 
quae | oss oe Ee Gone are ¥ Wortp, 1 


‘ F ‘ Ing the 
NATION-WIDE | — x 4 pata SI Charge | 

. a . as s - Sion’s Ci 
effect, “+t 
on all y 
from th 
Properly 


Kos ON oF “op 
* Guaranteed by @ 
Good Housekeeping 


2s aoveansin ME NO. 1 ON U.S. HIGHWAYS + NO.1 IN SERVICE + NO. 1 IN YOUR COMMUNITY 





December 3, 1949 


per net ton rate in addition to through 
rate of $16.20 and which in effect makes 
a through rate of $17.01 on this inter- 
state move? 

It would appear that inasmuch as the 
C&NW is increasing a through inter- 
state freight charge they should have 
Interstate Commerce Commission con- 
currence for the assessment of the ad- 
ditional 81¢, and we would appreciate 
any information you can give us as to 
the legality of adding the 81¢ rate in 
question to the through rate from Belle 
Fourche to destination. 


Answer 


With respect to this question, see the 
reports of the Commission in Haberman 
y. Pennsylvania R. Co., 234 I.C.C. 167 
and International Paper Sales Co., Inc. 
y. Georgia, R. & B. Co., 213 I. C. C. 67. 

In the former case the Commission 
said: 

It is well settled that a carrier is entitled 
to compensation for any transportation serv- 
ice rendered, and that where a service has 
been rendered for which no tariff authority 
exists and the beneficiary of such service has 
paid the sum claimed by the carrier, we are 
empowered to order the payment of repara- 
tion only in the event the sum paid by the 
shipper amounted to an unjust or unrea- 
sonable exaction for the service received. 
See Brownlee v. Southern Ry. Co., 192 I.C.C. 
119, 121, and the proceedings therein cited. 


Limitation of Actions— 


Motor Carriers, Water Carriers and Freight 
Forwarders—Accrual of Cause of Action 


Question—Kentucky 


It will be appreciated if you will ren- 
der your interpretation of the term 
“cause of action accrues”, insofar as it 
applies to Public Law No. 138 covering 
overcharge and undercharge claims. It 
is the writer’s opinion that the cause of 
action in connection with overcharge 
claims begins to accrue when the shipper 
has paid charges and in the case of car- 
rier undercharges, the cause of action 
starts to accrue when delivery of the 
shipment has been made. 


Answer 


Under the provisions of Public Law 
138, providing for limitations on the time 
within which actions may be brought 
for the recovery of undercharges and 
overcharges by or against common car- 
riers by motor vehicles, common carriers 
by water, and freight forwarders, the 
cause of action accrues upon delivery or 
tender of delivery of a shipment by the 
carrier, both as to an action for an un- 


dercharge and an action for an over- 
charge. 


Interest— 


Overcharge—Resulting from 
Collection of Freight Charges 
From Consignor and Consignee 


Question—Maryland 


In your answer to Pennsylvania on 
Page 4 of the June 4th, 1949 TraFFic 
Wortp, under the above caption, regard- 
ing the payment of interest on over- 
charge claims, you quote the Commis- 
sion’s Conference Ruling No. 464 to the 
effect “that carriers should pay interest 
On all unsettled claims for overcharges 
from the date the charges were im- 
Properly collected.” 


Please clarify for me the phrase 


« “date the charges were improperly col- 


lected” in the following instance: a ship- 
ment was made on a prepaid basis with 
bill of lading clearly stating “to be pre- 
paid”. Charges were collected at desti- 
nation on delivery of the car. Through 
an error in billing at origin prepaid 
charges were not collected until several 
months after the car was shipped. The 
carrier contends that interest should 
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Now in Book Form 


The Questions and Answers which ap- 
peared in these columns from July, 
1948, to June, 1949, inclusive have 
been prepared in book form, thoroughly 
indexed and cross indexed. Paper 
bound cover, $1.50; cloth bound, $2.25. 
The Traffic Service Corp., 815 Washing- 
ton Bldg., Washington 5, D. C. 


accrue only from the date prepaid 
charges were collected. It is my con- 
tention that, since no charges should 
have been collected from the consignee 
at all, interest should accrue from the 
date of payment at destination. 


Answer 


A common carrier may make prepay- 
ment of freight charges a condition pre- 
cedent to furnishing transportation. 

If the charges have not been prepaid, 
the carrier’s duty to deliver the goods, 
and the consignee’s duty to pay the 
charges at the end of the transportation 
are generally concurrent. 

Until the date of the collection of the 
charges from the consignor, there was 
no overpayment of freight charges, 
amounting, in effect, to an overcharge. 

We are, therefore, of the opinion that 
interest is not due from an earlier date. 


FOR ALL 
YOUR SHIPPING NEEDS 


Large or small, your RAILWAY EXPRESS 
shipments receive equal care and dis- 
patch as they move swiftly toward you 
or your customer. Railroads, scheduled 
airlines and vehicle pick-up and delivery 
all combine to bring you the experienced, 
uninterrupted, COMPLETE shipping 


service you require. 


With RAILWAY EXPRESS, you deal with 
one responsible carrier... You pay one 
all-inclusive charge. For fast, economical 
shipping be sure to specify RAILWAY 
EXPRESS. 


ONE SINGLE CHARGE GIVES YOU— 


e Pick-up and delivery in all cities and prin- 
cipal towns... 


e Fast rail or air service... 


e Automatic valuation coverage up to $50, 
or 50¢ per pound... 


eTwo receipts— one to the shipper, the 
other from the consignee... 


@ Many other advantages providing greater 
shipping efficiency in your industry. 
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This 
Burlington 
freight train 
is 


over 


@ It takes a lot of freight cars to move materials and ~ 
merchandise for this nation of ours. To help handle this “~~ : 
huge job, the Burlington Lines have over 51,000 cars . 
now in service or on order. If we could hook them all together’ 
we'd have quite a freight train—more than 417 miles long, 
reaching practically from Chicago to St. Paul. 

Burlington’s tremendous investment in rolling stock, 
like that in all other Burlington equipment, is made for the purpose 
of providing efficient transportation for Burlington patrons. 


Chicago, Burlington & Quincy Railroad 


Colorado and Southern Railway i a = 
a, 


Fort Worth and Denver City Railway ¥ . 
The Wichita Valley Railway : (es 
Burlington-Rock Island Railroad : 


BURLINGTON'’S 
100th >» ¥ am \ - = | Z : 
ANNIVERSARY \Uge7ged) eee “) } {Burlington 
1849-1949 WO ee Route 


AN ESSENTIAL LINK IN TRANSCONTINENTAL TRANSPORTATION 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


Denial Proposed in A.P.L. 


Atlantic-Straits Case 


Chief Examiner G. O. Basham, of the 
Maritime Commission, in a recom- 
mended report made public December 
1, proposed denial of the application of 
American President Lines, Ltd., to con- 
tinue to operate unsubsidized vessels in 
Atlantic-Straits freight service C-2 of 
trade route No. 17. 

Mr. Basham said that the proceeding 
was based on an application filed by 
American President Lines, Ltd., a sub- 
sidized line, for permission to continue 
the operation indicated, the itinerary of 
which is: New York (other Atlantic 
ports as traffic offers) via Panama 
Canal; Los Angeles, San Francisco to 
Manila, Hong Kong, Singapore, Bela- 
wan, Batavia, Soerabaja, Hong Kong 
and Philippine Islands (as traffic offers) 
to San Francisco, Los Angeles and via 
Panama Canal to New York; privilege 
of calling at French Indo China as traf- 
fic offers. 

Reasons for his recommendation of 
denial of the A.P.L. application were 
stated by Mr. Basham as follows: 

“1, Existing American flag services not 
shown inadequate. 

“2. Unsubsidized operation diverts 
cargo and revenue from other subsi- 
dized and unsubsidized American flag 
services, including American President 
Lines’ own subsidized services. 

“3. American President Lines has no 
‘grandfather’ rights to operate inter- 
coastally in Atlantic-Straits service un- 
der section 805(a) of the merchant ma- 
rine act, 1936, and has not shown that 
public interest and convenience will be 
hy by continuation of such opera- 
ion. 

“4. Operation of Atlantic-Straits serv- 
ice. would be unduly advantageous to 
American President Lines and would re- 
sult in undue prejudice and unfair 
competition to other American flag 
lines, and prejudice to objects and policy 
of said act.” 


Truck Leasing Meeting 


The National Truck Leasing System, 
Inc., of Chicago, will hold its fifth annual 
meeting, January 23-25, at the Drake 


Hotel, Chicago, according to Martha 
Dunlap, executive secretary. Operating, 
service, and sales programs will be dis- 
cussed. 

_ At a recent executive committee meet- 
ing of the system in New Orleans, it was 
decided to expand membership repre- 
sentation to include transportation com- 
panies located in smaller cities where 
truck leasing facilities were not now 
available or were so only in a limited 
way. It was also decided to continue 
through 1950 the current program of 
institutional advertising in a few 
Selected business publications. 
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LATE NEWS 


IN THIS ISSUE 


‘Streamlined’ Mixed Carload Rule 10 
Proposed by Western Rails Effective 


1.C.C. Declines to Suspend Substitute Rule. 
Midwest Jobbing and Other Commercial Interests. 


Rule Meets Motor Competition. 


The Commission has refused to sus- 
pend operation of railroad tariff sched- 
ules proposing exception to Rule 10 
(mixture rule) of the Western Classifi- 
cation applicable on commodities, in 
mixed carloads, within and between 
points in Southwestern and Western 
Trunk Line territories; between South- 
western and Southern territories; also 
between W.T.L. Territory and points 
situated west thereof to the border of 
Transcontinental Territory. 


The proposed revised or “streamlined” 
Rule 10 was published in supplement No. 
150 to Agent Kipp’s tariff I.C.C. A-3596, 
supplement No. 20 to Agent Marsh’s 
tariff I.C.C. 3584, and supplement No. 
86 to Agent Jones’ tariff I.C.C. 4123, and 
other tariffs, filed to become effective 
December 1, and later. 

Opposition to the revised rule was 
registered in protests filed by jobbing 
interests, the Missouri Valley Wholesale 
Grocers Association, the El Paso, Tex., 
and Springfield, Mo., chambers of com- 
merce, the Nebraska State Railway Com- 
mission, the New Orleans, La., Traffic & 
Transportation Bureau and other mid- 
western and southern interests. 

The present Rule 10 provides that va- 
rious commodities may be shipped in 
mixed carloads subject to the highest 
rate and highest minimum weight on 
any article in a carload. The substitute 
or streamlined rule embraces shipments 
of various commodities in mixed car- 
loads, subject to the carload rate on 
each, but subject to the highest mini- 
— weight on any article in the car- 
oad. 


Among protestants, the Nebraska com- 
mission, for example, said the proposed 
exceptions to Rule 10 “could well be said 
to do away with the less-than-carload 
shipment of freight in numerous in- 
stances for the reason the proposed rule 
would authorize mixing of any and all 
commodities without regard to type or 
susceptibility of damage, in fact would 
remove any and all restrictions to the 
orderly shipping and subsequent market- 
ing of commodities...” The reason was, 
it continued, that the proposed rule 
would allow as little or as much of any 
one commodity as the shipper or con- 
signee desired to be included with as 
little or as much of any other commod- 
ity or commodities up to and including 
the maximum weight any rail equipment 
would be capable of hauling. It said 
that instead of application of the l.c.l. 


Protested by 
Rails Say Amended 


Plan Interritorial Publication. 


rate a shipment would be accorded the 
car-load rate “and in substance would 
amount to an undetermined number of 
l.c.l. shipments being moved at carload 
rates.” 


“Business interests domiciled in Ne- 
braska have gone along with present 
Rule 10 in Western Classification No. 73 
and have found through trial and error 
method that the provisions of the pres- 
ently effective Rule 10 come nearer 
meeting the requirements of this west- 
ern territory than anything heretofore 
used and all because of the fact it en- 
ables the jobber to conduct his business 
upon the basis of the carload in and the 
less-carload out,” continued the Ne- 
braska commission. 

This commission asserted that in the 
case of Illinois Territorial Industrial 
Traffic League v. Union Pacific Railroad 
Co., 262 I.C.C. 227, transcontinental 
railroads definitely stated they wanted 
“neither part nor lot of a streamlined 
Rule 10.” It said that although some of 
those roads, with respect to W.T.L. Ter- 
ritory, had relented and now proposed 
publication of a streamlined rule they 
did not want it to go beyond W.T.L. Ter- 
ritory, “apparently because of the fact 
so far as transcontinental tonnage is 
concerned the same lines willing to pub- 
lish a streamlined Rule 10 in W.T.L. and 
Southwestern Freight Bureau territories 
are not willing to publish provisions of 
this streamlined Rule 10 as to transcon- 
tinental traffic... ” 


Railroads’ Reply 

The W.T.L. and S.W. Railroads, in a 
reply to the protests filed with the Com- 
mission, said it would be observed from 
the protests that the principal objection 
was from jobbing interests that presently 
handled traffic to their points in carloads 
and reshipped in 1.c.l1. quantities beyond. 

“As a matter of fact,” continued the 
railroads, “most reshipments are on less 
truck-load rates, not on less-carload 
rates. It is obvious that these protesting 
jobbers have an advantage over manu- 
facturers and others in the distribution 
of shipments in the territory which they 
serve. The only purpose in protesting 
the proposed rule is to retain this ad- 
vantage. Such protestants come with 
poor grace to the Commission. 

“It will also be observed that neither 
manufacturers nor retailers protested 
the proposed publication and from what 
developed at the hearing ... it is obvious 
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that these interests are in favor of the 
proposed rule.” 

The rails said it was contemplated 
publishing the streamlined rule inter- 
territorially if and when concurrences 
were received from carriers in other ter- 
ritories. 

“The purpose of the proposed rule is 
to regain and retain for all-rail trans- 
portation, traffic now being handled from 
jobbing points by motor carriers, either 
privately owned or common carrier, also 
to meet common-carrier and privately 
owned motor competition from producing 
areas to consuming points,” said the rail- 
roads. 

They said that in the considered sched- 
ules they proposed to publish a uniform 
rule for general application with certain 
exceptions open to all shippers and 
which was in harmony with views ex- 
pressed by the Commission in various 
cases. They continued, saying: 


“The proposed rule is not novel in any 
particular; it is presently applicable in 
Official Territory and Southern Territory 
and between those territories, and has 
been recognized in principle, at least, 
throughout W.T.L. and S.W. territories 
by the establishment of numerous mis- 
cellaneous mixed carload provisions 
which accord to the commodities in the 
mixtures the respective carload rates on 
each. Also the proposed rule is almost 
identical with the rule presently pub- 
lished by the motor carriers for quite 
general application throughout Western 
Territory. The proposed rule will en- 
able rail carriers to compete with motor 
carriers and should enable them to re- 
gain some traffic formerly handled by 
railroads that has been lost to the motor 
carriers. While the statement has been 
made by one of the protestants that the 
proposed rule will result in reductions in 
carriers’ revenues, the carriers are con- 
vinced that the result will be the reverse.” 


Kraft Favors Proposal 


Kraft Foods Co., in a reply to the pro- 
tests, said the proposed rule would be of 
mutual benefit to the shipping public 
and the railroads, both within the two 
western territories and _ interritorially 
and would not be a violation of any pro- 
visions of the interstate commerce act. 

Kraft said it had found modified 
Rule 10 would actually increase the rail 
carriers’ revenue by enabling the shipper 
to load cars heavier with mixed com- 
modities while not penalizing the shipper. 

“Further, in most cases the traffic 
added to cars in such mixtures will be 
such as is now lost to the rail carriers, 
usually because of the necessity for ship- 
ments in smaller lots not adapted to 
rail minimum weights,” it continued. 
“Operations similar to that of Kraft, 
representative of the growth of industrial 
activity in addition to agriculture in the 
west and southwest necessitates the pub- 
lication of this rule by the railroads, with 
the alternative of the rails dissipating 
their revenues in attempting to meet low 
minimum weights of the common motor 
carrier or the low-cost operation of pri- 
vate motor-vehicle operation. Modified 
Rule 10 is now effective throughout the 
Western and Southwestern Territory via 
common motor carriers; transportation 
in private motor vehicles, or course, is 
bound by no such artificial limitations as 
Rule 10, original or modified. The pro- 
tested publications but extend to rail lines 
a basis of charges already general in the 
territory and enable rail lines to effec- 
tively compete for moving traffic.” 
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Isbrandtsen Case Set for 
Argument Dec. 19 by M.C. 


The Maritime Commission has an- 
nounced that oral argument on excep- 
tions to the recommended decision of 
Examiner C. W. Robinson in No. 684, 
Isbrandtsen Co., Inc. v. North Atlantic 
Continental Freight Conference et al., a 
complaint in which Isbrandtsen attacks 
what it calls “the exclusive patronage 
contract/non-contract rate system” of 
two North Atlantic ship conferences, and 
in two related proceedings, will be held 
at 10 a.m., December 19, in Room 4821 of 
the Commerce Building in Washington. 

Examiner Robinson concluded in his 
recommended decison that the contract 
systems employed by the two respondent 
ship conferences and their member lines 
were not “per se” in violation of section 
14(3) of the shipping act, 1916 (T.W., 
Oct. 15, p. 51, and Nov. 19, p. 49). The 
proceedings in addition to No. 684 to be 
considered in the oral argument are: No. 
680, Himala International v. General 
Steam Navigation Co., Ltd., of Greece 
(Greek Line) et al., and No. 681, Himala 
International v. American Export Lines, 
Inc., et al. 





Rail Carloadings Week 
Ended Nov. 26 Drop 8.1 
Per Cent Under ‘48 Week 


Loading of revenue freight the week 
ended November 26, which included the 
Thanksgiving Day holiday, totaled 664,- 
555 cars, the Association of American 
Railroads announced. This was a de- 
crease of 58,381 cars or 8.1 per cent be- 
low the corresponding week in 1948, and 
a decrease of 127,776 cars or 16.1 per cent 
below the corresponding week in 1947. 


Loading of revenue freight the week 
ended November 26, decreased 94,417 
cars or 12.4 per cent below the preceding 
week due to the holiday. 


Coal loading amounted to 180,898 cars, 
an increase of 36,309 cars above the cor- 
responding week in 1948, but a decrease 
of 29,707 cars below the preceding week 
this year, said the A.A.R., and con- 
tinued: 


Miscellaneous freight loading totaled 294,- 
663 cars, a decrease of 44,306 cars below the 
corresponding week last year, and a de- 
crease Of 35,673 cars below the preceding 
week this year. 

Loading of merchandise less-than-carload 
freight totaled 72,752 cars, a decrease of 17,- 
531 cars below the corresponding week last 
year, and a decrease of 12,309 cars below the 
preceding week this year. 

Grain and grain products loading totaled 
42,208 cars, a decrease of 3,185 cars below 
the corresponding week in 1948, and a de- 
crease of 9,318 cars below the vreceding week 
this year. In the Western Districts, grain 
and grain products loading for the week of 
November 26 totaled 27,118 cars, a decrease 
of 2,017 cars below the same 1948 week and 
a decrease of 5,493 cars below the preceding 
week this year. 

Livestock loading amounted to 10,719 cars, 
a decrease of 917 cars below the same week 
in 1948, and a decrease of 1,472 cars below 
the previous week this year. In the Western 
Districts, loading of livestock for the week 
of November 26, totaled 8,359 cars, a decrease 
of 697 cars below the same week in 1948, and 
a decrease of 1,258 cars below the preceding 
week this year. 

Forest products loading totaled 35,582 cars, 
an increase of 2,092 cars above last year, 
but a decrease of 6,641 cars below the 
previous week this year. 

Ore loading amounted to 16,553 cars, a 
decrease Of 26,636 cars below last year, and 
a decrease of 3,859 cars below the previous 
week this year. 

Coke loading amounted to 11,180 cars, a 
decrease of 4,207 cars below the same week 











last year, but an increase Of 4,562 cars 
above the previous week this year. 

All districts reported decreases compared 
with the corresponding week in 1948 except 
the Pocahontas and Southern, and all re. 
ported decreases compared with the same 
week in 1947 except the Pocahontas. 


Cumulative Loadings 


1949 1948 1947 
Four weeks of 
January ..... 2,843,619 3,136,602 3,315,999 
Four weeks of 
February . 2,767,048 3,076,653 3,193,958 
Five weeks of 
March* ...... 3,344,597 3,612,357 4,035,514 
Four weeks of 
ee 3,078,454 3,210,586 3,399,969 
Four weeks of 
ee daawierein ts 3,098,808 3,511,166 3,493,260 
Five weeks of 
Pe 3,603,454 4,280,146 4,172,680 
Four weeks of 
_ eae 2,761,747 3,423,684 3,568,371 
Four weeks of 
PO ae 2,922,980 3,562,252 3,638,156 
Five weeks of 
September@ . 3,390,749 4,411,589 4,542,799 
Four weeks of 
October ..... 2,338,546 3,662,557 3,806,384 
Week of 
November 5 . 578,981 843,586 910,170 
Week of 
November 12 . 635,823 871,679 878,283 
Week of 
November 19 . 758,972 858,089 902,662 
Week of 
November 26 . 664,555 722,936 792,331 


ee 32,788,333 39,183,882 40,650,529 
* Includes week ended April 2 

# Includes week ended July 2 

@ Includes week ended October 1 


(See earlier Report on Page 64) 





Pan American-American 
Overseas Merger Opposed 


Warren Lee Pierson, chairman of the 
board of Trans World Airline, said Pan 
American Airways was opposed to the 
“private enterprise and the free and 
open competition that form the life blood 
of American industry,” in remarks made 
at Kansas City, Mo., December 1. 

Mr. Pierson and Ralph S. Damon, 
president of TWA, addressed Kansas 
City business and civic leaders at a 
meeting held there to mark the success- 
ful completion of negotiations for re- 
taining the air carrier’s overhaul base at 
Kansas City, Kan. 

The TWA chairman said that Pan 
American’s efforts to merge with Ameri- 
can Overseas Airlines would bring TWA 
face to face “with the possibility of the 
actual disintegration” of its overseas 
operations .extending over 14 countries. 
Mr. Pierson said that the purpose of the 
three-carrier trans-Atlantic system, set 
up in 1945 by the President and the Civil 
Aeronautics Board, was to “achieve 
equality of opportunity among the three 
certificated airlines.” 

Instead of advocating free and open 
competition, Pan American for years had 
“openly espoused the idea of just a single 
company to represent the United States 
in international air transport and that 
single company should, of course, be 
dominated by Pan American,” Mr. 
Pierson said. 

As legislation for “a chosen instru- 
ment,” or a single U.S. international 
airline, had twice been defeated in Con- 
gress, Mr. Pierson said that it came as 4 
“shock” when American Overseas de- 
cided “to succumb to Pan American an 
sell out.” American Overseas had fought 
against a chosen instrument alongside 
of TWA in congressional hearings, Mr. 
Pierson said. : 

“First and foremost, we believe this 
merger should be defeated,” Mr. Pierson 
stated, adding that if American Oveél- 
seas desired to quit, he believed the 
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315,992 
193,958 
035,514 
399,969 
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172,680 
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President and the C.A.B. should set up an 
evenly balanced two-carrier trans-At- 
lantic system. 

Under the present three-carrier sys- 
tem, the airlines were not equal as Pan 
American was the largest, TWA was 
next, and American Overseas was only 
a little behind TWA, said he. 

“Obviously, if the largest is permitted 
to acquire American Overseas, it becomes 
even larger and there is no longer equal- 
ity of opportunity,” Mr. Pierson said. 


Airline Head Suggests U.S. 
Take Part in Developing 


Commercial Jet Transports 


Presidents of 11°of the country’s sched- 
uled airlines serving Chicago were guests 
at an airline day luncheon sponsored by 
the aviation committee, Chicago Asso- 
ciation of Commerce and Industry, No- 
vember 30, in the Hotel Sherman. Five 
of the leading airline officials discussed 
industry problems here and abroad. 
Speakers were C. R. Smith, American 
Airlines; W. A. Patterson, United Air 
Lines; Ralph S. Damon, Transcontinen- 
tal & Western Air; E. V. Rickenbacker, 
Eastern Air Lines, and C. E. Woolman, 
Delta Air Lines. 

A suggestion that the government join 
plane manufacturers and the air lines 
in financing the development of com- 
mercial jet transport planes was offered 
by Mr. Smith. The development of a 
new and large jet plane involved so 
many millions of dollars that the pros- 
pect was beyond the combined risk ca- 
pacity of plane manufacturers and the 
air lines, he said. 

“The next Congress should establish 
the policy that the government will par- 
ticipate in the development of jet trans- 
ports,” said he. “The development pro- 
gram should be shared between the 
U.S. Air Force and the air lines, with 
later participation, of course, by the 
manufacturers. In time of war the Air 
Force and the airlines constitute the 
team which will provide air transporta- 
tion. Since that is the case, why not 
have the same team share responsibility 
for the development of the machine 
which they will both utilize in time of 
war and in which, therefore, they have 
mutual interest in time of peace?” 

Svecifically, the American Airlines 
president urged that Congress approve 
funds for a program which would permit 
the Air Force and the airlines to operate 
jet aircraft coast-to-coast, on a sched- 
uled basis, in all types of weather, first 
with cargo and later with passengers; 
and that a policy be established that the 
government would participate in the 
development of jet transport prototypes, 
that the airlines represent the civilian 
interest and the Air Force represent the 
government interest. 

While jet power was intriguing in its 
potentiality, and night completely rev- 
olutionize the economics of air trans- 
portation within our lifetime, the jet 
engines of today offered less economy 
than the reciprocating engines, con- 
sumed enormous quantities of fuel, and 
were efficient only at altitudes of eight 
miles and more above the earth, averred 
Mr. Smith. 

“Only when superior speed can be pro- 
vided without a corresponding increase 
in cost, with resultant savings to the 
public, will the new airplane have wide 
public appeal and, therefore, be a useful 
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earning vehicle for the air transport 
operator,” said he. 

Referring to air disasters of the last 
30 days, Mr. Rickenbacker said at the 
luncheon. that up to that time the cer- 
tified airlines had flown 8,000,000,000 pas- 
senger-miles without a serious injury. 
Progress of the airlines in achieving 
greater safety had been phenomenal in 
the past 20 years, he said. 

“There were more murders in the 
streets of New York City in 1948 than 
there were persons killed in air line acci- 
dents throughout the world that year,” 
he said. 

Mr. Patterson of United declared that 
the electronic age of flight was here, and 
predicted that all-weather flying was not 
too far away. 

“There has been a 100 per cent im- 
provement in the dependability of air 
line flight just in the past two years,” he 
said. “Today our industry’s performance 
record compares favorably with any oth- 
er type of transport. Before many years, 
we expect to have an unchallenged rec- 
ord of dependable performance.” 

Whereas two years ago it was common 
to “stack” planes over the Chicago 
municipal airport, today that rarely oc- 
curred, stated Mr. Patterson. He credited 
the instrument landing system (I.LS.), 
automatic pilots, high-speed communica- 
tion, and the radar-monitored approach 
with permitting planes to operate under 
conditions which formerly cancelled or 
delayed flights. 

A prediction that 1950 would bring the 
greatest commercial trans-Atlantic air 
lift in history, barring economic collapse 
or war, was made by Mr. Damon. Incen- 
tives to foreign travel next year included 
the observance of Holy Year in Rome, 
foreign currency devaluation which 
“made US. dollars go further abroad,” 
and the welcome awaiting American 
tourists in Europe and the Middle East, 
he said. 

Mr. Woolman asserted that the air 
lines had developed a new type of cus- 
tomer by virtue of the speed of air 
transportation. “Formerly, the railroads 
used to haul only 8,000 passengers an- 
nually from Chicago to Miami,” he said. 
“In 1948, the air lines carried 45.000 pas- 
sengers from Chicago to Miami.” 

The Delta Air Lines president said 
that second class air coach service at four 
cents a mile was already available to 
many points, and that 500- and 1.000- 
mile-an-hour jet planes were “just 
around the corner.” 

James H. Douclas, Jr., chairman of 
the C.A.C.I. public affairs committee, 
introduced the program, and briefly 
traced the growth of commercial avia- 
tion in Chicago. Leverett Lyon, head of 
the C.A.C.I., served as chairman. Nor- 
man Smith, chief air traffic controller 
at the Chicago air port, demonstrated 
the use of radar in guiding planes from 
the air control tower. 

Presidents of airlines serving Chicago 
later participated in a press conference. 
Mr. Patterson said that United was 
watching the experiments in air coach 
service, and had designs laid out to con- 
vert DC-4’s and DC-6’s into such service 
within 90 days, if his company decided 
to offer coach service. 

Mr. Smith said there had been a sub- 
stantial increase in the volume of pas- 
senger travel by air in the past week, 
perhaps attributable to the recent in- 
crease in railroad fares in the east. Most 
of the scheduled air lines would “oper- 
ate in the black” in 1949, he said. 

“Air cargo space this Christmas will 
be 40 to 50 per cent above that available 
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last December, because of more anj 
larger cargo planes,” he said. 

It was still safer to travel by air thay 
in a taxi cab or automobile, said M 
Smith. 


N. Y. S. & W. Abandonment 


By an order by Chairman Mahaffe 
in Finance No. 11681, New York, Sus. 
quehanna & Western Railroad Co. Re. 
organization, and Finance No. 15795, 
Same, Abandonment, the Commission 
has extended until December 30, the pe. 
riod within which the N. Y. S. & YW, 
trustee and the New York Central may 
enter into an agreement with respect to 
compensation to be paid by the N.YC, 
for certain switching services to be per- 
formed by the N. Y.S. & W. as prescribed 
in the Commission’s report in the pro- 
ceedings (T.W., Oct. 15, p. 34). The 
order says that pending termination of 
the period the issuance of an abandon- 
ment certificate will be withheld. 

The Commission, in its report, made 
findings with respect to just compensa- 
tion for the services rendered for the 
N.Y.C. by the N. Y. S. & W. as the 
N.Y.C.’s agent in switching cars over 
sections of the N. Y. S. & W. and the 
N.Y.C. in the vicinity of Edgewater, NJ, 
terminal on the Hudson River opposite 
Manhattan Island, New York City. 


The abandonment application per- 
tained to operations over portions of the 
N. Y. S. & W.’s line at Edgewater by the 
N.Y.C. and affiliated lines, and opera- 
tions by the N. Y. S. & W. over portions 
of the New Jersey Junction Railroad 
Co.’s line south of Edgewater. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin.) 


I. and S. M-3181, Intermediate Rules 
between Middlewest and Southwest, from 
December 1, to and including June 3, 
1950, certain schedules published in sup- 
plement No. 52 to tariff MF-I.C.C. No. 93 
of Middlewest Motor Freight Bureau, 
agent, Kansas City, Mo. The suspended 
schedules propose to revise intermediate 
point rules applicable between points i 
Illinois, Indiana, Iowa, Kansas, Ken- 
tucky, Minnesota, Missouri, Nebraska and 
Wisconsin and points in Arkansas, 
Louisiana, Missouri, New Mexico, Okla- 
homa, Tennessee and Texas. 

I. and S. M-3182, Gas Black—South- 
west to Middlewest and East, from 
December 1, and later, to and in- 
cluding June 30, 1950, certain sched- 
ules published in supplement No. 53 
to MF-I.C.C. No. 93 and supplements 
Nos. 13 and 14 to MF-I.C.C. No. 139 of 
Middlewest Motor Freight Bureau, agent, 
Kansas City, Mo., and in tariff MF-I.CC. 
No. 90 of Roadway Express Inc., Akron, 
O. The suspended schedules propos 
changed commodity rates that result m 
both increases and reductions in the 
rates on chemical carbon blacks and dr 
gas blacks (carbon gas blacks), minimé 
16,000 and 20,000 pounds, from origins 
Kansas, New Mexico, Oklahoma al 
Texas to numerous destinations in Il- 
nois, Indiana, Iowa, Kansas, Michiga®, 
Minnesota, Missouri, New York, Ohio, 
Pennsylvania, and Wisconsin. 
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FROM OUR READERS 


No anonymous communications will be published and writers must identify themselves. 


Pioneer Spirit Needed 
Chicago 


The Association of American Railroads 
is spending immense sums on the Rail- 
road Hour to broadcast a bellyache, with 
Hollywood lovelies saccharin-coating the 
dose, and in plaintive tones crying that 
railroad competitors are being sub- 
sidized by publicly installed and main- 
tained highways. 

What has become of the good old 
American ingenuity, the courage and 
perseverance of the early pioneer, that 
conceived and built these railroads? The 
railroad attitude of today is surely a far 
cry from the get - up - and - get - there 
spirit of our ancestors; and the tragedy 
of it all is that government control and 
operation of the railroads is daily be- 
coming a more established fact. 

There is just at hand a solution of the 
railroad problem of truck competition, 
but it will never be met unless railroad 
executives give major consideration to 
service as well as rates. 

One railroad has been operating a 
trailer-flat car plan between Chicago 
and the Twin Cities for a number of 
years, for the benefit of the trucking 
industry—their competitors—and not 
even at this late date has any Twin 
Cities railroad established such a serv- 
ice, with its own tractors and trailers, 
for the benefit of the shipping public. 

I wonder where we would be today if 
the doughty individualists at Concord 
and Lexington had bellyached that the 
British had better muskets and uni- 
forms, probably paid for by colonial 
taxes, and then gone home without 
fighting!—L. E. Wuirney, The Whitney 
Company. 


Approves. Shafer’s Views 
Toledo, O. 


This refers to your editorial, “Alternate 
Ways of Losing Liberty,” in the October 
29 TRAFFIC WORLD. 

I, too, am inclined to “string along” 
with Mr. Shafer—H. G. Hunn, 2425 
Copeland Boulevard. 


McCarthy and Regulation 


Highland Park, N.J. 


In your November 12 issue (p. 19), an 
article appeared with respect to the 
Practitioners’ Association Convention at 
New York City where among others, 
Henry F. McCarthy, vice-president in 
charge of traffic of the New York, New 
Haven & Hartford Railroad Co. ad- 
dressed the audience in a transportation 
forum. 

Mr. McCarthy’s assertion that all gov- 
ernmental authority over the _ rates 
should be removed except to a limited 
extent, combined with his theory that 
a commodities clause should also pre- 
vent the shipper from hauling his own 
goods in his own vehicles beyond a pos- 
sible fifty-mile limit, indicates to me 
that he is for restoration of the trans- 
portation monopoly once enjoyed by the 
rail carriers. He would appear to desire 
to recreate such a monopoly by first 


using “deregulation” of rates to destroy 
his competitors and then making cer- 
tain through the commodities clause he 
proposes, that shippers would be com- 
pelled to be at the mercy of such re- 
established monopoly through being de- 
prived of the right to haul their own 
material in their own vehicles. 

I have heard it said that Mr. McCar- 
thy is a young and forward looking 
progressive railroad man, but if he ever 
was, this appears to be no longer true, 
since by his very utterances he is par- 
roting the policy of his predecessors, and 
doing it better than they could, to the 
extent that he is in favor of changes 
which would restore the monopoly po- 
sition once enjoyed by the railroad, as 
a panacea for their ills. 

Mr. McCarthy and all other railroad 
men should know that their competition 
is here to stay—that they cannot de- 
stroy it and that neither the public nor 
the Congress will accept his theories 
which would achieve such a goal. It 
would be better if railroad executives 
adjusted their services with that com- 
petition in mind and cease all efforts to 
reestablish themselves as the monopolis- 
tic form of transportation they once 
were—a position which they will never 
enjoy again and which the public will 
never permit—A. MarKkow1tTz, General 
Trafic Manager, New York & New 
Brunswick Auto Express Co., Inc. 





Coordination of Transport 
Chicago 


I do not see any reason or justification 
for every form of transportation being 
destructively competitive with each 
other. None will gain anything and low 
cost of transportation in the United 
States will never be an accomplished 
fact in such a situation. 

Neither do I understand why the 
transportation act of 1940 has not been 
made fully effective for the benefit of 
all. 

Every form is here to stay because 
all are necessary; they all fulfill a neces- 
sity. 

The objective to be attained should be 
the need of the future in an economical 
and practical way. Organize them on 
the basis of 100 per cent to utilize 100 
per cent of need, with a possibility of 
extension if necessary, which will easily 
reduce the cost of transportation at least 
25 per cent and give a fair return on 
the capital justified. We have done that 
in Europe; we had to do it. Where 
could we get the money to operate at a 
loss? 

A few fundamentals may be con- 
sidered: It takes generations for a new 
profession to find itself, to establish its 
tradition, to discover and correct its in- 
herent deficiencies. You cannot use an- 
tiquated concepts in dealing with pres- 
ent-day problems. Transportation should 
be confined to requirements which will 
provide the best economical service. Con- 
trol, if wisely administered, will not sup- 
press the kind of private initiative which 
contributes to real economic progress. 
The nation cannot be expected to pay 
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the penalties of gross mismanagement 
or of practices that smack of financig] 
brigandage. . . 

The practices of the railroads since 
1852 to date do not need to be described 
anew; the conditions in which they haye 
been for the last 20 years are only the 
natural effects of their policies; also, 
unfortunately, they did not realize the 
potentialities of their future competitors, 

Development of inland waterways ha; 
never conformed to transportation needs, 
All they do is to provide certain indus. 
tries, elements and parts of the country 
with a financial advantage, to the detri- 
ment of the great majority. Seventy-five 
per cent of their mileage is unsuited to 
economical transportation; they are only 
a duplication of facilities already exist- 
ing and depend on subsidies for their ex- 
istence. In Europe they are a major 
factor in the low cost of transportation, 
beneficial to all, and are not, as in the 
United States, beneficiaries of any subsi- 
dies. 

The highways here are also competi- 
tive. They could be very useful, how- 
ever, as feeders for short distances, to 
complement rail and other transporta- 
tion services. 

Airlines and pipelines also have their 
advantages, but should only be used for 
the benefit of all. 

All should be regulated with a regula: 
tion which is proper for each of them, 
and should be national; well organized 
they could be a source of revenue for 
good and generous Uncle Sam instead of 
being a ward and a headache to all, in- 
cluding the numerous and poor invest- 
ors. 

On the whole, conditions existing to- 
day are due to ignorance, misconceptions 
of functions, granting of unwarranted 
subsidies, and misadministration by gov- 
ernmental agencies. 

The one solution will not be a change 
of laws, resulting in unfair benefits for 
one form of transportation and _ the 
weakening of another form, but adop- 
tion of a policy which in justice will bene- 
fit all. 

I know it is very difficult to have some- 
thing accomplished. Education and 
training require time, and American 
businessmen, although excellent coordi- 
nators in their own fields, do not seem to 
realize that coordination of all forms of 
transportation is the solution of thei 
problems.—MatTuHIEv L. DAGNELIE. 























































Highway Safety 





St. Louis, Mo. 


I have just read the editorial entitled 
“Highway Safety and Public Relations 
appearing on page 68 of your August 13 
issue of TRAFFIC WorLD. Please convey 
my thanks to the editor of this article a 
he has certainly done a nice job and 
expressed, what I believe to be, the true 
sentiment of the John Q. Public who us 
our highways. 

No one engaged in highway transpol- 
tation, and by that I mean the manu: 
facturers and other purveyors of prod- 
ucts incidental to highway transporta- 
tion, can shirk his responsibility in co2- 
nection with the conduct of motor tru 
drivers on our highways today. If any- 
one of us can contribute some influence 
to converting a highway driver of moto 
trucks to be careful and courteous at 
times while he is on the highway, W 
should make every effort to do ‘0. 

All writers expect comments on theif 
stories, and therefore, I am sure the edi 
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tor in this case will appreciate an ex- 
pression that, in my opinion, he has his 
the nail on the head and written a very 
fine article——Harry H. Roer, Sales Man- 
ager, United Van Lines, Inc. 













The Clean Car Problem 






Chicago 





Your issue of November 19 continues 
to demonstrate that the TraFFic WoRLD 
is truly “A Working Tool for Traffic and 
Transportation Men.” I refer especially 
to your lead editorial and its suggestion 
that the dirty car problem is a job for 
the car efficiency committees, and also 
to the fine job of reporting evidenced 
by the story in your news column “Ship- 
pers Tackle Problem of Clean Cars; Ex- 
pense Compared to Claim Losses.” 

Every word in your columns on the 
dirty car problem helps that much more 
to focus attention on the economic waste 
of this important matter. 

Some of our railroads are beginning 
to wake up to the fact that they can 
do something about it. Only today I re- 
ceived from the general superintendent 
of transportation of one of the larger 
system a special message addressed to 
“Shippers and Receivers of Carload 
Freight.” This message very effectively 
tells the story of the importance of com- 
pletely unloading all cars and of refrain- 
ing from soiling empty cars by using 
them for the disposal of plant debris. 

There has been entirely too much 
complacency on the part-of the railroads, 
perhaps because of some imagined fear 
that they would be stepping on a good 
shipper’s toes if they called his attention 
to his neglect in not completely unload- 
ing his cars—J. M. Micuaets, Traffic 
Manager, Consumers Company. 







































Federal Aid to Airlines 


Kansas City, Mo. 


An announcement has just been made 
that the Interstate Commerce Commis- 
sion has’ authorized eastern railroads to 
increase passenger fares 12% per cent. 
The necessity for this increase was pred- 
icated on a net operating loss in pas- 
Senger operations of 252 million dollars, 
the largest in history. A minority Com- 
mission report stated that it was doubt- 
ful that this increase would solve the 
Problem in view of increasing competi- 
tion from private automobiles, highway 
common carriers and air lines. 

As far as airline competition is con- 
cerned, this can hardly be denied. While 
the public sat complacently by, the Civil 
Aeronautics Act of 1948 was put into 
effect. This act, describing air carriers 
as “essential to commerce and na- 
tional defense,” provides for adjust- 
ment of mail-pay rates by the Civil 
Aeronautics Board to any degree neces- 
Sary to provide a fair return on in- 
vestment. In other words, compensation 
1S based, not on the volume of mail 
handled, but on the operating costs of 
‘ach individual air line. The explana- 
tion given for this paradoxical situation 
s allegedly to foster sound economic 
Conditions in air transportation. 

_ Apparently no accurate figures are 
ne by government officials to dis- 

Ose to the public just how much of a 
Subsidy is distributed to the various 
airlines from year to year. 

Dr. Parmelee, speaking for the Ameri- 
fan Association of Railroads, reports 









































that in the fiscal year of 1948, the rail- 
roads carried 94.7 per cent of the first- 
class mail between non-local points. For 
this they received 26 million dollars. The 
air lines carried 5.3 per cent of the vol- 
ume of first-class mail and were paid 
41 million dollars. In this period the 
Post Office Department earned 87 mil- 
lion dollars on first-class mail carried 
by railroads, while losing 27 million 
dollars on domestic airmail. 

In addition to mail subsidies, the air 
lines receive a host of other government 
handouts—construction and mainte- 
nance of airports, special weather re- 
port service, technical research and 
many other bounties. 

As no attempt is made to separate 
subsidies from actual air mail compen- 
sation, it is impossible to distinguish 
self-sustaining air lines from those who 
are operating at heavy losses. The very 
fact that a subsidy is awarded a line 
predicated on losses rather than on ef- 
ficiency is no doubt directly responsible 
for fostering inefficiency in air-line man- 
agement and detrimental to economi- 
cally operated airlines. 

Under the Federal Airport Act of 
1946, government funds are allocated to 
states and municipalities up to 75 per 
cent of the cost and maintenance of air- 
ports. States and municipalities provide 
the remaining 25 per cent. . 


So far, appropriations by the federal 
government amount to 106% million dol- 
lars. A bill before the House interstate 
commerce committee now being consid- 
ered would authorize the Secretary of 
the Interior to acquire, construct, op- 
erate and maintain public airports at 
points near national parts and other 
federal areas. The Chief of Division of 
Recreation, Agricultural Department, 
said he too would like to have authority 
to sponsor airports adjacent to national 
forests for use of visitors and in con- 
nection with fire fighting. 


Not only is the public called on to 
finance the operations of private air 
lines through taxation, but is now being 
requested to abandon or delay the con- 
struction of various buildings in the 
communities who are their hosts. 

The construction of five 10-story 
buildings in a blighted area of Kansas 
City was recently protested by repre- 
sentatives of five air line companies. 
This proposed five-million dollar proj- 
ect to effect a slum clearance is on the 
opposite of the Missouri River from the 
municipal airport. Air line official 
spokesman stated this project would 
place one more hazard in the approach 
to the field. 

The operation by railroads of mail 
carrying passenger trains to isolated 
communities is mandatory, regardless of 
the fact that considerable loss is entailed 
-by their operation. In view of the fore- 
going beneficent treatment accorded 
air lines, it would certainly seem no 
more than fair that rail lines, the back- 
bone of national defense, receive suffi- 
cient increase in mail rate revenue to at 
least cover the costs of these deficit op- 
erations. 

As far as meeting private automobile 
competition: is concerned, no greater 
service could be rendered to the rail- 
roads and the traveling public, than to 
have the Commission recommend the 
immediate repeal of the 15 per cent 
transportation tax now assessed on pas- 
senger ticket sales—JOHN J. McCauLey, 
Traffic Freight and Passenger Agent, 
Southern Pacific Lines. 
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Owe STEP in the right 


direction and you're 

in comfortable, cheerful 
HOTEL CLEVELAND. 
Convenient to stores, 

Public Auditorium, Stadium, 
theatres. Directly connected 
by covered passage to 
Union Passenger Terminal, 


garage, Terminal office 


buildings. 


Best choice of rooms 
Thursday through Monday. 
All rooms with radio... 
many with television. 









































End-to-End Radio Communication provides 
safer, speedier handling of your freight, in all 


kinds of weather, right down the line. This modern 


miracle is another PLUS, in Katy’s famous “on 
time” shipping service. 


Hundreds of New Cars—new gondola, hopper 
and box cars, specially built to carry all types of 
heavy cargo shipments, for added capacity, 
added service, even more dependability when 
your freight goes Katy! 


Nailable All-Purpose Steel Flooring trims ter- 
minal delays by making car floors suitable for all 
types of freight. A Katy service innovation in the 
Southwest, for more versatile, faster handling of 
your goods. 
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Modern Freight Terminals combine human skill 
and complete mechanical facilities to precision- 
process your goods safely and efficiently, to 
high-speed the handling of your carloads to 
markets and factories. 





You’re on the right track 
when you ship Katy 





Whatever your shipping needs, look to the precision rail transportation 
now offered by the Southwest’s Main Supply Line. For dependable, careful, 
time-saving service to, from, and through the Southwest . . . ship KATY! 
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KATY RAILROAD 


NATURAL ROUTE é SOUTHWEST 
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Rail Heads Say Wartime Reparation Cases 


Hold Bankruptcy Threat for Carriers 


Testify in Opposition to Government's Claim that Charges 
On War Traffic Were too High. Emphasize Unusual Service 
Provided Government and Cost of Handling Its Traffic. 


The railroads began presentation of 
their evidence, November 28, in five pro- 
ceedings before the Commission in which 
the government is seeking reparation 
frm the railroads on wartime ship- 
ments. Seventeen reparation claims 
have been filed with the Commission by 
the government, but the five cases in- 
volved in these hearings, and their sub- 
ject matter, are as follows: 


No. 29735, United States v. Aberdeen 
& Rockfish, et al., storage in transit; 
No. 29746, Same v. Same, aluminum 
landing mats; No. 29622, Same v. Same, 
soldiers’ packs; No. 29795, Same _ v. 
Southern Pacific Co., et al., export rules; 
and No. 29805, Same v. Union Pacific, 
et al., steel landing mats. 


The Department of Justice completed 
testimony on behalf of the government 
at a two and one-half day hearing in 
June (T.W., July 2, p. 46). In the 
meantime, prepared testimony of 56 
railroad witnesses has been circulated 
among the parties. 


Kenneth Burgess, counsel for the rail- 
roads, said three of the witnesses would 
present substantial portions of their 
statements, and four would present por- 
tions of their prepared statement. He 
said the government had waived cross- 
examination of 19 rail witnesses, whose 
Statements would be made part of the 
record under a stipulation. He said the 
remaining witnesses would be presented 
simply for cross-examination on a 
stipulation that their direct evidence 
was in the record. 


The instant hearing will also be given 
over to hearing the testimony of those 
who have intervened on the raiload 
Side of the controversy. Chairman Ma- 
haffie presided, with Commissioner 
Mitchell, Examiners Howard Hosmer and 
M. L. Boat sitting with him. 


Government Objections Voiced 

_ At the opening of the continued hear- 
Ing, Fred D. Binkley, for the Depart- 
ment of Justice, after offering certain 
supplemental testimony in written form 
for the record, said the department had 
Considered the prepared railroad wit- 
ness’ Statements. He said they were 
Yoluminous but only a small part ap- 
peared to have place in the proceeding. 
He said the department would, at the 
Proper time, raise objections to most of 
the proposed evidence and would ask 


that certain parts be not considered by 
the Commission in its determination of 
the issues. He said railroad counsel 
had agreed to a statement at the outset 
of the hearing of the general types of 
matter to which the department would 
object. 

Even if the Commission should re- 
ceive such matter, subject to govern- 
ment objection, Mr. Binkley said, the 
government would, within 30 days after 
compiling of the transcript, supply 
specific references to parts of the testi- 
mony and exhibits. A general statement 
of the nature of the objections, he said, 
would avoid the necessity for making 
many objections in the course of the 
presentation of testimony. 


Mr. Binkley said the complainant (the 
government) objected to statements in 
the evidence and consideration by the 
Commission of all matter with respect 


to the general financial situation of the 
carriers, general performance of the 
railroads, improvements and_ better- 
ments, and cost of transportation where 
such cost testimony related to the trans- 
portation of the articles involved in the 
landing mat cases and the pack carrier 
case. 


As far as operating problems were 
concerned, he said, the government ob- 
jected to all such matters as operations 
relating to the articles involved in those 
cases, or such testimony as related to the 
reasonableness of the charges for tran- 
sit, switching and backhauls in connec- 
tion with the transit case, No. 29735. 


Mr. Binkley said the department ob- 
jected to all other rate evidence pro- 
posed to be offered except that which 
was specifically related to the reason- 
ableness of the rates on the pack carrier 
and landing mat items. He said it also 
objected to all argumentative matter, in- 
cluding statements by witnessess that 
expressed “mere conclusions without any 
reference to factual matter the witness 
may propose to introduce.” He said the 
department objected to all testimony 
attempting to show waiver on the part 
of the government of claims on ship- 





Background of War Reparation Cases 


The so-called war reparation cases, including the five cases involved 


in the hearings this week before the Commission, were initiated as a 
result of a letter sent to the Bureau of the Budget on December 12, 
1944, by former Senator Burton K. Wheeler, of Montana, who at that 
time was chairman of the Senate interstate commerce committee 
(T.W., Dec. 16, 1944, p. 1552). He wrote that it appeared the govern- 
ment was “paying excessive rates” on much important wartime traffic. 
He asked the Budget Bureau to make “a study of the problem” and to 
transmit its report and recommendations to his committee. 

The Budget Bureau appointed a special committee composed of 
W. B. Hammer, chairman of the Commission’s Board of Suspension, 
Charles E. Bell and Emory B. Ussery, of the firm of Bell & Ussery, 
Washington, D. C., to make the study requested. The Bell-Ussery- 
Hammer report was completed in October, 1945, but its contents were 
not made public until February 1, 1946, when Senator Wheeler made it 
available for inspection by reporters and issued a summary of its con- 
clusions (T.W., Feb. 9, 1946, p. 395). There was an assertion in the 
report that the government “has paid, and is paying, many millions 
of dollars in excessive charges for transportation of material and sup- 
plies of the War Department.” In an explanation of the Bell-Ussery- 
Hammer committee’s findings it was stated that most of the War De- 
partment traffic—‘“say, 75 per cent”—moved under rates that, in one 
way or another, had been approved by the Commission or on rates 
that came within maxima approved by the Commission. 

On April 17, 1946, Wendell Berge, then Assistant Attorney General, 
stated that the Budget Bureau had sent the Bell-Ussery-Hammer 
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ments made more than two years be- 
fore the filing of the complaints. 

Mr. Binkley said he also objected to 
testimony concerning passenger revenue 
and cost of service except as it could be 
related to the rates in the three cases 
he had mentioned. 


Buford Testifies 


Charles H. Buford, president of. the 
Milwaukee Railroad and vice-president 
of the operations and maintenance de- 
partment of the Association of American 
Railroads in the war period testified, 
among other things, that it would cost 
American railroads almost $2 billion to 
make up for deferred maintenance and 
replacement of property because of the 
wear and tear of World War II traffic. 

Mr. Buford said the reparations on 
war traffic sought by the Department of 
Justice would, if upheld even in substan- 
tial part, make it necessary for the rail- 
roads to curtail sharply their improve- 
ment programs. 

“In fact,” Mr. Buford continued, “the 
financial structure of the entire railroad 
industry would be thrown back into the 


chaotic state that existed during the . 


thirties, when companies operating 
nearly one-third of the railroad mileage 
of the country were forced to resort to 
bankruptcy courts. It is obvious that 
such a situation would have a harmful 
effect on the national economy and 
would not be in the public interest.” 

Estimates of the amount of reparation 
sought had been “staggering,” he said, 
adding that any substantial award of the 
estimated amount would not only be a 
severe blow to the rails’ financial struc- 
ture but would cripple, if not completely 
wreck, their rehabilitation and improve- 
ment program now under way. 


“The needs of the industry at present 
for new equipment, rail and tie replace- 
ments, and other capital improvements 
and maintenance work are great,” he 
said. “A broad program extending over 
a period of years will be necessary to 
bring railroad capacity and efficiency up 
to the standards required by postwar 
trade and commerce and for the pur- 
poses of national defense. 


The equipment replacement program 
was far from fulfilled, Mr. Buford said. 
He stated that at the end of the war, on 
September 1, 1945, the railroads had un- 
delivered orders for 38,249 freight cars 
and 512 locomotives. On August 1, 1949, 
notwithstanding immediate postwar pro- 
duction of new equipment, he said, the 
rails had undelivered orders for 33,648 
freight cars and 1,009 locomotives. 


“Railroad gross capital expenditures in 
1946 amounted to $562,000,000, rose to 
$865,000,000 in 1947, and rose again to 
$1,273,000,000 in 1948,” he continued. 
“They will approximate $1,297,000,000 in 
1949. Because of the sharp increases in 
prices and wages, those expenditures’ are 
not comparable with prewar expendi- 
tures. Today’s dollar will buy only about 
60 per cent of what the prewar dollar 
bought. 

“Facing heavy capital and maintenance 
expenditures in the period ahead, it is 
obvious that the current cash position of 
the railroads is not as strong as could 
be desired. The total net working cap- 
ital of all Class I railroads, exclusive of 
materials and supplies, is only $502,138,- 
322 as of June 30, 1949, the latest avail- 
able date. A large part of this amount 


report to the Justice Department (T.W., April 20, 1946, p. 1206). He 
indicated the department probably would institute actions to recover 
from the railroads the amounts of transportation charges deemed 


“excessive” in the report. 


David O. Mathews, at the time special assistant to the Attorney 
General. estimated that the maximum the government might recover 
from the railroads in the reparation cases the Justice Department then 
had filed or was planning to file would be $2,000,000.000, as he testified 
before the House appropriations committee in support of a request for 
an appropriation for employment by the department of a number of 
rate experts and rate clerks to work on the reparation cases (T.W., 


May 3, 1947, p. 1407). 


James E. Kilday, of the Justice Department’s anti-trust division, 
told a House committee in July, 1948, that the division’s transportation 
and public utilities section, headed by him, was then employing 10 law- 
yers, eight transportation analysts, 20 rate clerks and 13 stenog- 
raphers and typists “in conducting the investigation and handling 
the cases which have been commenced before the Commission” (T.W., 


July 10, 1948, p. 27). 


The position of the railroads toward the government’s complaints, 
as stated by President William T. Faricy, of the Association of Amer- 
ican Railroads, is that in no case did the government pay higher rates 
than commercial shippers; that in most cases the government paid 
lower rates put into effect as a special concession by the railroads, as 
permitted by the interstate commerce act, and that in no case did the 
government pay charges higher than the legal charges (T.W., May 3, 


1947, p. 1398). 





is already specifically committed as down 
payment for equipment and improve- 
ments on order. Considerable new fi- 
nancing must be resorted to in order to 
carry the postwar improvement program 
to a conclusion. Cash reserves plus 
future net earnings, to be plowed back 
into the properties, will not be adequate.” 


Wartime Demands 


Mr. Buford reviewed the railroads’ 
“unprecedented transportation demands 
presented by World War II. From 1942 
until 1945, he said, average carloadings 
increased 28 per cent over 1939, revenue 
ton miles increased 121.1 per cent, and 
tons originated increased 65.4 per cent. 


“By the year 1944, the revenue ton- 
miles reached the staggering figure of 
737.246 million, which may be compared 
with the prewar record of 447,321 mil- 
lion in 1929 and with the 1936-through- 
1940 average of 339,328 million revenue 
ton-miles,” he said. 


An example of the wartime demand on 
the railroad, he said, was the fact that 
in peace time there had been practically 
no movement by rail of petroleum prod- 
ucts to the eastern seaboard, the needs of 
that section having been met mainly 
through the use of tankers from the Gulf 
of Mexico ports, and, to a lesser degree, 
pipe lines. He said that when the war 
demand for tanker service forced discon- 
tinuance of such services in coastwise 
and intercoastal use, the bridging of the 
gap fell on the railroads. 


Other burdens placed on rail traffic 
in wartime, he said, were a part of the 
coal going to New England that for- 
merly moved by ship, increased ship- 
ments resulting from closing of the 
Panama Canal to commercial traffic, 
movement by rail of sugar and other 
Latin American products that formerly 
moved by boat to northern ports, a vol- 
ume of freight for overseas shipment 
through the north Atlantic and Pacific 
ports surpassing all previous records, and 
— in use of trucks and automo- 
biles. 


“If the problem of the railroads had 


been one of accommodating a vastly 
increased volume of traffic of substan- 





TRAFFIC Wor 
































tially the same character as the prewar 
traffic, moving under substantially the 
same conditions, the solution would still 
have been difficult,” he said. “The 
actual wartime traffic pattern, however, 
contained many more complicated op- 
erating factors which arose from the 
abnormal character of the government's 
traffic and wartime needs.” 

Mr. Buford said that in addition t 
the problems created by unprecedented 
traffic volume and the need for prefer- 
ence to government traffic, the railroads 
were faced with extraordinarily difficult 
conditions that arose from the fact the 
normal ‘sources and _ destinations of 
traffic were radically altered in the war 
years. The war in the Pacific, he said, 
required a tremendous flow of materials 
to the west coast ports for shipment 
overseas and to the various war plants 
set up in that area. Construction of 
many facilities and extensions was 
necessary in order to give the service 
required for government traffic, he said. 

“Throughout the entire war program 
for the transportation of troops and 
water materials, there were ever preset! 
requirements for expedited movement 
and service. Tank car trains had t 
be moved eastward to meet the sub- 
marine menace and westward to supply 
Navy fuel demands, with minimum time 
schedules. Requirements for certain 
type of war material arose suddenly and 
expedited and special service had to be 
given on short notice. The railroads 
were faced with the necessity for under- 
taking the expenses of readjusting thet 
disposition of equipment and their 0D: 
erating practices in order to meet those 
special demands and to afford to the 
traffic of the armed forces the necessaly 
special attention.” 


Other operating difficulties, he said, 
included the unprecedented shortage % 
labor and materials, the necessity of 
seeing that all available cars were eit 
ciently used by all concerned, and te 
necessity of utmost cooperation with 
shippers to avoid ordering of more cals 
than were needed. sf 

Mr. Buford said the A.AR. facilities 
and the railroads were immediately made 
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available to Director Joseph B. Eastman 
when the Office of Defense Transporta- 
tion was created and the closest possible 
working cooperation with that agency 
continued throughout its existence. He 
said the A.A.R. cooperated with the 
0.D.T. and the Commission in the prep- 
aration and application of various im- 
portant measures relating to conserva- 
tion of transportation. 

He said that perhaps the most im- 
portant were I.C.C. service order No. 68, 
doing away with the shipper’s privileges 
under the two-cars-for-one rule, and 
the so-called “follow-lot’” car _ rule; 
O.D.T. order No. 1, requiring that cars 
of lc.l. freight be loaded with a mini- 
mum of 10 tons; and O.D.T. order 18a, 
requiring capacity loading by com- 
mercial shippers of carload freight, 
thereby, in substantial effect, increasing 
or superseding the tariff minimum load- 






















ings. 

He said the national railroad policy 
was announced a few days after Pearl 
Harbor and the railroads’ plan was 
to meet the dual objective of handling 
the enormously increased traffic and to 
provide the necessary expedition and 
preference to troops and war materials 
without making necessary a system of 
direct government priority orders and 
without any reservation on account of 
increased costs to the railroads to pro- 
vide such service for government traffic. 

He said he believed it was a fair state- 
ment that in the war period no troop 
movement that the Army or Navy 
needed was deferred because of in- 
ability of the railroads to carry out the 
movement. 


Special Wartime Services 


The handling of war materials, he 
said, received preferred attention in gen- 
eral and especially so in the case of 
freight accorded symbol numbers such 
as the “MTX” svmbol. No charge was 
made by the railroads, he said, for the 
assignment of the symbols, for the 
clerical work of making the revorts or 
for the cost of the telegrams themselves. 
Similarly, he said. no extra charge was 
made for the expedited handling. 

“The preferred service given to that 
freight was given without regard to 
whether the traffic was moving on the 
tariff rates applicable to the public or, 
instead, was moving on reduced special 
section 22 rates applicable only on gov- 
ernment traffic,” said Mr. Buford. 


He said that between January, 1942, 
and August, 1945, the A.A.R.’s car service 
division handled 59,169 MTX symbols 
covering 306,721 cars and there were 
16,649 requests for diversions and, under 
these requests, 78,244 cars were diverted. 
He said these requests for symbols and 
diversions were those made by the Army, 
Navy, Marine Corps and Coast Guard and 
did not cover similar requests by other 
government agencies. 


“It is conservatively estimated that 
MTX symbols involved the sending of 
more than a million telegrams by the 
car service division and the railroads, 
the expense of which was absorbed by 
them in addition to their absorption of 
the added operating expense involved 
mM giving the expedited service and the 
added clerical expense of making and 
reporting the daily check of locations,” 
he said. 

It would not be possible, he said, to 
make a list showing all or substantially 
all of the instances in which the rail- 
Toads accorded the government priority 
m the car supply. 

Commercial traffic had to be con- 






































































tent with second call on cars, he said, 
adding that no attention was paid in this 
connection to the fact that the commer- 
cial traffic was moving under full pub- 
lished tariff rates in contrast to the 
reduced rates accorded to the govern- 
ment traffic. No charge was made to 
the government for this preference in 
car supply, he said. 

In the period beginning January, 1942, 
and through August, 1945, he said, the 
military transportation section of the 
A.A.R. arranged for more than a thou- 
sand special freight trains for the armed 
services. This figure included only the 
special trains requested through the 
A.A.R. and not the many requests for 
special trains handled directly through 
the railroads involved, he said. 


Freight Car Supply 


Mr. Buford said that as a result of a 
constant and unrelenting attention to 
the simple but fundamental precept that 
freight cars must be used for transporta- 
tion and not for storage, and with the 
cooperation of all concerned, the rail- 
roads absorbed the greatly increased 
traffic volume in the World War II period 
and avoided the breakdown in trans- 
portation experiencd after World War I. 

He said that in 1939 the railroads had 
approximately one-third fewer freight 
cars, passenger cars, and locomotives 
than in 1929, but that in 1944 the rail- 
roads handled 64.8 per cent more ton- 
miles of freight than in 1929 and more 
than three times as many passenger- 
miles. 

Mr. Buford said it was his considered 
opinion that the excessive wear and tear 
on roadway in the years 1941 to 1946 
tookout at least one year’s service life 
of those facilities over and above that 
restored through maintenance and re- 
placements in that period. He said the 
more serious and pressing problem, how- 
ever, had been with respect to replace- 
ment of worn-out equipment. 

Ever since the end of the war, he said, 
the railroads had been trying to make 
up for the deferred equipment-replace- 
ment program, but deliveries of new 
cars and locomotives had hardly kept 
pace with retirement schedules. 

“At current prices it will cost the 
railroads from $400,000,000 to $500,000,000 
more to replace the equipment that 
should have been retired during the war 
years than at prewar prices,” he said. 
“That item is a war cost.” 

In addition, he said, the wear and tear 
of war traffic on equipment not yet 
ready for retirement would eventually 
take its toll. 

“The wartime transportation services 
and conditions were unprecedented,” he 
said. “That the charges received by the 
railroads for their services were reason- 
able is clearly indicated by the fact that 
with the unprecedented volume of traf- 
fic a large part of which was war-ma- 
terials traffic, the earnings of the rail- 
roads for the complaint period (1941- 
1946) represented a rate of return of only 
46 per cent on their net investment 


Santa Fe President Testifies 


Because Fred G. Gurley, president of 
the Santa Fe, found it necessary to leave 
Washington at an early moment, cross- 
examination of Mr. Buford was not com- 
pleted until Mr. Gurley had read his pre- 
pared statement. 

Mr. Gurley _ recalled resolutions 
adopted by the Association of American 
Railroads in 1939 and 1940, pledging a 
continued effort to meet the demands of 


21 


| TRANSPORTATION WEEK 


commerce and the needs of national de- 
fense, and said the war period brought 
demands not visualized in those earlier 
years. He said that in September of 1939 
the board of directors of the Santa Fe 
authorized him as president of the rail- 
road to buy $20,000,000 of new equip- 
ment, 

Having spoken of the conferences in 
Washington in 1939 which he attended, 
Mr. Gurley said, in part: 

“Now ten years later I am in Wash- 
ington again. This time I appear in de- 
fense of charges made two years after 
the end of the war by a department of 
our government that payments by cer- 
tain agencies of the government for 
services rendered during the war were 
improper payments, and yet, as the 
record will show, those payments and all 
other payments for services rendered 
from the time of the invasion of Poland 
to the defeat of Japan did not produce 
an average revenue per ton-mile which 
was as high as the average revenue per 
ton-mile paid for many years prior to 
the war period. In those prior years the 
military shipper was a negligible fac- 
tor. The average revenue per ton-mile 
during the war years was also less than 
it has been subsequent to the war period 
when again the commercial shipper has 
paid almost all of the entire freight 
charges.” . 

Mr. Gurley said he would address him- 
self to some of the outstanding facts and 
circumstances demonstrating that the 
amounts charged the government for the 
wartime transportation services were 
“unduly low rather than the reverse.” 

He said that national defense activi- 
ties and the lend-lease policy produced 
a sharp increase in revenue ton-miles in 
1941 over 1940, but that the 1941 traffic 
was handled with ease. However, he 
said, the two front war following the 
attack in Pearl Harbor called for a much 
greater effort not only because of a 
change in the traffic volume but because 
of a change in the nature of it. Western 
railroads, he said, discovered after Pearl 
Harbor that the war in the Pacific pro- 
duced a tide of traffic from east to west 
whereas the roads were historically ac- 
— to a movement from west to 
east. 


Santa Fe Changes 


Mr. Gurley then spoke of the effect 
of these changes on the Santa Fe’s oper- 
ations, He offered maps showing the lo- 
cation of military training camps, stor- 
age in transit depots, and ammunition 
and explosive manufacturing plants, and 
showing the location and enlargements 
in Santa Fe fixed property from 1940 to 
1945, 

He said it became apparent that the 
single track line extending from Texico 
westwardly about 260 miles to Dalies, 
N.M., would be severely taxed, probably 
beyond its effective carrying capacity, 
and identified on the map a double track 
built over 60 miles of that distance, with 
the balance being under centralized 
traffic control. 

In Arizona, Mr. Gurley said, facilities 
had been built with reference to a law 
of that state restricting the length of 
freight trains to a maximum of 170 cars. 
When the Commission, in 1942, by service 
order No. 85, required suspension of that 
law for the war period, the witness said 
a program was inaugurated “across the 
state of Arizona” to extend yard lengths 
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and lengthen sidings. He described a 
similar situation resulting from service 
order No. 140, issued in 1943, in which the 
Commission required that employer-em- 
ploye agreements limiting to 2,900 tons 
the maximum for a train between Wins- 
low, Ariz., and Needles, Calif., be sus- 
pended, as well as an agreement limiting 
the length of trains from Summit to San 
Bernardino, Calif., to 50 loads or equiva- 
lent. 

Mr. Gurley said it was the announced 
executive policy of his company from the 
beginning of the war that military traffic 
was to be given preference over com- 
mercial or civilian traffic. He said he 
spent almost all of his time “out on 
the railroad” during the war years fol- 
lowing closely the various construction 
and improvement projects undertaken, 
and also took the opportunity to call on 
officers in charge of ammunition and 
explosives plants and storage depots and 
military training camps, and managers 
of ports served by the Santa Fe, “to find 
out if our local railroad officers were 
giving the kind of service the military 
officers wanted and, if not, what it was 
which the military officers thought we 
should do which we were not doing.” By 
and large, he added, these officers had 
expressed themselves as being quite well 
satisfied with the service. 


Operating Difficulties 

In dealing with operating difficulties, 
Mr. Gurley quoted from annual reports 
to stockholders in which, in 1942, for 
example, the stockholders were told that 
the military services continued to make 
heavy inroads on the railroad labor sup- 
ply, the loss to the Santa Fe to Decem- 
ber 31, 1942, being estimated at 5,500 
employes. Migration of workers to de- 
fense industries had further depleted the 
supply of labor, the stockholders were 
told. Without reading from the 1943 
annual report of the railroad, Mr. Gurley 
said it dealt with negotiations between 
the United States and Mexico concerning 
the importation of Mexicans for railroad 
work. 

From the 1944 report of the railroad 
to its stockholders, Mr. Gurley quoted 
figures showing the growth in the relative 
portion of the ton-miles of freight traffic 
handled by the several transportation 
agencies, with that handled by the steam 
railroads rising from 61.3 per cent in 
1940 to 71.3 per cent in 1941, an increase 
of 126.81 per cent over the former peak 
year of 1929, with an increase of reve- 
nue passenger-miles of 403 per cent, and 
an increase in taxes of 678 per cent. 
Despite the increase in ton-miles and 
passenger-miles, Mr. Gurley said, the 
amount available for interest payments 
had decreased 12.54 per cent, with the 
rate a ton-mile decreasing 18.3 per cent 
and the rate per passenger-mile decreas- 
ing 41.1 per cent. He then read further 
from the 1944 report as it dealt with the 
shortage of manpower, materials, and 
the difficulty of keeping up with main- 
tenance, and from the 1945 report which 
again returned to the subject to man- 
power, and in which it was said that the 
general dislocation of equipment occa- 
sioned by war business kept a majority 
of Santa Fe’s better class box cars on 
other railroads. 

On the subject of deferred mainte- 
nance, Mr. Gurley said: 

“T want to make quite clear the effects 
of this deferred maintenance. In the 


first place, it meant that because we 
could not spend the money we should 
have spent during the war years for the 
proper upkeep of the property, monies 
were used in paying federal taxes which 
should have been used in keeping up the 
property. It meant also we reflected a 
degree of profit which was a false re- 
flection. 

“We have had to make up that lack of 
current maintenance to the extent that 
it has been made up since the time when 
the military shipper, whose case is be- 
ing prosecuted here now, ceased to be 
a shipper of much moment, and the 
commercial shipper is paying the trans- 
portation charges.” 

Mr. Gurley then turned to the things 
he said made unfounded the claims of 
“the military shipper’ that “he paid 
rates which were too high.” He said his 
experiences in World War II showed 
“full well the benefits which came from 
the strong improvements built into the 
Santa Fe plant by the expenditure of an 
average of 48 million dollars per year 
in the period 1921 to 1930...” 

He said it was interesting to observe 
that revenue a ton-mile in the war years, 
when “the military shipper was shipping 
in large volume,” was lower than it was 
in the relatively prosperous years of the 
20’s and lower than in the depression 
years of the 30’s. He said he thought 
these comparisons especially impressive 
when considered against the fact that in 
the depression years of the 30’s specific 
railroad rates were reduced, sometimes, 
he said, to the point “where there was a 
question as to the wisdom of the reduc- 
tion.” 


Gurley Is ‘Perplexed’ 


After comparisons of returns for the 
war period, when he said it was lower 
than in the peacetime years 1921 to 
1930, inclusive, Mr. Gurley said one of 
the questions about the reparation re- 
quests that perplexed him was “the ex- 
tent to which the commercial shipper 
should be expected to bear the schedule 
of rates which make their contribution 
toward financing a railroad plant essen- 
tial to national defense.” He said the 
commercial shipper paid higher charges 
than “the military shipper” during the 
war and that the movement of com- 
mercial freight was subordinated to the 
movement of military freight. If the 
government had had the lower rates it 
now sought as a measure of the repara- 
tion claimed, Mr. Gurley said, it was 
reasonably certain the general rate levei 
would have been increased to provide 
revenues required by the railroads for 
“upkeep and maintenance.” 


Mr. Gurley also asserted that an in- 
crease in freight rates to finance “the 
government’s reparation bill” :would not 
be the same as the freight rate increases 
authorized since 1946 to meet increased 
costs which, he said, were common to 
the railroads and their competitors. 
That would not be so with increased 
rates “required to service a huge repara- 
tion award,” Mr. Gurley said. The rail- 
roads would be singled out and forced 
to increase their charges, while their 
competitors, “operating over highways 
and waterways improved by the govern- 
ment, would be placed in excellent posi- 
tion to make rates unaffected by such an 
influence,” he asserted. 

The Santa Fe president said in 
speeches, and confidential discussions he 
had had, there had been “a striking 
similarity of expression” to the effect 
that in World War II the railroads and 
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industry had had time to increase thei 
productive capacity, but would not haye 
such an opportunity in a future emer. 
gency but must be prepared to go into 
“full speed at once.” He said the raij. 
roads intended to be in that position 
but, he added, “consider the contradic. 
tion between these admonitions; these 
warnings from top-flight military people 
and the impact of the injustice here 
sought to be perpetrated by the repre. 
sentatives of the military shipper.” 4 
conclusion favorable to the government 
would inflict great injury to the finan- 
cial structure of the railroads and, con- 
sequently, on their ability to “carry on” 
he said. 
_Mr. Gurley estimated that, if the es- 
timated $2 billion in reparations were 
granted, the Santa Fe’s share would be 
$102,200,000, exclusive of interest, al- 
though he said he thought that under- 
stated the sum because the export rules 
case concerned the western railroads 
more heavily than others. 


Cross-Examination of Buford 


Several times in the cross-examinga- 
tion of Mr. Buford on his testimony in 
No. 29735 and the other government 
reparation cases, Commissioner Mitchell 
broke into Mr. Binkley’s questions for 
the Department of Justice to inquire 
what the latter meant when he used the 
word “control” in questions in which 
Mr. Binkley sought to learn whether the 
railroads had proposed a plan to the 
government for control of the railroads 
in the war period. 

Mr. Buford said he could not recall 
such a plan. Mr. Binkley then referred 
to the so-called Willard-Gray report, 
prepared at the request of President 
Roosevelt in 1939 by Daniel Willard, 
then president of the Baltimore & Ohio, 
and Carl Gray, then president of the 
Union Pacific. The report dealt with the 
capacity of the railroads to handle in- 
creased traffic in the event of war. 


Mr. Buford said he thought some rail- 
road people had collaborated with the 
authors of the report, but he added he 
though it “entirely different from any 
plan the railroads might have proposed.” 
Mr. Binkley asked if “some sort of plan 
was started,” and Mr. Buford again said 
he did not know about it and had never 
heard of it. Mr. Binkley then asked if 
some control had been exercised through 
the agency of the Association of Ameri- 
can Railroads in cooperation with the 
executive officers of the government. 
Here Commissioner Mitchell asked what 
Mr. Binkley meant by “control” and the 
latter replied he had reference to the 
Office of Defense Transportation. 

Mr. Buford said the railroads had co- 
operated with the O.D.T., and the com- 
missioner again referred to the word 
“control.” Mr. Binkley said there were 
controls on all traffic during the wal 
period. Commissioner Mitchell asked 
if he meant government control of the 
railroads to some extent. Mr. Binkley 
said he did not mean such control “in 
the broad sense,” but “cooperation,” 
and did not reply when the commis- 
sioner asked if he drew any distinction 
between ordinary cooperation and con- 
trol, although he used the word “con- 
trol” in other questions. 


Question of Controls 
Mr. Binkley wanted to know if the 
controls in-any important respects went 
beyond or fell short of what the railroads 
had in view when they cooperated or re- 
quested that the controls “be made. 
Mr. Buford said again he did not think 
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that the railroads asked for any con- 
trols, and added that the war “went 
much further than anyone anticipated, 
or the measure of cooperation that 
was thought necessary.” Commissioner 
Mitchell asked that Mr. Binkley’s ques- 
tion be repeated, and Mr. Buford again 
said he did not know what had been 
asked for, “if anything.” 

John S. Burchmore, counsel for the 
National Industrial Traffic League, asked 
if Mr. Binkley meant controls exercised 
by the government or the A. A. R., and 
Mr. Binkley said he meant “by our gov- 
ernment with the cooperation of the 
A. A. R. and other railroad officials.” 

Kenneth Burgess, for the railroads, in- 
terjected that he thought he knew what 
Mr. Binkley was “driving at,” but that 
he did not think the witness or anyone 
else did. 

Commissioner Mitchell then asked if it 
was Mr. Binkley’s contention that the 
railroads had asked for controls by the 
government, and Mr. Binkley replied in 
the affirmative. 

Mr. Buford said there was no doubt 
that if the country got into the war 
there would be some things that private 
agencies could not do and that some 
government agency would have to act be- 
cause those things would result in dis- 
crimination among shippers. In an- 
swer to a question from Commissioner 
Mitchell, Mr. Buford said he did not 
consider that “control.” 

Mr. Binkley asked if the railroads had 
feared the government would take con- 
trol of the railroads as it had in World 
War I and that “the same situation might 
evolve.” Mr. Buford replied he feared it 
because he had studied the report of the 
Secretary of War for the fiscal year end- 
ing in 1919 and added that “what the 
government did to the railroads then 
would break your heart and no railroad 
man would agree to that.” ‘ 


In answer to further questions, Mr. 
Buford said the railroads thought they 
would deal with the Commission, but that 
the O.D.T. “came in to bring in other 
transportation agencies,” and he ex- 
pressed the view that the O.D.T. had 
been empowered tg do some things* the 
Commission could not have done, as 
providing preference or priority for 
freight, and that the measures taken 
would have been “in the same general 
direction” had the Commission handled 
the situation. 


























































Storage in Transit 


In answering a series of questions 
dealing with storage in transit, Mr. 
Buford asserted that such storake was 
necessary in order that manufactured 
items be removed from the plants where 
they were manufactured so as not to 
interfere with production. He said the 
Tailroads gave full cooperation in serv- 
Ing temporary storage points selected 
by the government, regardless of where 
they were located. He said that such 
storage was essential to the government, 
but that he saw no advantage in it to 
the railroads. On the question of con- 
gestion at the ports, Mr. Buford said 
there were many things other than rail 
Service entering into it. He spoke of 
anchors that were delivered at ports be- 
fore there were shipyards to build the 
ships for which the anchors Had been 
ordered. He said the railroads saw to 
it that materials were taken in “A-B-C” 
order so that roofing material was not 
shipped before foundation materials for 
@ building had been shipped. He said 
$2 billion was spent on about 2,000 war- 
























built plants, and that shipments were so 
controlled that the material was un- 
loaded at destinations in less than the 
average free time allowed by the demur- 
rage tariffs. Mr. Buford said the type 
of shipments he had described in con- 
nection with anchors had been quite 
general in World War I, but not in World 
War II. 

When Mr. Binkley asked if the delays 
in World War I were largely due to in- 
ability to load traffic on the ships, Mr. 
Buford said he did not think so, but that 
it was the lack of ships for loading. He 
recalled that as an operating officer in 
the middlewest he had had 800 carloads 
of cotton made up into trains ready to 
move but that the delay was such that 
“the damn cotton nearly grew again in 
Kansas.” 

Asked if traffic could have been han- 
dled without the controls with no more 
than 10 days’ delay at north Atlantic 
ports, Mr. Buford observed that it took 
an agency to control the government 
agencies that were shipping. If the 
Army and Navy wanted to ship, he said, 
they shipped. He said those departments 
were required to obtain a permit under 
the export system that was set up, but 
he added that there was “any amount of 
stuff shipped without a permit.” 

Mr. Burchmore asked who was control- 
ling “who and what” and Mr. Buford 
said, “These government agencies.” 

A little later Mr. Buford said that the 
railroads would have embargoed ship- 
ments had there been no controls. He 
explained the use of the embargo system, 
which he said had been used in cases 
including military freight. He also 
asserted that no system of priorities 
ever worked because priority was piled 
on priority until there was confusion. 
He asserted the system of controlling 
freight to the ports was an embargo sys- 
tem, from which certain shipments were 
released. As an example of the pyramid- 
ing of priorities, he cited War Produc- 
tion Board priorities on materials in the 
war period. 

Mr. Buford told briefly of helping to 
set up controls at the Port of New York 
and for off-shore bases. He also said 
he had sat in a conference in which it 
was agreed that the two-for-one rule and 
the follow-lot rule (shippers agreeing) 
should be suspended. He said there was 
divided opinion among railroads as to 
whether or not the suspension should be 
continued in the postwar period. 

He also said it was not the railroads 
but Mr. Ickes (Harold Ickes, former Sec- 
retary of the Interior) who had said the 
railroads could not move 200,000 barrels 
of oil a day from the southwest to the 
east. Mr. Buford said Mr. Ickes had 
afterward admitted he had made a mis- 
take. 


Cross-Examination of Gurley 


Mr. Binkley referred to the statement 
by Mr. Gurley that his board of directors 
had given him discretion for the spending 
of $20,000,000 on new equipment in Sep- 
tember of 1939. Since the Santa Fe, he 
said, had spent $48,000,000 a year prior 
to that time, he wondered if Mr. Gurley 
did not think his directors were conserva- 
tive in allowing him “only $20,000,000” 
in anticipation of the war. Mr. Gurley 
replied he thought that to spend that 
amount in 1939 after 10 years of a very 
serious economic depression, when the 
railroad had more plant and facilities 
than it needed, was “a pretty good chip to 
shove onto the table.” Asked if he had 
minimized the possibility that this coun- 
try would get into the war, Mr. Gurley 
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replied he did not know, as the Santa Fe 
had no more information than anyone 
else as to what the government had done 
or was going to do, and without more 
definite information he said he thought 
the $20,060,000 was “a pretty good start.” 

Admitting that length of haul had 
increased during the war, Mr. Gurley 
said the influence on the average reve- 
nue a ton-mile produced by an increase 
in the length of haul “and that alone” 
was “rather negligible.” At the request 
of Mr. Binkley, he read into the record 
the average length of haul, year by 
year, from 1921 to 1948, saying it was 
357 miles in 1921, and 519 miles in 1948. 

When Mr. Gurley said he would not 
attempt to discuss the establishment of 
rates in the landing mat and pack cases, 
Mr. Binkley asked how he could arrive 
at the opinion that the charges were 
unduly low. Mr. Gurley replied it was 
because of the result of the relationship 
with the government as a shipper dur- 
ing the war years. He said Mr. Binkley 
could not get at the matter of the rela- 
tions between the government shipper 
and the railroads in the landing mat 
case, because, he added, “it covers all 
out-of-doors.” 

Commissioner Mitchell asked it if was 
the government’s theory that the earn- 
ings of the railroads had nothing to do 
with the particular rates that were “at 
stake,” and Mr. Binkley said that was 
his general position. He agreed with 
the commissioner’s statement that the 
government maintained the question at 
issue was not whether the railroads 
made a return on invested capital, but 
whether or not “these specific rates were 
unreasonable.” He also agreed that the 
government was in no position to deter- 
mine whether or not the railroads made 
money on passenger service or any other 
service. 

A. T. Mercier, president of the South- 
ern Pacific Co., testifying in No. 29735 
and four other government reparation 
cases, said the policy of his railroad 
through the war period was to give all 
possible service to the government re- 
gardless of cost. He said it was his 
view that, in transporting war traffic 
of the government, “we had a job tg do, 
a job that called for moving this traffic 
as quickly as possible, and that we should 
not permit additional cost, loss of other 
revenue or any other factor to interfere 
with the doing of this job.” 

He said that because of the large 
volume of government war traffic on the 
Southern Pacific lines, many commercial 
shipments were re-routed over the lines 
of other railroads, with a loss of revenue 
to the Southern Pacific amounting to 
more than $24 million. 

Instances of extra service Mr. Mercier 
said were provided for the government 
were the handling of special trains and 
expediting cars, furnishing certain types 
of empty freight cars to government in- 
stallations, the use of eastbound tracks 
for westbound movements of govern- 
ment traffic, damage claims from com- 
mercial shippers resulting from delays 
suffered in the movement of perishables, 
and extensive yard services required for 
government export shipments. 


Mr. Mercier said the policing and su- 
pervision of special trains and the ex- 
pediting of movements of special cars 
or groups of cars meant detailed tele- 
graphic reports on their progress 
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through intermediate terminals, neces- 
sitating much additional clerical person- 
nel. Costs were further increased, he 
said, because the railroad had to fur- 
nish government departments in Wash- 
ington with extensive reports respecting 
the progress of special trains and ex- 
pedited cars. 

As an instance of the steps taken to 
furnish empty cars, Mr. Mercier said 
he had a telephone call from a San 
Francisco navy officer complaining of a 
lack of cars at Thorne, Nev., to accommo- 
date shipments of ammunition desper- 
ately needed for a convoy about to sail. 
Mr. Mercier detailed steps taken to obtain 
empty cars from freight houses at San 
Francisco, Oakland, and Sacramento, 
from various industrial plants where they 
had been spotted for loading, from con- 
necting carriers, and from empties mov- 
ing into Oregon, so that on the morning 
following the call, Mr. Mercier said, al- 
most 1,000 empty freight cars were mov- 
ing toward Thorne. Later, he said, it 
developed that the demand for the cars 
was “ill-advised” and that there was no 
shortage of cars at Thorne, so that all 
of the cars in movement had to be 
stopped and returned to their sources. 

He said claims for damage to perishable 
traffic because of delays to that traffic in 
order that war traffic might be expedited, 
had aggregated $2,023,000 as of June 30, 
1949. 

He also said the Southern Pacific had 
abandoned its overnight merchandise 
train service in 1942 because of war traffic, 
and had not reinstated the service until 
1946. 

Extra Service Costs 


Mr. Mercier said it had been estimated 
that intraterminal switching service of 
government overseas traffic was 30 per 
cent greater than that required to handle 
commercial export traffic. He said it was 
practically never possible to anticipate 
the disposition of the individual cars 
comprising the government’s overseas 
traffic placed in hold yards. He said 
the handling of government traffic into 
and out of its storage and reconsignment 
depots also required additional service. 

Other items that had increased the 
cost of handling government traffic, said 
Mr. Mercier, were the hiring of guards 
at a cost of nearly $2,300,000 for the war 
period; the expenditure of money to ex- 
pand telegraph and telephone facilities, 
the Pacific lines of the company having 
paid an aggregate of $1,800,000 for leas- 
ing commercial lines and in telegraph 
and telephone costs; the purchase and re- 
pair of equipment; and the payment of 
overtime. 

Mr. Mercier said the Southern Pacific 
system’s average return on its investment 
from 1941-45 was 4.89 per cent and that 
for the three years, 1946, 1947, and 1948, 
it received an average rate of return on 
its net investment of 3.34 per cent. The 
4.89 per cent return, he said, was after 
taxes. 

Effect of Reparation Award 


Asked about the future of the South- 
ern Pacific if reparation were awarded 
in the amounts sought by the govern- 
ment, Mr. Mercier said: 

“The effect would be, according to 
our best estimates, to wipe out any 
reasonable prospect for net earnings by 
the Southern Pacific Transportation 
System for a period of not less than four 
years, and probably for a longer period. 


Without such net earnings there would 
not be moneys from that source to ex- 
pend upon necessary improvements, the 
purchase of new equipment and other 
desirable acquisitions, and, of course, 
there would be no moneys available for 
the payment of dividends. Without net 
earnings for such a period, the outlook 
for raising new moneys to expend upon 
the properties through the sale of securi- 
ties would be poor, very likely nonex- 
istent. If money for such improvements 
and acquisitions from one or the other 
of these sources is not available, the 
transportation needs of the territory 
which the system serves could not, in 
my estimation, be reasonably cared for. 
The picture, so far as the Southern 
Pacific Transportation System is con- 
cerned, would be a dark one.” 

Mr. Mercier revlied in the affirmative 
to a question that “that would be the 
sequence to the wartime policy, of which 
you have testified, to give all possible 
service to the government regardless of 
cost.” 

In the course of cross-examination of 
Mr. Mercier, Mr. Burchmore, for the 
National Industrial Traffic League, said 
the witness had discussed the effect of 
a large reparation award on the South- 
ern Pacific, adding that Mr. Mercier had 
spoken of it “as if you assumed you 
might not be able to get the money to 
pay that award.” Mr. Burchmore said 
he wanted to ask a direct question: 
“Can you get the money out of your 
shippers by raising rates?” 

Mr. Mercier replied he did not know 
whether or not that would be success- 
ful, but said he thought a rise in rates 
would cause some of the traffic to leave 
the rails. When Mr. Burchmore asked 
a further question about the possibility 
of obtaining the money to pay a repara- 
tion award, Mr. Mercier said he doubted 
it would be possible to do so. 

At this point, the testimony of the 
following railroad heads were accepted 
for the record without reading: Ernest 
E. Norris, president, Southern Railway 
System; C. McD. Davis, president,. At- 
lantic Coast Line Railroad; Merrel P. 
Callaway, chairman of the board of the 
Central of Georgia Railway; and Robert 
E. Woodruff, chairman of the board of 
the Erie Railroad. 


Metzman Testifies 


Gustav Metzman, president of the New 
York Central, read a portion of his pre- 
pared statement. Mr. Metzman, in con- 
cluding his testimony, said despite a 
paucity of equipment and dollars, the 
railroads had met their responsibilities 
during the war and were able to do so 
largely because of prewar preparations 
and intensive utilization of “the tools 
at hand.” He said he had furnished 
income and other data for the years 
before, during, and following the war 
to “contrast the historical pattern of 
natural traffic and income trends as the 
railroads changed from a peacetime to 
a wartime and back to a peacetime 
status.” He added that “the several im- 
portant rate increases during the past 
few years have been largely, if not al- 
together, diverted to the payment of 
higher wages and to higher material 
costs over which we have no control.” 

He concluded by saying the “past is 
past,” and that the “real issue in these 
complaints is the future of the rail- 
roads.” He said the roads must be kept 
solvent, adding that bankrupt railroads 
could never maintain themselves in ade- 
quate readiness for any national emer- 
gency. 





TRAFFIC Wort 


After discussing the declining traffic 
of the depression period, the traffic de. 
cline due to decentralization of industry 
and other causes, and the decreased 
amount of railroad equipment, and after 
reviewing briefly the World War I ex- 
perience of the railroads, Mr. Metzman 
said, in contrasting the World War [J 
situation with that of the earlier war, 
that certain facts were worthy of com- 
ment. As a result of more than $8 
billion of capital expenditures in the 
intervening years, he asserted, rail prop- 
erties in 1939 were improved in many 
respects over those of 1917. He said ap- 
prehension over the railroads’ ability to 
carry the load placed on- them that had 
existed up to the time the country 
actually entered the war proved un- 
founded. Railroads and shippers both 
worked diligently and harmoniously to- 
ward economy in the use of transporta- 
tion, he said, while improved equipment 
and methods and conditions of operation 
made it possible for the railroads to do 
more work with each unit of equipment. 
He added that “the lessons of World War 
I had been heeded.” 

He then referred to a table in an ex- 
hibit he offered, which he said clearly 
indicated the “comparatively small re- 
sults” realized by the American rail- 
roads, notwithstanding the fact that in 
the war effort they had handled the 
greatest volume ever experienced. He said 
there had been little change during the 
period in revenue a ton-mile, and that 
taxes, 1941 through 1945 had increased 
an average of 284 per cent; total taxes 
and expenses other than wages, 119 per 
cent; revenue and other income, 89 per 
cent; cost of materials, depreciation, and 
other expenses of operation, excluding 
wages, 80 per cent; investors’ share, 77 
per cent; wages, 67 per cent; and reve- 
nue a ton-mile, “only one per cent.” 

He called 1946, the first postwar year, 
“disastrous for the railroads and their 
investors.” Against soaring costs and de- 
clining business, he asserted, no relief 
was granted by increased rates. He 
added it was well known that, although 
offset in part by increased rates and 
charges, costs of materials and wages 
had’ continued upward since then. 


Turning to the passenger traffic re- 
sults of the New York Central, Mr. 
Metzman said the rise of passenger traf- 
fic and revenues from 1940 to 194 
changed a deficit incurred in 1940 to a 
profit of $28,032,000, in 1943, “a swing 
of $46,403,000.” But the process came 
to a halt in 1944, he said, when the 
Central’s passenger revenue showed 4 
further increase of $21,635,000 over 1943, 
“Yet net railway operating income from 
passenger services was only $420,000 
more than in 1943.” In other words, he 
continued, on account of the increases 
in costs, the road had reached “the 
saturation point in passenger results, 
and an increase of 10.4 per cent in gross 
resulted in an increase of only 1.5 pée 
cent in net railway operating income. 


He cited a fall in the contribution of 
passenger service to net railway operatile 
income, 43 per cent in 1944 to 8 per cent 
in 1946. After referring to the imposs 
bility of reducing passenger train-miles 
to the same extent as passenger traffic, 
Mr. Metzman said that “the overall re 
sult is that decline in passenger service 
revenues are almost directly refiected 
reduced net railway operating income 
and net income.” 

Mr. Metzman said earnings of the wa 
years and the funds realized from de 
preciation and amortization charges were 
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devoted “almost in their entirety” to 
maintenance and replacement of prop- 
erties and reduction in outstanding in- 
debtedness. He said there was a net 
reduction of $97,833,000 in funded debt 
for the years 1941 to 1945, inclusive. 

Mr. Metzman characterized the gov- 
ermment’s complaints as “the ordinary 
general revenue case in reverse.” Here, 
he said, “we have the amazing picture 
of the government itself, through this 
Commission, seeking to compel the rail- 
roads to reduce the general level of 
charges assessed on wartime traffic, long 
since handled, without any apparent re- 
gard for the railroads’ wartime respon- 
sibilities and costs. And certainly without 
any serious concern for the future of the 
railroads or their ability to meet another 
national emergency. Yet the country at 
large is openly concerned, as I am also, 
over the possibility of another such emer- 
gency arising.” 


Testimony of Southern 


Mr. Norris, president of the Southern, 
said, among other things, that in addi- 
tion to the concessions the railroads 
made to the government in the war 
years 1942-1945, they had paid or ac- 
crued in income and excise taxes almost 
twice as much as the net income for 
those years. He said the government 
was not only seeking to take away a 
substantial part of the rail net income 
for the war years, but was also ignoring 
the “enormous” tax payments the rail- 
roads made. Thus the government, in 
effect, was seeking to get the money 
back twice, he said. 

“If the Department of Justice is now 
to deny and repudiate, retroactively, the 
wartime understandings which made 
possible a performance universally recog- 
nized as a bright page in our history, 
entirely aside from the immediate and 
disastrous financial results to the na- 
tion’s railroads, a fatal blow will have 
been struck at the confidence and abil- 
ity of this vital industry to meet any 
future emergency,” said Mr. Norris. 

Taking 1926 as the peak year in the 
20’s, Mr. Norris compared it with 1943 
when, he said, although $46.8 million 
more had been invested in the South- 
ern’s property, and operating revenues 
had increased $88.8 million, “our net 
railway operating income was prac- 
oy the same in each year, $35.7 mil- 
ion.” 


He said this contrast “continued to 
sharpen during the war.” Comparison 
of 1926 with 1944, he said, showed that 
despite an increase in the investment 
of nearly $60 million, and $104 million 
more revenues, the amount of net rail- 
way operating income was actually less 
by $2,300,000. Mr. Norris then compared 
1926 with 1946, as follows: 

With increased investment of $79 


million and increased revenue of $55 - 


million, our net railway operating in- 
come in 1946 of $19.3 million was $16.4 


million, or 46 per cent, less than the 
1926 figure.” 


After touching on “section 22” con- 
tracts granting the government special 
transit privileges, and land grant rates, 
Mr. Norris observed that the so-called 
land grant equalization agreements (by 
Which railroads that had not received 
land crants from the government never- 
theless equalized rates on government 
traffic with roads that had had the 
benefit of such grants) were voluntarily 
continued in effect, although he asserted 
the competitive reasons that induced 

€m had disappeared with the advent 


of total war. For the Southern, he said, 
it meant that by far the greater propor- 
tion of reductions to the government on 
account of land grants were made under 
the equalization agreements, as there 
was only a total of 390 miles out of 7,460 
in the Southern system that was statu- 
tory land grant mileage. Continuing, 
he said: 

“In short, we are here confronted with 
the strange anomaly of these staggering 
demands for reparations by the one 
shipper who was preferred and favored 
above all others and at the expense of 
all the others. In my judgment, the 
government’s war traffic bore a dispro- 
portionately low share of the total 
transportation cost, in the light of the 
operating factors involved.” 


‘Head-End’ Traffic 


In dealing with the effect of passenger 
service on wartime income, Mr. Norris 
broke the passenger service down into 
that for the transportation of passengers 
and for the transportation of mail, ex- 
press, milk, etc., commonly known as 
“head-end traffic.” He said the $45 mil- 
lion net railway operating income from 
the passenger service was the result of 
a $78 million operating income from 
passengers alone, less a $33 million op- 
erating deficit from head-end traffic. 
Aside from indicating the contribution 
of wartime passenger service, Mr. Norris 
said it showed “still another area” in 
which the government had the benefit of 
special services by the railroads, “namely, 
the mail service at a cost so low that it 
was non-compensatory.” 

Mr. Norris spoke of “the series of 
crises” that confronted the Southern 
and all railroads after the war, as the re- 
sult of “rapid inflation of wages and 
prices,” with which, he said, the Com- 
mission had effectively dealt. He said, 
however, that for the six months ended 
June 30, 1949, his company’s gross reve- 
nues decreased $12,849,161 as compared 
with the same 1948 period, a decline of 
over 10.67 per cent. He said that “the 
end of the decline is not yet apparent, 
nor has the steepness of the falling off 
been checked.” 

After reviewing maturities Southern 
faced in the next eight years, Mr. Norris 
said it could not conserve cash for that 
purpose in the face of an attack of the 
magnitude of the government reparation 
cases. 


Symes Speaks for Pennsylvania 


J. M. Symes, vice-president, operations, 
Pennsylvania Railroad, asserted that, far 
from profiting from rates on government 
war freight, which he said had been 
agreed on in good faith by government 
representatives and the railroads, the 
railroads “in their rate concessions to the 
government approached the danger zone 
of financial disaster.” 

He said that “our present condition” 
was the result of both the government’s 
traffic and high taxes. At one point he 
said he thought this the essential point 
of the testimony he had offered: “War 
freight traffic was not a profitable busi- 
ness.” 


In outlining the general purpose of his 
statement, Mr. Symes said he would try 
to give some measure of the magnitude 
of the railroad’s war services, but he 
added that “the real burden which the 
war placed upon the railroads of the 
country can be measured properly only 
by our financial condition and the shape 
of our physical plant after the war.” 

His lengthy statement was divided into 
nine parts, including the general pur- 
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pose of the statement and a concluding 
section. In the other sections, Mr. Symes 
dealt with preparations for war, special 
war facilities, special war services, special 
problem of war volume, special problems 
of wartime, the effect of war on the 
railroads, and present capital needs of 
the railroads. 

Mr. Symes said the heavy volume of 
passenger business produced the in- 
creased railroad net earnings of the war 
period. He said the increased wartime 
profits were fictitious because, during the 
war, the railroad could not spend, be- 
cause of labor and material shortages, 
the large sums that should have offset 
the heavy wear and tear on the property. 
Much of the profit, he said, was taxed 
away by the government’s excess profits 
tax. He said the railroads were still try- 
ing to make up wartime deferred mainte- 
nance. 

Mr. Symes also asserted that for the 
government to obtain $2 billion in repara- 
tion would bankrupt the railroads. For 
the Pennsylvania, he said, the effect on 
its working capital and credit would be 
disastrous if the government succeeded 
in “taking from us some $200 million in 
these cases.” 

He said the effect of increased costs of 
handling government freight in the war 
period was obscured in overall earnings 
by the change from a deficit to a profit 
on passenger traffic. He said passenger 
revenues increased three times, expenses 
doubled while freight revenues doubled 
but expenses more than doubled. He said 
the Pennsylvania’s net railway operating 
income would have averaged less than it 
did by over $57 million annually in the 
1942-45 period without the improvement 
in the passenger business. On all Class I 
roads, he said, if the passenger business 
had but broken even, the rate of return 
would have dropped from a high of 5 
per cent down to 2 per cent in the peak 
years of war freight movement. 


Diminishing Returns’ 

Mr. Symes said there was a_ load 
limit beyond which no railroad plant 
could be operated economically, and 
that, in spite of large expenditures for 
equipment and -facilities to move gov- 
ernment traffic, the Pennsylvania was 
not able to build up its property to nor- 
mal flexibility. He said that “we 
reached the point of diminishing re- 
turns, and the net revenue per unit of 
traffic constantly decreased as the vol- 
ume of traffic went up.” 

He gave details of expenditures of 
$77 million on roadway facilities between 
1939 and 1945 to further the war effort, 
more than $10 million on yard facilities, 
$16.5 million on port improvements, 
more than $24 million for additional 
main tracks and signals, $2 million for 
side tracks to war industries and gov- 
ernment installations, and additional 
amounts for setting up railroad organi- 
zations to handle with the government 
the expeditious movement of troops 
and war freight and to accommodate 
employes hired for war emergency work. 

Later, in cross-examination by Mr. 
Binkley, Mr. Symes specified improve- 
ments that would not have been neces- 
sary except to handle the war traffic. 

He asserted a very substantial charge 
should be made against war traffic for 
the loss incurred “by extra mileage run 
out of our rolling stock.” He said a “vast 
quantity” of Pennsylvania equipment 
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would have to be retired earlier than it 
would have been “in the normal course.” 
He said that that represented a grand 
total of $47,372,000, and that deferred re- 
placement of equipment retained in 
service to handle war traffic would cost 
about $32,296,000 more than it would 
have cost to make the replacements at 
the appropriate time because of inflated 
prices. To prepare the Pennsylvania to 
meet the needs of commerce, the postal 
service, and national defense, said Mr. 
Symes, would require $200 million for 
improved facilities, $400 million for new 
and reconditioned equipment, and $254 
million for deferred maintenance, “a 
total of more than $850 million.” 

Mr. Binkley conducted a lengthy and 
detailed cross-examination of Mr. Symes 
on items contained in his statement, and 
asked for a number of breakdowns of 
figures. 

In the course of the cross-examina- 
tion, Chairman Mahaffie drew agree- 
ment from the witness that under the 
theory on which his testimony was 
based (that equipment was being used 
up faster than it could be replaced), and 
with an 85 per cent excess profits tax, 
it would have been difficult for the 
Pennsylvania to show a profit. 


Rail and Other Charges Compared 


Mr. Davis, of the A.C.L., said in his 
statement that, in contrast to the situa- 
tion with respect to railroad charges, 
practically all other prices charged the 
government for materials, supplies and 
services had increased tremendously. He 
said a low cost of transportation was 
available to the government during a 
period when the problems, expenses and 
effort of conducting the rail transporta- 
tion demanded by the government were 
far beyond anything previously exper- 
ienced. 

He said what was asserted concerning 
Coast Line’s according transportation 
service at lower than published rates 
was true of the railroads generally. He 
said it was “a source of wonder to us” 
that the Department of Justice should 
have filed, “long after the traffic moved,” 
formal complaints -alleging that many 
of the lower rates and privileges estab- 
lished under section 22 of the interstate 
commerce act were unjust and un- 
reasonable. 

Mr. Davis said, because of the ex- 
traordinary conditions in connection 
with transporting government traffic and 
the extraordinary expense in connection 
with many such movements, it seemed 
to him that “on its face no transporta-~ 
tion charge against the government 
which was below that charged the com- 
mercial shipping public could have been 
unreasonably high.” He added he did 
not think tests of the reasonableness of 
rates on commercial traffic could be fairly 
applied to the charges for the “far 
greater transportation services demanded 
by and rendered to the government in 
war time.” 

Mr. Davis said Coast Line had con- 
tinued voluntary land grant equaliza- 
tion agreements during the war so that, 
he asserted, it had transported a large 
volume of government freight and pas- 
senger traffic at rates and charges below 
the full applicable commercial rates, and 
below maximum reasonable rates. 

Dealing with the impact of repara- 
tions on Coast Line, he said the road’s 


net working capital, exclusive of mate~- 
rials and supplies, as of July 31, was 
$5,672,313. If it were forced to pay $28 
million in reparation (which he esti- 
mated as that railroad’s share of a total 
of $2 billion in reparation) “only finan- 
cial insolvency could be the result.” 

He asserted Coast Line had not re- 
ceived “swollen profits” during the war, 
and that the dollars received in that 
period were no more than needed to keep 
the property going. He said the reduced 
freight rates and other concesSions made 
to the government had produced for 
Coast Line gross freight revenues a ton- 
mile that were lower in the war years 
than in the years immediately before the 
war. 

In the course of a review of his rail- 
road’s financial situation, Mr. Davis said 
the total amount paid stockholders in 
dividends in the 1938-1948 decade was 
$24.75 a share, and he added that “that 
means for the ten-year period com- 
bined.” In comparison, he said, it was 
interesting, “also amazing,” to note that 
the various tax collectors collected what 
as the equilavent of $208 a share of Coast 
Line common stock, not including taxes 
collected by the government out of the 
$24.75 paid the stockholders. 


Central of Georgia 


Mr. Callaway said in his statement 
that rate quotations made after negotia- 
tions with government representatives 
in the war period were considered as 
“binding contracts and the revenues 
received from them were regarded as 
fixed and stable and available for rail- 
road use.” 

Having reviewed the history of the rail- 
road and its reorganization, and pay- 
ments under the plan of reorganization 
directed by the Commission and the fed- 
eral court having jurisdiction, Mr. Cal- 
laway said it was unbelievable the Com- 
mission or the court would have directed 
payments of practically all available 
earnings after expenses for rebuilding 
the property and to ‘mortgage creditors, 
had they believed the government would 
later sue to recapture “a huge part of 
the wartime freight charges.” He char- 
acterized the attempt to obtain repara- 
tion as “an astounding blow,” and said 
the Central of Georgia had no funds 


with which..such reparations. could: be... 


paid, and no prospect of earnings suf- 
ficient to pay them and meet the re- 
quirements of adequate service. 

Mr. Callaway also asserted that the 
government had deprived the railroad of 
the use of one of its most valuable as- 
sets, the Ocean Steamship Co., when it 
took over five vessels, after one had been 
sunk by a submarine. The ship line, he 
said, had been for 75 years, in effect, an 
extension of Central’s,rail lines to New 
York and the east. By reason of the 
“tremendous wage increases” to ship per- 
sonnel, longshoremen, and dock employes, 
Mr. Callaway said the cost of operations 
was so high that the steamship com- 
pany had been unable to resume opera- 
tions, and might never be able to do so. 

“The loss of its fleet,” he said, “and 
the loss of this rail and water traffic 
upon which the Central had always had 
the benefit of large earnings are the re- 
sult of the direct action of the govern- 
ment. The loss of these earnings to the 
railroad is entirely uncompensated. If 
any reparations are due, the United 
States should be the defendant here.” 

Again reverting to the reorganization 
of the railroad in concluding his state- 
ment, Mr. Callaway said it seemed “very 
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strange” that after the Commission, “ap 
arm of the government,” had spent time 
and effort to provide a reorganization 
of the railroad, another arm of the goy- 
ernment, “the Department of Justice, 
should endeavor, with all of its strength 
and resources, to nullify and break down 
what the Interstate Commerce Corimis- 
sion has so carefully and justly built 
up.” 
Statement for Erie 


In his prepared statement, Mr. Wood- 
ruff, as had the other rail officials, re- 
viewed the activities of the Erie in ex. 
panding its facilities to carry the war 
traffic, and the various operating dif- 
ficulties encountered. He asserted that 
“foresightedly, the year 1939 was a year 
of great preparation” for the eventuality 
that the United States would go to war, 
and he reviewed expenditures of that 
year, and succeeding years for improve- 
ments and expansions. 

He also asserted that improved operat- 
ing ratios for the Erie in 1942, 1942, and 
1944, as compared with the prewar pe- 
riod, were due almost entirely to an im- 
proved passenger operating ratio. 

Mr. Woodruff, of the Erie, asserted 
that, with the sudden advent of victory 
in 1945, the need for transportation and 
the freight traffic available had dropped 
much more quickly than orderly con- 
traction of the road’s organization and 
service could take place, resulting in a 
high freight operating ratio for 1945. He 
said the condition could not have been 
reasonably anticipated by effective ac- 
tion, and added that “the excessive costs 
of that period of readjustment are 
properly chargeable to the -war condi- 
tions which brought them about.” He 
said the .fact that measures for read- 
justment were taken was indicated by a 
decreased freight operating ratio for 
1946 “in spite of skyrocketing material 
and labor prices.” 

He said the Erie had a rate of retum 
of less than 5% per cent on its net in- 
vestment in the war period. This, he 
said, was no higher than reasonable, and 
added that the payment of substantial 
reparation to the federal government 
would mean that, “during the war years, 
we would have operated with substan- 
tially less than a fair return on ou 
property.” 

‘He said a‘ planned’$9 mittion improve- 
ment program for 1949 had been de- 
ferred or curtailed because of decreased 
traffic and revenue and the resulting de- 
terioration in the railroad’s cash posi- 
tion. If substantial reparation was col- 
lected, he said, the cash and credit 
positions of the Erie would be adversely 
affected to the extent that “improve- 
ments and modernization of the property 
will of necessity virtually cease, or be 
seriously curtailed, irrespective of indi- 
cated savings and improved service to be 
gained through such improvements and 
modernization.” 


Shipper Witness Opposes Reparation 


Walter R. Scott, transportation com- 
missioner of the Board of Trade of Kal- 
sas, City, Mo., objected to any award of 
reparation to the government on the 
ground that it could only be made up DY 
higher freight rates charged other ship- 
pers. 

He asked the Commission to note that 
“the government as a shipper is the same 
government that levies taxes.” 

“In the reparation period the govern- 
ment paid to the railroads in freight 
charges $5,800,000,000 and collected from 
them $3,800,000,000 in taxes—a difference 
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of $2,000,000,000, equal to the amount of 
damages claimed,” he said. 

Mr. Scott said he spoke for the Board 
of Trade and for 36 other interveners, 
listed and described on seven pages of his 
exhibit. They were: Wichita (Kan.) 
Chamber of Commerce; Kansas-Missouri 
River Mills; Chamber of Commerce of 
Kansas City, Mo.; Minneapolis (Minn.) 
Traffic Association; New Orleans (La.) 
Traffic and ‘Transportation Bureau; 
Trunk Line Grain and Grain Products 
Traffic Council, Buffalo; N.Y.; St. Paul 
(Minn.) Association of Commerce; North- 
west Shippers Advisory Board, St. Paul; 
El Paso (Tex.) Freight Bureau; Little 
Rock (Ark.) Chamber of Commerce; 
Duluth (Minn.) Chamber of Commerce; 
Spokane (Wash.) Merchants’ Associa- 
tion; United States Brewers’ Foundation, 
New York City; Western Pine Associa- 
tion, Portland, Ore.; National Wooden 
Box Association, Portland; St. Louis 
Chamber of Commerce; Tacoma (Wash.) 
Chamber of Commerce; National Coun- 
cil of Farmer Cooperatives, Chicago; 
Hutchinson (Kan.) Chamber of Com- 
merce; Canners League of California, 
San Francisco; General Mills, Inc., Min- 
neapolis; Galveston (Tex.) Chamber of 
Commerce; Phoenix (Ariz.) Chamber of 
Commerce; California State Chamber of 
Commerce, Agriculture & Industry, San 
Francisco; Southwest Shippers Confer- 
ence, Nashville, Tenn.; Hutchinson 
(Kan.) Board of Trade Association; 
Transportation Association of America, 
Washington, D.C.; International Apple 
Association, Rochester, N.Y.; New Eng- 
land Traffic League, Boston, Mass.; 
Seattle (Wash.) Traffic Association; Cal- 
ifornia Farm Bureau Federation Public 
Utilities Department, Berkeley; Wine In- 
stitute, San Francisco; Portland (Ore.) 
Freight Traffic Association; California 
Packing Corporation, San Francisco; 
National League of Wholesale Fresh 
Fruit and Vegetable Distributors, Wash- 
ington, D.C.; and Millers’ National Fed- 
eration, Chicago. 


Shipper Intervention Explained 


“These parties for whom I speak,” said 
Mr. Scott, “have intervened in these pro- 
ceedings on the side of the defendants 
and in opposition to the complainants 
for the reason that to allow the amount 
of: damages. sought by .the complainant 
would cast an unjust burden upon other 
traffic and upon the shipping public, 
including ourselves. As a direct result 
of any substantial award of damages the 
defendants’ ability to render adequate, 
eficient, and economical railroad service 
would be seriously impaired or the ship- 
ping public would be subjected to the 
Payment of exorbitant freight charges.” 

Mr. Scott said his statement was pre- 
pared in two parts to deal with (1) the 
Teasonableness of the complainant’s de- 
mands in the light of the conditions pre- 
vailing when the shipments involved were 
transported, and (2) the reasonableness 
of those demands under the conditions 
Which would exist at the time any award 
of reparation must be paid by the de- 
fendants. 

Under the first head he said that, con- 
sidering the quality and quantity of serv- 
Ice received by the government, and the 
€xtensive rate concessions granted to 
It,” it was the view of the parties he 
Tepresented that the rates collected on 
the government shipments subjected 
other shippers and other traffic to undue 
burdens in the rehabilitation of the rail- 
Toad plant made necessary by the exces- 


sive strain of the war years, but deferred 
until after the war period ended. 


Says Demands Unreasonable 


Referring to his exhibit, Mr. Scott il- 
lustrated in several ways the view that 
the government’s demands, in the light 
of conditions when the _ shipments 
moved, were unreasonable. He said his 
exhibit showed net railway operating 
income of the Class I railroads in the 
1941-45 period amounted to $5,800,000,000, 
or $2,900,000,000 in excess of the same 
figure for the next preceding five years 
period. Accepting the estimate that the 
government was demanding $2,000,000,- 
000 in reparations, he said the govern- 
ment sought to receive an amount equal 
to 69 per cent of the increment in net 
railway operating income in the period 
mentioned, or a reduction to $900,000,- 
000. He said such a reduction of rail 
revenues in the period would have car- 
ried a reduction in the railroads’ tax 
liability, but he said the taxes had been 
paid and were not now recoverable. The 
effect, he said, would be that the reward 
for the “tremendous railroad effort in 
the war years” would be reduced so that 
the average return on the value of the 
carriers’ property would be scaled down 
from 4.99 per cent to 3.27 per cent. 


If the rates on government freight 
had been reduced as the government 
now asked, said Mr. Scott, it was certain 
there would have been another general 
increase in freight rates to other ship- 
pers to compensate for the loss. 

Again, using a net income for the 
1941-45 period of $3,392,577,764, Mr. 
Scott said his exhibit showed dividends 
of the Class I roads amounted to $1,- 
096,000,000, or only slightly more than 
one-half of the amount the government 
demanded. Without allowing for a dif- 
ference in income taxes, he said, the 
subtraction of the $2 billion reparation 
demanded would have left an aggregate 
net income of $1,392,000,000, or “an 
amount barely covering the dividend re- 
quirements.” 

From another point of view, Mr. Scott 
said the freight charges billed the gov- 
ernment in the years 1941-45 inclusive, 
aggregated $5,814,000,000, which, he said, 
was 18.93 per cent of the total freight 
revenue earned in that period. He said 


: this:pointed:up the fact that.the.govern- 


ment was now seeking to recover more 
than one-third of the amount of the 
freight charges for which it was liable. 

Further to show that the effect of 
the government claims would be to cast 
an inequitable burden on other shippers, 
said Mr. Scott, he referred to another 
page of his exhibit where, on the as- 
sumption that the cost of handling gov- 
ernment traffic was at least the same as 
in handling other traffic, and the rates 
charged on government traffic were no 
more than those charged other shippers, 
he said he applied the freight operating 
ratio to the amount of charges billed to 
the government to ascertain the net 
amount accruing to the railroads after 
expenses. That figure, he said, was 
$1,987,836,000 for the period, which, he 
said, “is slightly less than the govern- 
ment claims.” The effect of this show- 
ing, Mr. Scott asserted, was to indicate 
that the government demands would 
have meant carrying its traffic for less 
than the out-of-pocket cost. 

On another page of his exhibit, he 
said, he presented the matter in an- 
other way: 

“Here I show railway revenues, ex- 
penses, and taxes, with resulting railway 
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net operating income, for the years 1941 
to 1945, inclusive, the total figure for the 
five years of net railway operating in- 
come being $5,189,371,000. Inasmuch as 
all freight carried should equitably con- 
tribute to the cost of operation plus an 
adequate profit, I have assumed in this 
table that the contribution of the gov- 
ernment freight to the net railway op- 
erating income for the period should be 
at least $1,042,348,000. The amount 
claimed by the government, however, ex- 
ceeds this sum by $957,652,000. In other 
words, the government not only would 
fail to contribute its proper share, but 
would encroach upon the contribution 
of others to the amount of almost $1,- 
000,000,000.” 

Mr. Scott said he had compared the 
statistics he presented with the aggre- 
gate of the government demands as he 
understood them—$2 billion. However, 
he added, “it is our contention that no 
award of reparation should be applied 
in any sum whatever.” 

Mr. Scott said the rates sought by the 
government were not reasonable if they 
resulted in casting an unfair proportion 
of the carriers’ expenses and fixed 
charges, and an adequate return on in- 
vestment, on other traffic if there were 
a finding in favor of the government, for 
these reasons, in addition to those he 
had already discussed: 

“1. The government’s war materials 
traffic was handled under conditions 
which imposed added and extraordinary 
expense upon the railroads. 

“2. The transportation of the govern- 
ment’s war materials traffic involved 
conditions which subjected other ship- 
pers to inferior service and added ex- 
pense, although they were required to 
and did pay full tariff rates. 

“3. Notwithstanding the greater quan- 
tity and quality of service provided for 
the government and the detriments to 
other shippers, the government traffic 
was handled to a large extent upon rates 
less than the established tariff rate.” 


Service orders of the Commission, in- 
cluding penalty demurrage charges, in- 
tended to conserve the supply of cars, 


as well..as. the regulations: of the Office 


of Defense Transportation, were cited as 
factors that required the shipping pub- 
lic to make sacrifices in the war period. 

He said that government traffic was 
transported at less than the tariff rates 
other shippers were required to pay, 
under section 22 quotations or under 
land-grant rate reductions. He said he 
believed such concessions were very sub- 
stantial. 


Effect of Reparations Now 


In the second portion of his state- 
ment, dealing with the effect of an 
award of damages on the shipping pub- 
lic in the light of conditions that might 
exist at the time any such award would 
be payable, Mr. Scott observed that the 
money earned by the railroads during 
the reparation period was not now avail- 
able for the payment of damages. Such 
amounts as had not been distributed as 
dividends had been largely expended in 
additions and betterments of the rail 
properties or in the retirement of debt, 
he said, leaving only the collection of 
additional freight charges from the ship- 
ping public as the one source of income 
out of which an award could be paid. 

Mr. Scott said the “unfairness of the 
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government’s demands” was emphasized 
by the fact that had they been timely 
sought and found meritorious they could 
have been met by increasing the rates 
paid by other shippers at a time when 
conditions would have made such in- 
creased rates possible. Then the general 
price situation and the minimum amount 
of competition by other transport agen- 
cies would have permitted an increase 
of freight rates without undue disturb- 
ance, he asserted. 

Had the government been obliged, as 
any other shipper, to comply with the 
two-year limitation for such actions, it 
would have been obliged to seek relief 
when such relief could have been granted 
without “such excessive injury to the 
public as must ensue now if similar re- 
lief be granted,” said Mr. Scott. 

Again, said Mr. Scott, since a very 
large segment of the traffic other than 
that of the government moved for the 
government, even though others paid 
the freight bills, if the rates now sought 
had been found proper during the war 
period the reduction in charges would 
have necessitated a general increase of 
rates paid by shippers generally and a 
very large part of the reductions ob- 
tained by the government would in the 
end have been paid by the government 
itself through the prices paid on other 
goods. By unreasonably delaying its 
claims, he asserted, the government 
would pass the greater part of the bur- 
den now on to the general public since 
their shipments now constituted a very 
much larger part of the whole. 


Asserts Rails Could Not Pay 

To sustain his assertion that the rail- 
roads were not in any position to meet 
any substantial award of damages, he 
said that, as of December 31, 1948, the 
working capital of all Class I roads of 
the country aggregated only $754,636,964. 
Obviously, he said, no such sum as the 
government “here demands” could be 
met out of net current assets. Moreover, 
he said, there was immediate need for 
expenditure of large sums on the rail- 
roads’ properties to enable them to fur- 
nish safe, adequate, economical, and 
efficient service, which would be re- 
tarded by the withdrawal of any sub- 
stantial sum from their resources. He 
asserted the railroads generally entered 
the war with their plants in good condi- 
tion and added that “the extraordinary 
demands of the government and the pub- 
lic for transportation during the war 
period imposed enormous strain upon the 
properties,” and that maintenance was 
necessarily deferred. Although contribut- 
ing greatly to the damage done, said Mr. 
Scott, the government “left the expense of 
the necessary rehabilitation to be borne 
by the shipping public, avoiding a con- 
tribution to the expense involved.” He 
said the burden thus cast on shippers 
generally after the wartime movements 
ceased should be considered in the deter- 
mination of the reasonableness of the 
rates on war materials. 


He then referred to pages of his ex- 
hibit showing the amount and condition 
of railroad equipment, and to statements 
of the Commission and the railroads as 
to the rail needs in the way of new 
equipment and other physical property 
and in overcoming deferred mainte- 
nance. Mr. Scott said the credit of 
the railroads should not be used to meet 
any reparation award directly or indi- 


rectly. On the contrary, he said, the 
credit needs of the carriers for additions 
and betterments required the conserva- 
tion of resources and demanded an earn- 
ing ability that must be considered. As 
to any further increase in freight rates 
in order to award damages to the gov- 
ernment, Mr. Scott said the further in- 
creased spread between the rates ad- 
justed for the government and those 
that would now be required of other 
shippers to make payment of damages 
possible “would be very marked and 
clearly unreasonable.” 


Effect on Shippers 


Developing his argument on this point, 
Mr. Scott said the government sought 
a reduction in rates of about 35 per cent. 
As the rates paid were largely section 
22 or land-grant rates, he assumed them 
to be at least 10 per cent under the 
tariff level, so that, he asserted, to allow 
reparation of 35 per cent would reduce 
the level finally charged to 65 per cent of 
90 per cent, or 58.5 per cent of the tariff 
level in effect in the war period. Mr. 
Scott then said other shippers were pay- 
ing rates 51.7 per cent above the wartime 
level and if something more than 10 
per cent were added to pay off the $2 
billion in reparation in two years, ship- 
pers’ rates would be at a level of 167 
per cent as against the government 
claimed level of 58.5 per cent. In that 
connection, Mr. Scott said that “any 
further increase would be intolerable.” 

He asserted that even under present 
rates there was diversion from the rail- 
roads and that in such lines of business 
as grains, fruits and vegetables, cotton 
and cottonseed products, lumber, coal, 
salt, “and such basic heavy commodi- 
ties,” diversion was not simply a choice 
between carriers, but involved a different 
method of doing business altogether and 
the loss of business to the shippers who 
must rely on railroad services. When 
grain, for example, was handled by truck, 
Mr. Scott said, the truck-hauler bought 
and sold and transported it, thus invad- 
ing both the transportation and the 
merchandising fields. He added that 
“we ask the Commission not to facili- 
tate the diversion of our business to 
other handlers for the purpose of re- 
turning to the government some of the 
freight charges which were properly col- 
lected from it.” He referred to pages of 
his exhibit showing the effect of high 
rates on the diversion of traffic. 

Counsel for the Department of Jus- 
tice said there would be no cross-ex- 
amination of Mr. Scott when he had 
completed his testimony. 


Mr. Burchmore asked Mr. Scott a 
number of questions concerning the po- 
sition of other government departments 
as shippers. With specific reference to 
the Commodity Credit Corporation, Mr. 
Scott said, in answer to a question as to 
whether or not the C.C.C. enjoyed un- 
usual or conventional arrangements, 
such as milling in transit, that the cor- 
portation had some section 22 privileges 
that the general public did not have. Mr. 
Burchmore asked if there were instances 
where the corporation “got better treat- 
ment” than ordinary civilians. Mr. 
Scott replied that it had received some 
preference in the handling of traffic. 
Mr. Scott also said the government had, 
during the war period, made “civilian” 
shipments and said it was still shipping 
in that category “in a big way.” 

The testimony of J. Frank Doolan, 
vice-president of the New Haven, and of 
William C. Baker, vice-president—op- 
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eration and maintenance—Baltimore & 
Ohio, was stipulated into the recor 
without reading. 

Mr. Doolan reviewed the operating 
problems that had faced the New Haven 
under much the same heads as had other 
railroad officials. In connection with 
mechanical difficulties arising from the 
use of inferior substitute materials, he 
said hot boxes in passenger service in 
1940 were at the rate of one for each 
1,600,000 passenger car-miles. In 1945, 
he said, the raté was three times as high 
in that service, or one for each 500,000 
passenger car-miles. In the same two 
years, he added, the hot boxes in freight 
service were one for each 426,000 and 
169,000 freight car-miles, respectively, 

He said the examples of operating dif- 
ficulties and unusual arrangements he 
had related indicated that “the heavy 
volume of war freight was not nearly as 
profitable as might have been expected,” 
and he added this was substantially sup- 
ported by the New Haven’s operating 
ratios for the years 1935 through 1948, 
A table in his prepared statement 
showed an operating ratio of 65.94 for 
freight and 85.51 for passenger, or a 
“total” of 73.31, in 1935. In 1944 the 
freight ratio was 74.17, passenger, 62.62, 
and total, 68.65. For 1948 freight operat- 
ing ratio was shown as 69.37, passenger 
ratio as 92.69 and total as 78.98. 

He said that in 1943 and 1944, when 
war traffic was at its peak, the freight 
operating ratio did not drop below its 
general level preceding the war. This 
showed, said Mr. Doolan, that there was 
no “war-swollen” profit in “our freight 
business.” He continued: 

“The passenger operating ratios by 
contrast show a very considerable drop 
during the war period from their previ- 
ous level, and it appears that such im- 
provement as was made in our total 
operating ratio during the war years was 
due primarily to the passenger business. 
There is very little doubt that this in 
turn was due to the very heavy over- 
loading of our trains, which not infre- 
quently handled twice as many passen- 
gers as they could seat. In short, it was 
the abnormal loading of our passenger 
trains which made the money during the 
war on which we paid heavy income 
taxes and not in the handling of war 
freight.” 
















































B. & O.. Witness 


Mr. Baker asserted that if the B. & 0. 
had to make payment of the reparations 
sought by the government it would “more 
than likely force this company into re- 
ceivership,” and that the company would 
be forced to cease immediately the 6s- 
sential improvements and betterments it 
was making. He added that “in all like- 
lihood, we would be unable to meet the 
annual payments on the equipment we 
purchased during and shortly after the 
war.” He said it was estimated the 
reparation sought in “these cases” would 
amount to more than $50,000,000 for the 
B. & O., and it was in connection with 
this estimate that Mr. Baker said pay- 
ment of such a sum might force the 
company into receivership. 


In a lengthy prepared statement, Mr. 
Baker detailed improvements made bY 
the B. & O. for handling war traffic, and 
the operating difficulties encountered be- 
cause of special services to government 
traffic. 

He said an indication of how earnings 
of the war years were used was a show- 
ing of increase in investment in property 
used in transportation service, rising from 
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$1,000,733,033 in 1941 to $1,036,428,036 in 
1945, and to $1,052,515,789 in 1946. He 
said the annual average of the 1922-1926 
period was $852,919,274. 

In the concluding section of his state- 
ment, under the heading, “Working Capi- 
tal,” Mr. Baker said the B. & O. was 
still paying for most of the equipment 
purchased through equipment trust cer- 
tificates or conditional sales agreement 
during and since the war. At present, he 
said, about $62 million debt was out- 
standing on the equipment. These pay- 
ments, Mr. Baker said, could only be 
made from earnings. As of December 
31, 1948, he said, the company had total 
current assets of $100,073,835 and “only 
$46,728,527 in cash and temporary cash 
investments,” the December 31, 1945, fig- 
ures having been $132,452,995 current 
assets, including cash and temporary 
cash investments of $83,824,115. 


Mr. Baker said it appeared the $402,- 
655,000 estimated as the B. & O.’s total 
operating revenues for 1949, to yield a 
net income of at least $12,298,000, would 
have to be reduced due to a decline in 
fright and passenger traffic. Despite 
the decline in revenues and net income, 
he continued, “we must continue to meet 
the obligations that we have incurred 
during the war and immediately there- 
after with the purchase of equipment.” 


A. A. R. Officials Testify 


J. Elmer Monroe, assistant vice-presi- 
dent of the Association of American 
Railroads, and assistant director of its 
Bureau of Railway Economics, offered 
a statistical exhibit dealing with rail- 
road operations over a period of years 
and showing financial, traffic, wage and 
price trends in the railroad industry. 

Mr. Monroe asserted that, if it had 

not been for the service performed by 
privately-owned and privately-operated 
railroads in World War II, the cost of 
transportation to the government would 
have been many times higher than it 
was. ; 
He said operation of the railroads in 
World War I had cost the government 
more than $46,000,000 each month, in 
addition to the transportation charges 
for troops and materials handled by the 
railroads. In World War II, he continued, 
the government, after paying its trans- 
portation charges, received from the rail- 
toads more than $54,000,000 each month 
in the form of federal income taxes. 
Comparing the experiences in the two 
wars, Mr. Monroe said, “the government 
was better off by more than $100,000,000 
each month.” 

Mr. Monroe contrasted payment by 
the government to the railroads of $186,- 
000,000 for maintenance deferred during 
the period of federal control in World 
War I, and the deferred maintenance as 
4 result of World War II which, he said, 
the railroads would have to finance. 


He asserted the railroads earned a 
4.62 per cent return on net investment 
in the years 1941-1946, adding that the 
Tate decreased to 3.41 per cent in 1947, 
and averaged 4.24 per cent in 1948. On 
the basis of the rate-making values 
Stated by the Commission in two gen- 
fral freight rate increase cases, Mr. 
Monroe said, the rate of return earned 
3 the complaint period was “only 5.33 

Tr cent.” 

Mr. Monroe said that, while the rail- 
Toads had given the government much 
better service at lower costs in the 
— world war than in the first war, 

€ carriers’ operating costs had in- 
creased about $5.5 billion from 1941 to 






















































































1946, an average of a billion dollars a 
year. 

He said the railroads, in the complaint 
period, 1941-1946, had gross revenues 
averaging $1.8 billion more a year than 
in the six years 1924-1929, but that net 
railway operating income was less by 
$62 million a year and net income earned 
was “actually less by $124 million per 
year.” He added that “the railroads 
performed a greater service but re- 
ceived less net income.” 


Government Traffic Payments 


R. L. Ettenger, Jr., assistant to the 
A.A.R. vice-president in charge of 
finance, accounting, taxation and valua-~ 
tion, had a prepared statement which 
was stipulated into the record without 
reading. In an accompanying exhibit 
he showed approximately the net amount 
of freight and passenger charges paid 
Class I railroads by the various bureaus, 
agencies, and corporations of the govern- 
ment, 1941-1946, not including traffic 
shipped by-those agencies on commercial 
bills of lading, that were not converted 
later into government bills of lading. 

He showed $6,204,238,000 in freight 
charges, and $1,967,197,000 in passenger 
charges, total $8,171,435,000, this being 
the net amount of charges after taking 
into account reductions by disallowances 
by the General Accounting Office set- 
tled through cut-backs, refunds, or 
otherwise, at September 30, 1947. 

He said the net amount of charges 
gave effect, among other things, to the 
land-grant deductions, and he quoted 
testimony of a War Department officer 
indicating that calculations made by that 
department showed total transportation 
charges, both for property and pas- 
sengers, represented from 83 to 90 per 
cent of the amount the War Department 
would have been required to pay under 
tariff rates. He also asserted that the 
Commission, in Ex Parte 162, Increased 
Railway Rates, Fares, and Charges, 1946, 
had estimated the land-grant deduc- 
tions amounted to 15 per cent of the total 
rail charges payable by the Army, Navy, 
and Marine Corps (266 I.C.C. 537, 552-3). 
Applying this basis to $5,195,187,000 
charges paid by the War Department, he 
said, the land-grant discounts for that 
department aggregated $779,278,000, and 
for the War and Navy Departments, and 
the Marine Corps, $1,037,443,000. 


Section 22 ‘Contracts’ 


Joseph G. Kerr, chairman of the 
Southern Freight Association, asserted 
that section 22 quotations made by the 
railroads on government wartime traffic 
were contractual arrangements, and re- 
ferred to a decision of the Comptroller 
of the Treasury to the effect that an 
arrangement under section 22 was a 
binding contract. He added that the 
same conclusion had been clearly ex- 
pressed by the Supreme Court of the 
United States and by the Court of Claims 
in several proceedings. 

He also contended that the agree- 
ments were made voluntarily by the 
railroads and that “their use and ac- 
ceptance was equally voluntary insofar 
as the government was concerned. 


Mr. Kerr asserted that if the railroads 
had understood, contrary to various ex- 
pressions by government authorities, that 
section 22 quotations were subject to 
land-grant deductions, there would have 
resulted “an entirely different approach 
to the question of rates and charges on 
wartime traffic,” and continued: 

“I do not believe that the railroads 
would have been justified in indulging 
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in. numerous special rate concessions to 
the government if they had known that 
some of such concessions would be re- 
pudiated after the war and refunds of 
from one to three billion dollars sought 
on the traffic involved in such conces- 
sions.” 

Near the end-of his testimony, Mr. 
Kerr said had rates been established on 
the basis now sought “retroactively” by 
the government an entirely different 
problem would have confronted the rail- 
roads, as well as the Commission and 
government agencies, in dealing with 
wartime rate adjustments. 

“In order to secure adequate revenues,” 
he said, “it would have been necessary for 
the railroads to try to offset these re- 
ductions by other means, such as a sub- 
stantial general increase application, 
cancellation of equalization agreements, 
withholding of section 22 concessions to 
the government, and refusal to publish 
reduced rates to meet wartime problems.” 


Scope of Mr. Kerr’s Testimony 


Mr. Kerr said he had undertaken to 
outline the evolution of the war period 
rate structure and the basic consider- 
ations that governed its component ele- 
ments. In retrospect, he said, it was evi- 
dent that “the railroads failed to de- 
velop a structure productive of adequate 
revenues” for the average return on net 
investment during the six years 1941- 
1946 was only 4.62 per cent. 

“But what was done,” he said in con- 
cluding his statement, “represented the 
best efforts of the industry to meet a 
difficult and complex problem.” j 

He began with a brief review of rail 
earnings, saying they were far from ade- 
quate in the eleven years preceding 1941 
and had produced a return of only 2.35 
per cent on net investment in that pe- 
riod. This, he said, resulted from, prin- 
cipally, adverse economic conditions and 
the growth of competitive forms of trans- 
portation, many railroad rates having 
been reduced drastically to meet water 
and motor carrier competition. Efforts 
to obtain relief through general revenue 
proceedings were “in the main unavail- 
ing,” Mr. Kerr asserted. 


Prosecution of a global war with the 
United States as a war arsenal brought 
“a complete reversal of the situation in 
the thirties when transportation supply 
greatly exceeded traffic demand,” he said, 
and observed that it was apparent the 
situation would require maximum utili- 
zation of rail facilities. 


He then reviewed the disappearance in 
the war period of economic and competi- 
tive circumstances that had depressed 
many industrial rail rates and prevented 
an adequate general rate level: Agricul- 
tural prosperity, operation of industry 
at full capacity with favorable financial 
results, virtual disappearance of coast- 
wise and inter-coastal shipping and cur- 
tailment of motor carrier activities by 
measures adopted to conserve rubber 
and gasoline, and inability of motor car- 
riers to obtain new equipment. 


Rate Adjustments Not Made 

Elimination of the conditions that had 
justified the depressed rates raised a 
question as to whether or not they 
should be restored to more remunerative 
levels. Normally, he said, such adjust- 
ments would have been made, but that 
“abnormal circumstances were en- 
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countered during the war which con- 


flicted with conventional considera- 
tions,” among them opposition of the 
Office of Price Administration to in- 
creases that might disturb price ceilings 
established by it. Also, he said, railroad 
uction in making no general effort to 
increase the “substantial number of 
rates depressed by competitive factors 
no longer encountered in the war years,” 
reflected a reluctance to disturb the 
situation of individual commercial ship- 
pers who were struggling for the first 
time with the complications of price con- 
trols. Also, he said, railroads recognized 
such effort would involve prolonged and 
controversial proceedings with shippers 
and various government agencies, in- 
cluding the O.P.A. Continuance of the 
depressed rates, he asserted, greatly 
benefited the government on a very 
large volume of traffic that moved under 
them. Those benefits were enhanced, 
he added, because they were subject to 
any land-grant deductions lawfully ap- 
plicable. 


Land-Grant Equalization 


Mr. Kerr then reviewed the land- 
grant situation and the equalization 
agreements under which non-land-grant 
railroads met rates available to the gov- 
ernment over. statutory land-grant 
routes. The considerations that led to 
equalization concessions, which he said 
were purely voluntary on the part of 
the non-land-grant railroads, were 
“sharply challenged by the changed con- 
ditions incident to our entry in World 
War II, ” Mr. Kerr asserted. In the pre- 
war years, he said, the railroads gen- 
erally were able to handle the relatively 
small volume of government shipments 
as added traffic, but that this justifica- 
tion did not continue during the war 
when the government became the largest 
shipper in the country “and participa- 
tion in its traffic no longer involved 
merely obtaining an additional carload 
or so to be handled on trains moving in 
any event.” He continued: 


“The total reductions on military per- 
sonnel and property resulting from statu- 
tory land-grant and equalization con- 
cessions averaged only approximately $6,- 
600,000 per year in the period January 
1, 1928, to January 1, 1941, inclusive. 
It was evident that the enormous ex- 
pansion of military movements thereafter 
would increase such reductions substan- 
tially, and studies made subsequently 
during the war indicated that they were 
running at the rate of $20,000,000 per 
month or $240,000,000 per year during 
most of the war period... .” 

Mr. Kerr reviewed testimony of Col. 
E. C. R. Lasher, who had charge of nego- 
tiating rates for the army during the 
war period, to the effect that non-equal- 
izing routes would be used, even at higher 
cost, in order to expedite the movement 
of military traffic or to avoid congestion, 
as a factor supporting his statement that 
cancellation of the equalization agree- 
ments would have resulted in substan- 
tially increased revenues to the equal- 
izing railroads. Another factor in favor 
of cancellation of the agreements, he 
said, was the carrying into the war period 
of the depressed rates, which, when fur- 
ther reduced by land-grant deductions, 
raised a doubt that a large number of 
such rates were remunerative. This 
doubt of the railroads, Mr. Kerr said, 





was shared by others, quoting from a 
report of the Senate committee on in- 
terstate commerce in July, 1945, on H. R. 
694 (Senate Report No. 552, page 12, 79th 
Congress, lst session) as follows: 

“It is clear that the effect of the 
land-grant acts is to violate the philoso- 
phy which underlies the interstate com- 
merce act and practically every substan- 
tive provision contained therein. In 
many instances they result in rates that 
are unreasonably low when tested by 
the provisions of section 1.” 

After quoting to the same effect from a 
report of the Board of Investigation and 
Research, Mr. Kerr said it should be 
borne in mind that from the date of Pearl 
Harbor the railroads found that the 
handling of military traffic required 
special and preferential services not 
accorded commercial shippers. Those 
services and problems, he added, would 
be described in detail by other witnesses. 


Routing Difficulties 

Mr. Kerr said there were additional 
complications involved in continuance of 
equalization agreements in connection 
with the enormous war traffic, referring 
to the “time-consuming effort’ involved 
in checking all possible routes to deter- 
mine the one that carried the maximum 
statutory land grant deduction, and con- 
troversies with the General Accounting 
Office, imposing a serious burden on the 
railroads when manpower was short. 

He cited as an example of the circui- 
tous routes involved in applying the 
equalization agreements a shipment of 
tents from Nashville, Tenn., to Philadel- 
phia, Pa., where the short-line distance 
was 906 miles, the route of travel 949 
miles, and the lowest land grant rate 
figured over a route 1,392 miles in length, 
a route 54 per cent greater than the 
short route and 47 per cent greater than 
the route of travel. 


Question of Land-Grant Traffic 


Mr. Kerr said the uncertainty as to 
revenues that resulted from differences 
of opinion as to whether or not lend- 
lease shipments of food, clothing, ma- 
chinery, farm supplies and products, and 
building materials to foreign govern- 
ments for civilian use in many cases, 


and as to items used in constructing ad-. 


ditional locks in the Panama Canal and 
road-building materials and equipment 
for the Alcan Highway and highways in 
Latin-American countries, were included 
within the limitation of land grant de- 
ductions by the transportation act of 
1940 to the transportation of military or 
naval property of the United States mov- 
ing for military or naval and not for 
civil use. The uncertainty would have 
been reduced by cancellation of the 
equalization agreements, he said. He 
quoted Chairman (then Commissioner) 
Mahaffie as testifying before the House 
committee on interstate and foreign 
commerce in February, 1942, that this 
uncertainty made it difficult to forecast 
revenues in a general rate increase case, 
and again referring to the problem two 
years later in testifying before a sub- 
committee of the Senate committee on 
interstate and foreign commerce. 
These considerations, said Mr. Kerry, 
strongly indicated the desirability of 
withdrawing the voluntary land-grant 
equalization concessions to protect the 
carriers’ revenues, but added that this 
action was not taken. He said he deci- 
sion not to do so reflected the railroads’ 
primary concern in discharging their war 
mission of moving military personnel 
and traffic without delay and congestion 
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such as had been experienced in World 
War I. 

Later Mr. Kerr said the railroads ‘nat. 
urally were influenced” by the repre. 
sentations of government agencies as to 
the desirability of continuing such con- 
cessions. He quoted Col. E. C. R. Lasher 
as conceding their voluntary character, 
but as stating that the railroads would 
be regarded as “unpatriotic” if they can- 
celled the equalization agreements, and 
that: 

“We in the War Department would 
feel that they were taking advantage of 
a situation over which we have no con- 
trol and it would considerably increase 
our difficulties in moving our traffic.” 

The quoted statement was shown 4; 
having been made in hearings before a 
subcommittee of the House committee 
on interstate and foreign commerce, 78th 
Congress, 2nd session, on H. R. 4184. 

Mr. Kerr continued: 

“T seriously doubt if any railroad officer 
accepted the validity of this somewhat 
curious approach. It seemed to them 
that the war was hardly a situation over 
which they had any control, and that it 
was the government which was taking 
advantage of them. In any event, volun- 
tary continuance of such agreements re- 
sulted in tremendous savings to the gov- 
ernment. They accounted for a very 
large part of the total land grant savings 
in the war period of over $900,000,000 
estimated by the Board of Investigation 
and Research and, incidentally, this es- 
timate does not include any allowance 
for deductions subsequently made on 
disputed traffic, such as lend-lease ship- 
ments of food, etc. . . . Thus, the rail- 
roads through voluntary continuance of 
the equalization concessions actually 
greatly extended the benefits contem- 
plated by statutory land grant.” 


Rate Reduction Examples 


As an example of other rate reductions 
made voluntarily by the railroads, Mr. 
Kerr cited rates 13 per cent of the first- 
class rate on petroleum to the eastern 
seaboard made after tankers were with- 
drawn from the intercoastal movement. 
He said reduced rates also were made on 
certain refined petroleum products to 
eastern seaboard territory, generally 
25 per cent below rates previously pre- 
scribed as reasonable by the Commis- 
sion. He said the'carriers estimated in 
1942 that the cut in rates on oil to the 
east coast involved about $158,000,000 a 
year, which Mr. Kerr said accrued in 
very large part to the government be- 
cause, he said, “it is understood that it 
absorbed most of the difference between 
the normal cost of transportation by 
tanker and that by railroad.” 


My. Kerr also asserted that voluntarily 
reduced passenger fares for members of 
the armed forces traveling on furlough 
were estimated in 1942 to involve about 
$70,000,000 a year. 


How Reductions Were Handled 


After saying the favorable action 
requests for voluntary rate reductions 
could not have been handled by tariff 
publication without drastically impairing 
railroad revenues, Mr. Kerr said anothe! 
method of dealing with the requests wa 
available—the right under section 22 o 
the interstate commerce act to accord 
government more favorable treatment 
than private shippers under published 
tariff rates. He said the railroads prio 
to the war had negotiated special rate 
agreements with the government unde? 
that section, and added that “it had loné 
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peen recognized that such charges need 
not be subjected to statutory land grant, 
nor, of course, to land grant deductions 
under equalization agreements.” Also, 
he said, the procedure had the mutual 
advantage of enabling the railroads ana 
the government to negotiate arrange- 
ments adapted to the temporary charac- 
ter of government traffic and to establish 
them, retroactively and prospectively, 
without resort to the complications in- 
volved in tariff publication. 

It was under that authority that many 
important negotiations concerning gov- 
ernment requests for rate reductions and 
adjustment were considered and con- 
summated during the war, said Mr. Kerr, 
and he observed that the government re- 
tained the alternative right to use tariff 
rates, subject to land grant deductions 
if they produced lower than section 22 
charges. 

He then asserted that the section 22 
rates were voluntary on the part of both 
the railroads and the government, leav- 
ing the latter free to reject the rail- 
roads’ offers and to proceed by complaint 
before the Commission which, he said. 
the government had done in several in- 
stances. 

Mr. Kerr said those special rate quota- 
tions were negotiated openly by rail- 
roads and government representatives, 
their existence and nature known to 
interested government authorities and 
“even to the House and Senate com- 
mittees on interstate and foreign com- 
merce,” and to the Office of Defense 
Transportation. All minutes of the 
Traffic Executive Chairmen’s Committee, 
he said, were filed currently with the 
O.D.T. 

Rail Understanding of Agreements 


In dealing with the various wartime 
rate and traffic problems discussed, said 
Mr. Kerr, the railroads proceeded in a 
manner that voluntarily accorded the 
government as a shipper savings involv- 
ing hundreds of millions of dollars. He 
said the restraint of the railroads in not 
undertaking upward revisions of rates 
depressed by the adverse conditions of 
the 1930’s was beneficial, as government 
traffic in volume moved on such rates, 
while the voluntary continuance of 
equalization agreements resulted in “a 
contributicon of major proportions,” and 
in the section 22 concessions were the 
source of “very important savings.” He 
continued, in part: 

“I want to state with all sincerity that 
the course of conduct which I have out- 
lined rested on the railroads’ under- 
standing as to the contractual character 
of arrangements negotiated under sec- 
tion 22 and their resultant belief that 
earnings derived under them could be 
counted on without question in apprais- 
Ing their financial position and pros- 


pects. For many years, such arrange- 
ments had been regarded as con- 
tacts... .” 


He then referred to an exhbit of a 
railroad witness reproducing a decision 
of the Comptroller of the Treasury, De- 
cember 1, 1914, which. he said, ruled 
that a section 22 arrangement was a 
binding contract. He said the same 
conclusion was expressed by the Su- 
preine Court of the United States in 
1921 in A, T. & 8S. F. Ry. v. U. S., 256 
U.S. 205, and by several similar opinions 
issued by the Court of Claims, including 
Missouri Pacific Railroad Co. v. U.S. 
(1920), 56 Court of Claims 341, Bush 
Receiver v. U. S. (1917), 52 Court of 
Claims 199, and Southern Pacific Rail- 
road Co. v. U. S. (1915), 53 Court of 
Claims 332. He said the railroads re- 


lied on the principle established by 
those decisions and opinions and that 
their understanding was shared by 
“responsible public authorities who in 
various statements during the war speci- 
fically described the section 22 arrange- 
ments... as contracts.” 

To this effect he quoted a letter written 
by Acting Director C. D. Young, of the 
Office of Defense Transportation, March 
22, 1944, to the House committee on 
interstate and foreign commerce, and 
said his exhibit material contained other 
statements of the same import, including 
a letter from Director J. Monroe John- 
son of the O.D.T. He added: 

“In my judgment, a contrary under- 
standing would have resulted in an en- 
tirely different approach to the question 
of rates and charges on wartime traffic. 
I do not believe that the railroads would 
have been justified in indulging in nu- 
merous special rate concessions to the 
government if they had known that some 
of such concessions would be repudiated 
after the war and refunds of from one 
to three billion dollars sought on the 
traffic involved in such concessions.” 


Opposition to Rate Increases 


Again reverting to the abnormal con- 
ditions of the war period, when he said 
the increased activity and the disappear- 
ance of many competitive factors that 
depressed a large number of.rates in 
previous years would have suggested an 
increase in the “subnormal rates,” Mr. 
Kerr referred to the policy of the Office 
of Price Administration and the relation 
of the price stabilization program to 
railroads as involving “an unprecedented 
factor.” He recalled the O.P.A.’s posi- 
tion that it was obligated to “exert every 
effort to prevent these (transportation) 
rates from increasing.” He said the rate 
structure was “virtually frozen as a re- 
sult of the price stabilization program 
insofar as upward adjustment of indi- 
vidual rates were concerned.” In addi- 
tion to these complications, he said, the 
railroads were confronted with a rising 
trend of costs and with uncertainties 
created by the war as to the composition 
and volume of traffic that would be 
available, making the problem of devel- 
oping a wartime rate structure to pro- 
duce adequate revenues difficult and 
hazardous. This, he said, made it im- 
portant that they give constant attention 
to earnings and revenue prospects which 
governed their judgment as to the rail- 
roads’ ability to proceed without upward 
revisions of depressed rates, to continue 
to provide concessions (retroactively and 
prospectively) for the government under 
section 22, and to publish reduced rates 
adapted to abnormal wartime problems 
at the request of the government. He 
added: 

“It is no exaggeration to say that rate 
action of the railroads during the war 
was related to and dependent on their 
earning position and outlook. This was 
true not only of action on individual rate 
proktlems but also of the railroads’ ap- 
praisal of the necessity for general rate 
increases during the war.” 

Mr. Kerr recalled that the railroads’ 
earnings, throughout the war years, were 
under the continuing supervision and 
control of the Commission in Ex Parte 
148, Increased Railway Rates, Fares and 
Charges, 1942, 259 I.C.C. 159 because of 
an order he said was issued October 
30, 1945, further suspending its original 
authorization until a date six months 
after the legal termination of the war. 

He said the earning record of the rail- 
roads in the war years and revenue fore- 
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casts submitted to the Commission from 
time to time by government representa- 
tives and the railroads included the sub- 
stantial amounts sought by way of repa- 
ration in the pending government cases. 
He said the railroads’ consent to various 
suspensions of the Ex Parte 148 increases 
during the war reflected their under- 
standing that the revenues now sought 
to be recovered by the government would . 
be received and that the net amount 
after taxes would be retained by them. 
He said that, had rates been established 
during the war on the basis now sought 
by the government and revenue so re- 
duced by from two to three billion dol- 
lars, an entirely different problem would 
have confronted the railroads, the Com- 
mission and government agencies in 
dealing with wartime rate adjustments, 
requiring some offset to the reductions, 
such as a substantial general rate in- 
crease application, cancellation of 
equalization agreements, withholding of 
section 22 concessions to the government, 
and refusal to publish reduced rates to 
meet wartime problems. He concluded 
by saying: 

“T have undertaken in this general 
statement to outline the evolution of the 
war period rate structure and the basic 
considerations which governed its com- 
ponent elements. In retrospect, it is evi- 
dent that the railroads failed to develop 
a structure productive of adequate reve- 
nue for the average return on net in- 
vestment during the six years 1941-1946 
was only 4.62 per cent. But what was 
done represented the best efforts of the 
industry to meet a difficult and complex 
problem.” 


Public Address System Used 


The Commission installed a borrowed 
public address system for the reparation 
hearing and earned many favorable 
comments. A number of those present 
recalled difficulties in the past in hear- 
ing soft-spoken attorneys or witnesses, 
even on the part of the bench, not to 
mention the newspaper men covering 
proceedings in the Commission’s two 
large hearing rooms: More than one 
attorney expressed the hope that the 
Commission would make permanent the 
practice of using public address systems 
in the larger hearing rooms. 





1.C.C. Hires 45 Examiners 
To Expedite Motor Cases 


The Commission has employed ap- 
proximately 45 new examiners for service 
in the Bureau of Motor Carriers’ com- 
plaint section in an effort to expedite 
the handling of all types of motor- 
carrier cases, it was said at the Com- 
mission November 28. The new men 
have been taken on in accordance with 
appropriation authorizations which pro- 
vide about $300,000 for this work, it was 
said. 

There were something over 3,300 motor- 
carrier matters pending, it was said, in- 
cluding about 2550 applications for opera- 
ting authority, 290 rates cases and gen- 
eral investigations, 200 finance proceed- 
ings, and 300 petitions of various types 
filed but not acted on. 

The 2550 operating-authority applica- 
tions included both current work and 
proceedings that might be described as 
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a backlog. These applications were being 
received at an average rate of about 275 
a month. Finance applications averaged 
about 30 to 35 a month and there were 
about 200 such cases pending including 
a normal docket of around 100, the re- 
mainder being older cases. 

Employment of the new examiners 
would bring the total of the bureau’s 
examiners to 130, of which 127 would be 
in Washington and three in the field. An 
official said the Commission expected to 
“begin to feel the effects” of the staff 
additions around the first of the year. 
The men were now undergoing training in 
motor-carrier procedure. This official 
said that with the additional personnel 
the Commission anticipated a gradual 
reduction in the backlog of cases and a 
shortening of time between the institu- 
tion of proceedings and decisions. It 
expected, he said, to reach a current 
basis in motor-carrier proceedings about 
the middle of 1951. 


Lacey Suggests Plan for 
Overcoming Delay in 
General Rate Cases 


In an address at the graduation exer- 
cises of the second annual Institute of 
Industrial Transportation and _ Traffic 
Management, American University, 
Washington, D.C., Edward F. Lacey, ex- 
ecutive secretary, National Industrial 
Traffic League, suggested a plan for 
overcoming delay in general rate in- 
crease cases. 

“Much has been said of the alleged 
lag between wage awards by arbitration 
boards, and increases in rates by the In- 
terstate and state commissions,” said he. 
“I recently received a letter from a 
member suggesting that the Commission 
should authorize increases in rates im- 
mediately after a wage award has been 
made. Of course, it is not practical 
because shippers insist, and properly so, 
upon an opportunity to be heard as to 
the effect which rate increases will have 
upon the movement of their raw ma- 
terials, and the distribution of their 
manufactured products. While the 
I.C.C. has endeavored to speed its proc- 
esses for granting general increases in 
rates, I propose for your consideration 
a plan which, if adopted, would, I be- 
lieve, overcome much of the delay which 
now takes place between the time the 
railroads file their applications for in- 
creases in rates and the final decision by 
the Interstate Commerce Commission; 
namely, within ten days after the rail- 
roads file their application for increases 
in rates and charges, the Commission 
would prepare and release a proposed re- 
port and recommendation as to its sug- 
gestion by way of increases. (I believe 
that the Commission, with the assist- 
once of its examiners and its accounting 
and statistical division, could pretty well 
determine the amount of additional 
revenue which the carriers would re- 
quire. The Commission keeps in close 
touch with the carriers’ current earn- 
ings, and the overall amount needed to 
keep them solvent.) Then, on thirty 
days’ notice to the railroads and the 
public, assign the carriers’ application 
and the proposed report for public hear- 
ings at Washington, D.C., at which the 
carriers would be afforded an oppor- 


tunity to submit supplemental informa- 
tion and facts in support of their ap- 
plication. The interested public would 
then be permitted to present their side 
of the case, either through testimony of 
witnesses or through the filing of veri- 
fied statements. Further, immediate 
hearings could then be conducted si- 
multaneously at representative cities 
throughout the country,—as is now’ the 
practice,—in charge of individual com- 
missioners, aided by examiners, or in 
charge of examiners. If deemed desir- 
able, a prompt final or clean-up hearing 
could be held at Washington, followea 
by rebuttal on the part of the railroads, 
and the case then assigned for immedi- 
ate oral argument, without brief, unless 
the Commission wished otherwise. 

“(Frankly, from a practical stand- 
point, I have often wondered how the 
commissioners can possibly read all of 
the briefs which are filed in a general 
rate case, to say nothing of examining 
all of the hundreds of pages of testimony 
and varified statements. That is time- 
consuming.) Following oral argument, 
the record would be closed, and the Com- 
mission, certainly within 15 days at the 
latest, could reach its final decision as 
to the amount of increase which should 
be granted, to become effective on five 
days’ notice, as is the practice in con- 
nection with ex parte rate cases. 

“Please understand that I am not 
advocating this rather novel plan but 
am submitting it to you gentlemen for 
your consideration, and for the purpose 
of offering something constructive. I have 
discussed it in general with others who 
are kind enough to say it has considerable 
merit. You say it is fantastic and im- 
practical! Well, perhaps it is, but it 


might suggest some similar or modified 
plan which would reduce the lag between 
wage awards and final general rate de- 


cisions. What appeared. fantastic yes- 
terday, becomes logical today because of 
changed conditions. 

“It is quite obvious that the railroads 
will continue to be the backbone of our 
transportation for years to come. It is 
essential for the welfare of the country 
that they be maintained in a healthy and 
financially sound condition, and that 
their revenues be sufficient to keep their 
properties in first class condition. That 
is true also of our motor highway carriers 
and other forms of transportation. 


“The public is entitled to the best pos- 
sible service at the lowest charge, and 
the ‘carriers in turn should render de- 
pendable, reliable and expeditious serv- 
ice commensurate with their transpor- 
tation charges. As Colonel Johnson has 
so often said—a bushel of wheat in 
Kansas remains a bushel of wheat unless 
and until it can be transported to the 
point of processing and consumption. 
Transportation has made this country 
what it is today, but we cannot stand 
still—either we progress or we retrogress 
—which shall it be?” 

In the course of his address in which 
he said he was expressing only his per- 
sonal views Mr. Lacey, after telling 
about the National Industrial Traffic 
League, spoke of service, freight car sit- 
uation, clean cars, package cars, and 
transportation taxes. 

“Tf the railroads are to continue in 
the merchandise transportation busi- 
ness,” said he, “then I firmly believe 
that they will have to revolutionize their 
present methods very materially. I have, 
on several occasions, advocated that the 
railroads might well set up some sort 
of a pooling system for the handling of 
LCL traffic.” 


TRAFFIC *Wor.LD 


Mr. Lacey suggested that the railroads 
might utilize the Railway Express 
Agency in meeting this problem or if 
that were objected to, they might or- 
ganize two or more separate and dis- 
tinct operating companies to solicit and 
consolidate all LCL and merchandise 
traffic. 

“If the railroads are to remain in the 
LCL business then obviously they have 
got to do something—and do it quickly 
—other than merely increasing class 
rates which, coupled with inferior serv- 
ice, is fast driving that tonnage to their 
competitors,” said he. 

Mr. Lacey said he believed the rail- 
roads were making a mistake in failing 
to place orders for more freight cars 
and a still greater mistake in canceling 
orders already placed because of the 
slight recession in business last spring, 

“A sudden upsurge in business, which, 
I believe, is bound to come, would find 
the railroads confronted with a very 
serious car shortage,” said he. “If 200, 
000 antiquated freight cars could be 
scrapped immediately, and then re- 
placed with 100,000 new cars, the rail- 
roads would be far better off financially 
and, from an_ operating standpoint, 
could render an improved service. It 
costs money to operate and maintain 
cars which are from 25 to 30 years old. 
They are frequently in bad order while 
in transit, and that materially slows up 
service. That’s one reason why ad- 
vertised freight schedules are not being 
maintained today. The replacement of 
old with new, modern equipment would 
prove a money-maker to the railroads. 

“T am sorry to say there is quite a 
battle now raging between the railroads 
and the motor highway carriers. My ad- 
vice to the railroads is that they would 
be far better off if they would cease 
criticizing their competitors, but in lieu 
thereof render shippers and receivers the 
type of service which they have every 
right to expect. Causes for criticism as 
to inferior service would soon disappear. 
The railroads should handle that portion 
of the traffic for which they are best 
suited, and the same should be true with 
respect to the motor carriers. It is beyond 
my comprehension how motor carriers 
can make sixth morning deliveries from 
Chicago to the Pacific Coast while the 
railroads take twice that long, and in 
many cases even longer.” ~- 

“TIT am a firm believer in the estab- 
lishment of through package cars where 
the volume of traffic will warrant, or 
where there is potential traffic,” said he. 
“By the use of through package cars, 
shippers can receive a superior service 
and at the same time avoid excessive 
transfer of merchandise traffic en- 
route.” 

Mr. Lacey urged economy in govern- 
ment in speaking of the need for repeal 
of the federal transportation taxes on 
amounts paid for the transportation of 
persons and property. 

In speaking of cleaning cars, Mr. 
Lacey referred to figures submitted by 
A. H. Gass, chairman of the car service 
division of the A. A. R., as to the ap- 
proximate cost to the railroads of clean- 
ing cars released by consignees. In 4 
letter to Mr. Lacey, Mr. Gass said: 

As you know, there are no figures avail- 
gble for all railroads but we do have some 
representative data based upon special 
studies which lead us to believe that about 
25 per cent of all cars loaded require 4 
cleaning track movement. 

This would mean in a year when 40,000,000 
cars are loaded that 10,000,000 of them would 
have to be cleaned ahd the average cost 


about $1.50 per car, or a total of $15,000,000 
for cleaning alone. In addition, the sw itch- 
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ing expense would be not less than $20,000,- 
000 and the car’ownership cost for the time 
the cars would be out of service would be 
upward of $50,000,000. 

I think it is safe to conclude that the cost 
of car cleaning, taking into account the in- 
cidental expenses, approaches $100,000,000 in 
a year of good business. 


Mr. Lacey said he knew of no legal 
obligation resting on a consignee to re- 
move all dunnage at the time of unload- 
ing, yet certainly there was a moral 
obligation to do so. 

Following Mr. Lacey’s address, John 
Flaig, of Birmingham, Ala., general 
agent, passenger department, St. Louis- 
San Francisco Railway, spoke as the 
representative of the class. Professor L. 
M. Homberger, director of the institute, 
briefly reviewed the activities of the 
class. Dr. Paul F. Douglass, president of 
the university, presented the certificates 
of graduation to the following, in addi- 
tion to Mr. Flaig: 

Lieutenant Colonel P. Adireksain, 
Royal Siamese Army, Bangkok, Siam; 
Major Joseph H. Botts, Washington, 
D. C., Office of Chief of Transportation, 
US. Army; Robert H. Cooke, Glendale, 
Calif., traffic analyst, Lockheed Aircraft 
Corporation, Burbank, Calif.; Charles H. 
Ficken, Rahway, N. J., traffic assistant, 
Socony-Vacuum Oil Co., Inc., New York, 
N. Y.; Laurence A. Fitzwater, Hagers- 
town, Md., assistant traffic manager, 
Central Chemical Corporation; George 
R. Knarr, York, Pa., student; Cornelius 
A. Laux, Williamsport, Pa., traffic de- 
partment, C. A. Reed Co., Williamsport, 
Pa.; John J. McCarthy, Louisville, Ky., 
traffic supervisor, Joseph E. Seagram & 
Sons, Inc.; T. R. Mappes, Arlington, Va., 
assistant traffic manager, St. Louis-San 
Francisco Railway; Ching Hwa—Chu 
Chia Pei, Hangchow, China, student; 
Edward W. Schwadron, Pittsburgh, Pa., 
chief of analysis unit, traffic and trans- 
portation department, Koppers Co., Inc., 
Pittsburgh, Pa.; Ralph W. Schwartz, Au- 
burn, N. Y., assistant traffic manager, 
Beacon Milling Co., Inc., Cayuga, N. Y.; 
Horace W. Shoemaker, Baldwin, N. Y., 
assistant to general traffic manager, 
Socony-Vacuum Oil Co., Inc., New York, 
and Lieutenant Colonel Siri Siriyodhin, 
Royal Siamese Army, Bangkok, Siam. 


Airlines’ Progress in 1949 
Discussed at Conference 


Scheduled airlines of the United 
States registered substantial increases 
in traffic this year despite a falling off 
m total national travel, said Harold 
Crary, president of the Air Traffic Con- 
ference of America, as he spoke at the 
opening of the two-day session of that 
organization at the Edgewater Beach 
Hotel, Chicago, attended by about 50 
airline traffic men. Mr. Crary is vice 
president-traffic and sales, United Air 
Lines, 

In reviewing 1949 airline progress, Mr. 
Crary pointed to an estimated 6,500,000,- 
000 passenger miles, 42,000,000 air mail 
ton miles, 26,500,000 air express ton 
miles and 96,000,000 air freight ton miles 
flown by the scheduled domestic trunk 
airlines in 1949. All these totals repre- 
sented substantial increases over 1948, 
he said. 

He stated that the scheduled airlines 
how were carrying approximately 43% 
ber cent of the total first class travel 
Market as against 39 per cent in 1948 
and only 13 per cent in 1945. He esti- 

d that the 1950 figure will be around 

2 per cent. 


One problem facing the industry was 
to acquaint the public with the safety of 
scheduled air transport, Mr. Crary said. 
The public did not differentiate between 
airplane accidents involving the armed 
forces, non-scheduled operators, private 
fliers and miscellaneous aircraft, he said. 
In the last 16 months there had not been 
one scheduled airline accident attrib- 
utable to failure of personnel or aircraft, 
and the scheduled airlines had only two 
accidents in 16 months, both involving 
collisions of military aircraft with the 
scheduled airliners, he said. 

“The industry has a definite public in- 
formation job to do in letting the public 
know that in the millions of landings 
and take-offs made during the last 16 
months, only two scheduled airliners 
have had mishaps,” Mr Crary declared. 
“We must let the public know, for in- 
stance, that the insurance companies, 
in issuing trip insurance policies, wager 
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20,000 to one—and make money on that 
kind of percentage—that passengers fly- 
ing on a scheduled airline will arrive 
safely. 

“It is high time the industry does 
something to get the public acquainted 
with the difference between scheduled 
transportation and other types of fly- 
ing.” 

The economy of present air fares as 
contrasted with increasing rail fares in 
the eastern part of the country and the 
new all-time records being achieved by 
the scheduled airlines in ‘on time” per- 
formance were cited by Mr. Crary as 
major factors in producing improved air 
traffic volumes in the face of a decreas- 
ing total travel market. He forecast that 
this trend would continue in 1950. 


New Procedure for Settling Carriers’ 
Bills by U.S. in Emergency Proposed 


W. E. Hayghe, of Bureau of Federal Supply, Suggests Establishment 
Of Special Committee to Make Final Determinations as to Rates and 
Charges Payable, with U. S. War Freight to Be ‘Deadheaded’ Initially 


A federal government traffic expert did 
some “thinking out loud” the night of 
November 28 and placed before his au- 
dience a proposal for avoiding, in the 
event of another war emergency, long- 
drawn-out litigation as to the amounts 
of money the for-hire carriers whose fa- 
cilities the government might use should 
finally receive for the transportation 
services they performed for the govern- 
ment. 

The proposal was made by William E. 
Hayghe, chief of the central traffic serv- 
ice division of the General Services Ad- 
ministration’s Bureau of Federal Sup- 
ply, in an address at a dinner meeting 
of the Washington chapter of the Na- 
tional Defense Transportation Associa-~ 
tion, at the Roosevelt Hotel, Washing- 
ton, D.C. 

Mr. Hayghe said that his suggestion 
was not in a finished form; that he was 
offering his ideas as a basis for further 
thought and discussion, and that en- 
abling legislation would have to be en- 
acted by Congress before his plan could 
be put into actual operation. He said 
his discussion might create the impres- 
sion he was helping to plan for another 
war, but that what he was trying to do 
was to develop some thoughts toward “a 
more orderly peace.” 


Duties of Proposed Committee 


Under his proposal, government war 
freight would be “deadheaded”—trans- 
ported without compensation to the car- 
rier—initially, and payments by the gov- 
ernment to the carriers would be deferred 
until after determination as to the 
reasonableness of the rates and charges 
on various categories of government 
traffic had been made by a special com- 
mittee, whose determinations would be 
final. The payments thus authorized by 
the proposed special committee would 
not be subject to further review by the 
General Accounting Office, the Interstate 
Commerce Commission, the Justice De- 
partment or any other government 


agency, or by the carriers, and the car- 
riers could: then close their books on 
the transactions and would not have to 
worry about overcharges, undercharges 
or reparations with respect to the gov- 
ernment traffic transported, according to 
Mr. Hayghe’s plan. 


Mr. Hayghe said that in World War 
II a large proportion of the government 
freight moved initially at rates and 
charges different from those on which 
eventual payments of their bills were 
based. In such cases, much of the time 
spent in classifying, rating and extend- 
ing charges had been wasted, he sug- 
gested. He said that the total time spent 
by billing clerks on ratings and in ex- 
tending charges probably comprised mil- 
lions of man-hours, and that where the 
ultimate rates and charges paid differed 
from those initially assessed, millions of 
man-hours were wasted. That situation 
had not been too serious in World War II, 
because the nation was fortunate then 
in having “sufficient time to waste,” but 
in another war it might be necessary to 
avoid wasting even one man-hour, he 
averred. 


He suggested it would be advisable, 
therefore, to dispense with the “formal- 
ity” of computing rates and charges on 
government war traffic in the first place, 
and to let the carriers submit their bills 
of lading to a special committee com- 
posed of representatives of the govern- 
ment shipping agencies, the I.C.C., the 
G.A.O., and the various types of carriers, 
assisted by a rate force of sufficient size 
and ability, which would make deter- 
minations, as to categories of traffic 
(planes, explosives, clothing, subsistence, 
etc.) whether the rates applicable at the 
time of movement were in fact reason- 
able. If those rates were found by the 
special committee to be unreasonable, 
the committee would determine what 
would be reasonable as to each category 
of traffic, and it would then authorize 
payment on the basis of the rates found 
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to be reasonable, under his plan, Mr. 
Hayghe explained. 

He said that, in the event of another 
war, the important thing would be to 
move the traffic to its destination. 


Present Procedure Described 


He said he believed his plan would 
expedite rather than delay payment to 
the carriers. He described the present 
procedure involved in determining pay- 
ment of the carriers’ bills by the gov- 
ernment, including several steps within 
the carrier’s own organization, trans- 
mittal of the bill in each instance to the 
proper government agency, administra- 
tive audit by that agency, and post- 
audit by the General Accounting Office. 

Among questions addressed to him by 
members of his audience was one as to 
how the matter of divisions of rates 
would be handled by the carriers under 
his plan. Mr. Hayzhe’s answer was to 
the effect that that was a matter that 
the carriers would have to decide for 
themselves. 





Fifteen Roads Abandon 
Rail Credit Card Plan 


Fourteen eastern railroads and one 
western line have withdrawn, effective 
December 31, from the rail travel card 
arrangements under the Rail Travel 
Credit Agency, Chicago, but thirty-two 
railroads have announced they will con- 
tinue the plan. Among the roads drop- 
ping the plan are the New York Central 
and the Pennsylvania, largest passenger- 
carrying lines in the east, both large 
users of the credit card system. Other 
lines withdrawing include the Baltimore 
& Ohio, Boston & Albany, Central Ver- 
mont, Chesapeake & Ohio, Monon, Erie, 
Grand Trunk, Nickel Plate, Norfolk & 
Western, Pennsylvania-Reading, Pitts- 
burg & Lake Erie, Union Pacific, and 
the Duluth, Winnipeg & Pacific. 

Railroad travel credit cards went into 
effect on participating railroads in the 
United States on April 1, 1947. Under 
the plan each traveler carries just one 
card, which is honored by all participat- 
ing railroads for rail and Pullman tick- 
ets, and excess baggage charges (T.W., 
Apr. 5, 1947, p. 1074). The cards are 
issued to individuals and to companies 
for their employes on application to the 
agency, a joint organization set up by 
the railroads. 

Within the first few days after the 
plan was announced, more than 50,0¢0 
applications for the cards were received. 
Today, it is said, approximately 116,000 
rail credit cards are in use, and the 
credit passenger traffic has averaged $1,- 
250,000 a month. Unlike the credit cards 
issued by the major airlines which re- 
quire a deposit of $475, the rail cards 
require no deposit. 

The lines withdrawing from the plan 
are believed to feel that cost of opera- 
tions and of credit investigation are too 
high. 

A general passenger agent of one of 
the leading western roads continuing 
the plan said in Chicago November 23 
that he considered withdrawal by some 
of the eastern roads “a backward step.” 


Losses under the plan have been ex- 
tremely moderate, totaling approximately 





$6,000 in 30 months, and averaging only 
two-hundredths of one per cent. 

Those railorads remaining in the plan 
indicate they want to give it a further 
test. 

“A two and one-half year test is not 
very long, as these things go,” said cne 
rail passenger traffic official. “The plan 
has worked out well, much better than 
many of us thought it would, particularly 
in view of the scant publicity given 
this service.” 

Among the 32 roads that will continue 
to honor rail travel cards after January 
1 are the following. Santa Fe, Burling- 
ton, Chicago & Eastern Illinois, Chicago 
& North Western, Chicago Great West- 
ern, Milwaukee Road, Rock Island, Den- 
ver & Rio Grande, Great Northern, 
Illinois Central, Minneapolis & St. Louis, 
Katy, Missouri Pacific, Northern Pacific. 
Frisco, Texas & Pacific, Wabash, West- 
ern Pacific, and the Gulf, Mobile & 
Ohio. 





Operation of W. & L. E. 
By Nickel Plate, Under 


Lease, Effective Dec. 1 


Lease of the line of railroad, proper- 
ties and rights of The Wheeling & Lak2 
Erie by the Nickel Plate Road (the New 
York, Chicago & St. Louis) and unifica- 
tion of those properties and rights, under 
authority granted by the Commission 
(T.W., Nov. 19, p. 34), would become ef- 
fective December 1, but the corporate 
existed of the W. & L. E. would be 
preserved, and George Durham would 
continue as its president, according to 
an announcement by L. L. White, presi- 
dent of the Nickel Plate and chairman 
of the board of the W. & L. E. 

All operations of the W. & L. E. would 
be performed by the Nickel Plate after 
December 1, and the leased road would 
be known as the “Wheelinz and Lake 
Erie district” of the Nickel Plate, Mr. 
White said. 

“Unification of the two roads,” he 
stated, “will increase the mileage of the 
Nickel Plate system to 2,192 miles of 
road, including approximately 505 miles 
of road which heretofore have been op- 
erated by the Wheeling. 

“Officers and employes of the Wheel- 
ing, except those who already have been 
assigned to new positions in the Nickel 
Plate, will continue to perform their reg- 
ular duties as cfficers and employes of 
the ‘Wheeling and Lake Erie district’ of 
the Nickel Plate unless otherwise as- 
signed. In connection with the unifica- 
tion, there will be some rearrangement 
of forces in certain departments of the 
two railroads, as the situation may re- 
quire.” 





Southeast Advisory Board 
To Hear W. T. Pentzer 


W. T. Pentzer, principal horticulturist, 
United States Department of Agricul- 
ture, Beltsville, Md., will talk on “Re- 
search into Transportation of Fresh 
Fruits and Vegetables,” at the luncheon 
session of the December 8 meeting of 
the Southeast Shippers Advisory Board, 
in the Angebilt Hotel, Orlando, Fla. 

Speakers at the morning business ses- 
sion will include C. D. Mackay, assistant 
vice-president, Southern Railway Sys- 
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tem, Washinzton, D.C., and E. W. Cough- 
lin, manager, railroad relations, car 
service division, Association of American 
Railroads, Washington, D.C. 

L. W. McKnight, Holly Hill Fruit 
Products, Inc., Davenport, Fla., chairman 
of the claims prevention committee of 
the Florida Canners Association, wil] 
describe efforts of his organizations to 
cut down heavy losses in shipments of 
fruits and vegetables. Lucien Bauduc, 
traffic manager, South Coast Corpora- 
tion, New Orleans, and chairman of the 
board’s clean car committee, will report 
on accomplishments of his committee 
in urging consignees to remove all re- 
fuse, bracing and dunnage from freight 
cars at time of unloadinz to make the 
car more readily available for re-use 
and thus augment the car supply. B. 
Lee Whaley, traffic manager, Sears, Roe- 
buck & Co., Atlanta, Ga., will present 
suggestions for improving the handling 
and transit time of less-carload ship- 
ments. 

Approximately 350 are expected to at- 
tend the business session, presided over 
by General Chairman C. L. Denk, Jr, 
general traffic manager, Fulton Bag & 
Cotton Mills, Atlanta. Meetings of the 
traffic and transportation, joint freight 
claim prevention, less-carload, clean car, 
and executive committees wil he held 
the afternoon of December 7. That 
evening the Central Florida Traffic Club 
will be hosts to board members and 
guests at an outing at the Orlando Gun 
Club. 





$810 Million a Year for 
Federal-Aid Roads to Be 
Sought by Highway Group 


Federal-aid highway appropriations 
authorized by Congress would be in- 
creased to $810 million a year, as against 
the $450 million annual authorizations 
provided by existing legislation until 
June 30, 1951, under terms of a program 
which the policy committee of the 
American Association of Highway Ofifi- 
cials has adopted for presentation to the 
81st Congress in its Second session, be- 
ginning January 3, 1950. 

Calling attention to the action of the 
A.AS.H.O. Committee, the National 
Highway Users Conference said that a 
special $210 million federal-aid highway 
program was proposed for the “inter- 
state highway system,” as to which the 
matching formula proposed by the 
A.A.S.H.C. would call for a 75 per cent 
federal contribution and a 25 per cent 
state contribution. It said no recom- 
mendation was made as to how many 
years the proposed program would con- 
tinue. 

“In recommending the $210 million 
authorization for the interstate system, 
the conference said, “A.A.S.H.O. asked 
that its distribution be based entirely on 
state populations but with a provision 
that no state shall receive less than 
three-fourths of one per cent. The $270 
million asked for the primary highway 
system compares with $202,500,000 under 
present law; the $180 million for the se¢- 
ondary system with $135 million; and the 
$150 million urban (highway authoriza- 


tion) with $112,500,000 (under present 
law). 
“A. A.S.H.O. also recommended thai 


states be given the option, on the intel- 
state system, of floating general revenue 
bonds in order to place construction un- 
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der way quickly, and use future federal 
aid funds as they become available to 
retire principal, but not the interest. 
Such borrowing would be countenanced 
only for toll-free facilities. 

“Another recommendation was that on 
primary and secondary systems, and 
these alone, state finding local condi- 
tions which would warrant emphasis on 
one of these systems, might, with Bureau 
of Public Roads permission, shift up to 
25 per cent of the other system’s funds 


to that system. It was also proposed 
that $100 million be made available as 
an advance to the states which could be 
borrowed against for right-of-way pur- 
chases, this money to be repaid over a 
period of years.” 

Under the A.A.S.H.O. proposal, it was 
stated, the primary and secondary-fed- 
eral aid highway programs would con- 
tinue to be carried out on the same dis- 
tribution and 50-50 matching bases as 
were now provided in the law. 


Government Barge Line Shows Deficit 


Of $1,000,065 for Year Ended June 30 


Inland Waterways Corporation Comes $1,312,000 Closer to Profit 


Column Than in Fiscal ‘48, Attributes Much of ‘Improved Financial 


Showing’ to Embargoes. Rehabilitation Needs Noted in 1949 Report. 


For the fiscal year ended June 30, 1949, 
the Inland Waterways Corporation, in- 
cluding its rail division (the former 
Warrior River Terminal Co.), showed a 
consolidated net deficit of $1,000,065.26 as 
compared with a consolidated net deficit 
of $2,312,341.16 for the preceding fiscal 
year, and it was “beyond question” that 
the restriction of the barge services of 
the corporation, through embargoes, in 
the first half of the year ended last June 
30 contributed materially to “the greatly 
improved financial showing of the cor- 
poration in fiscal 1949,” said A. C. Inger- 
soll, Jr., president of the I.W.C., in his 
1949 annual report to Secretary of Com- 
merce Sawyer. 

The I.W.C. is the government agency, 
located in the Department of Commerce, 
which owns and operates the Federal 
Barge Lines. 


Among tabulations attached to the re- 
port as exhibits was one showing the 
financial results of I.W.C. operations on 
the Mississippi River system and the 
Warrior River system, separately, for the 
years 1948 and 1949, as follows: 

Mississippi River System 
1948 1949 


Operating revenues. $7,400,659.03 $9,194,742.83 
Operating expenses. 9,864,157.79 9,907,794.90 


Operating income 
(deficit) 2,463,498.76 713,052.07 
43,745.88 3,265.77 


Other income 
31,811.37 460,416.83 


Deductions from 
$2,451,564.25 $1,170,203.13 


gross income .... 
Net income 
Warrior System 


(deficit) 


1948 1949 
Operating revenues . $835,167.83 $1,004,309.16 


691,811.78 
143,356.05 
11,048.95 


15,181.91 
139,223.09 


Changes in Accounting 


“For the first time, the value of ac- 
cruec annual leave due to employes was 
set up in the accounts as suggested in 
the report of the General Accounting 
Office.’ Mr. Ingersoll reported. “Ac- 
cordingly, during this fiscal year annual 
leave has been charged to operating ex- 
pense; as accrued, instead of as paid as 
was te former practice. In addition, all 
the leave accrued prior to June 30, 1948, 
but unpaid as of that date, was charged 
into the 1949 accounts as a deduction 
from gross income. That value .. . is 
$490,931.87. 

“Secondly, the corporation has rein- 


795,155.45 
209,153.71 
10,563.61 


49,579.45 
170,137.87 


Operating expenses.. 

Operating income ... 

Other income 

Deductions from 
gross income 

Net income 


stated in its accounts certain real prop- 
erty and equipment which, during fiscal 
1947, had been written down to their 
estimated net salvage value. The effect 
of this reinstatement in the accounts, 
as suggested by the General Accounting 
Office, is to increase very materially the 
amount set aside for depreciation and 
amortization. This amount included in 
the accounts for fiscal 1949 is $891,293.78. 
Had this reinstatement not been re- 
quired the depreciation for fiscal 1949 
would have been $586,790.55, a difference 
of $304,503.23 .. .” 


Mr. Ingersoll said it was important to 
call attention to “the expenses involved 
in maintaining the corporation’s float- 
ing equipment.” 

“Line service transportation expenses,” 
he wrote, “totaled $4,249,629.58 which in- 
cludes all expenses of operating vessels 
except repair and maintenance. An addi- 
tional amount of $1,174,553.97 was re- 
quired for repairs of floating equipmeni. 
This one item adds 27.6 per cent to the 
cost of the vessel operation, and is ex- 
ceeded only by amounts paid for wages 
of crews of vessels, and for fuel. It is 
10.9 per cent of all operating expenses. 
The corporation can not long stand up 
under such a burden of repair and main- 
tenance cost on that large part of its 
floating equipment which is worn out 


‘and obsolete.” 


Mr. Ingersoll said that at the begin- 
ning of fiscal year 1949 the corporation 
management had been prompted by 
“the very unfavorable financial results 
of fiscal 1948 combined with the corpo- 
ration’s straitened financial condition 
and the deterioration of its equip- 
ment” to issue a set of embargoes which 
had the effect of limiting the service of- 
fered. 


‘Bitter’ Public Reaction 

“The purpose of these embargoes,” he 
continued, “was to concentrate the cor- 
poration’s limited and inefficient equip- 
ment into traffic channels where 
tonnage volumé would produce higher 
revenue and improve the corporation’s 
financial result. Public reaction to this 
step was most bitter and formal com- 
plaints were filed before the I.C.C. by a 
number of communities. As the year pro- 
gressed, the comparatively favorable 
operating results achieved eased the cor- 
poration’s financial situation so that full 
service could be resumed, and accord- 
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ingly the embargoes were lifted shortly 
after mid-year.” 

The Commission, “after 14 years of 
litigation,’ had issued a report in No. 
26712, Rail and Barge Joint Rates, in 
which it prescribed certain differentials 
to be applied in determining rail and 
barge joint rates, Mr. Ingersoll noted. 
He observed that the Commission sub- 
sequently had issued an order requiring 
effectuation of its findings in No. 26712, 
but that the railroads were now seeking 
a court injunction to prevent the Com- 
mission’s order from becoming effective. 

“It appears that at least another year 
will elapse before it is determined 
whether or not joint rates will be estab- 
lished in accordance with the Commis- 
sion’s findings,” he said. 

“Another important milestone was 
reached in fiscal 1949 in recognition of 
the principle that shippers may not be 
deprived of the advantages of water 
transportation. This recognition was ob- 
tained by action of the railroads in re- 
moval of restrictions against rail pro- 
portional rates on ex-barge grain into 
the southeast. This action on the part 
of the railroads was a result of the so- 
called ‘Mechling Case,’ in which case the 
Supreme Court held that by no device 
whatsoever could railroads deprive ship- 
pers desirous of using water transporta- 
tion of the advantages derived there- 
from.” 


Data-on Tonnage Transported 


Mr. Ingersoll reported that the freight 
transported in the I.W.C.’s own barges 
in fiscal year 1949 totaled 2,705,314 tons 
compared with 2,051,484 tons in fiscal 
year 1948. He said the Missouri River 
and Warrior section showed decreases in 
tonnage, but that those decreases were 
more than offset by increases on the other 
sections (lower Mississippi, upper Mis- 
sissippi, and Illinois). 

Tonnage handled “for the account of 
others, including other carriers,’ de- 
creased 18.8 per cent in fiscal 1949 as 
against fiscal 1948, the 1948 total having 
been 402,750 tons, compared with 327,183 
for 1949, said Mr. Ingersoll. He stated 
that “there was no tonnage towed for 
others on the Missouri.” There were ton- 
nage decreases in practically all of the 
commodities handled, except coal, as to 
which an increase of about 150 per cent 
was shown, he said. 

He showed that the 1949 tonnage total 
comprised 53.114 tons of bituminous coal, 
186,579 tons of petroleum products, 5,394 
tons of sulphur, 9,420 tons of grain, 44,- 
416 tons of other bulk freight, and 28,260 
tons of miscellaneous merchandise. 

“In fiscal 1949,” Mr. Ingersoll continued, 
“the direction of movement of traffic 
continued out of balance, 65 per cent of 
the total traffic moving upstream against 
current, involving higher costs of trans- 
portation. However, the movement ap- 
proached balance by an improvement of 
4 per cent in fiscal 1949 over fiscal 1948 
which was due principally to the unusu- 
ally heavy volume of downstream bulk 
grain... . 

“Merchandise, or package freight, 
based on the number of tons handled, 
was aproximately the same in fiscal 1949 
as in fiscal 1948. However, owing to 
the substantial increase in the tonnage 
of bulk freight transported the merchan- 
dise only represents 22 per cent of the 
traffic handled.” 

He showed that merchandise freight 
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accounted for 30 per cent of the total in 
fiscal 1948, 28 per cent in fiscal 1947, and 
29 per cent in 1946. 


Increase in Bulk Freight 


Bulk freight handled in the corpora- 
tion’s own barges in fiscal 1949 was sub- 
stantially increased over fiscal 1948, said 
Mr. Ingersoll. He added that sulphur, 
totaling 569,995 tons in fiscal 1949, showed 
an increase of about 29 per cent, while 
grain (761,064 tons) increased about 150 
per cent and bituminous coal (556,244 
tons) increased 28 per cent, and that 
those commodities represented practi- 
cally the total increase in bulk traffic, 
fiscal 1949 over fiscal 1948. 

Discussing the corporation’s experience 
with its “integrated tow” experiment in 

fiscal 1949, Mr. Ingersoll wrote: 

“A most interesting development dur- 
ing the year was the result obtained by 
the M/V ‘Truman’ and her complete 
length of integrated tow of 1,200 feet 
during navigation periods of low and high 
water in the lower Mississippi. ‘There 
had been doubts by pilots that this length 
could be handled successfully at all 
places on the river in low water. Opera- 
tions have conclusively demonstrated that 
it is not necessary to ‘double trip’ a tow 
of this length anywhere on the lower 
Mississippi in either low or high water. 
The most outstanding example of the 
performance of the “Truman’ was the 
navigation of the Greenville Bridge 
(where the steamer ‘Natchez’ was sunk 
in March, 1948) with her complete tow 
at an extremely high stage of river with- 
out assistance when other vessels were 
unable to pass this spot unaided. 


“From a statistical summary of the 
operations of the corporation’s vessels 
during fiscal 1949 the following compari- 
sons of the “Truman’ are made. The cost 
per boat day of operating the 3,200 h.p. 
‘Harry Truman’ for such routine items as 
crew wages and vacation, travel to and 
from the job, fuel, lubrication, and food, 
was 19.2 per cent less than the average 
for all of the corporation’s other vessels, 
which average only 2,018 h.p. The aver- 
age number of ton miles of transpor- 
tation performed per day by the ‘Tru- 
man’ was 40 per cent greater than the 
average for the corporation’s fleet, in 
spite of the fact that because there was 
only one experimental set of integrated 
barges, the ‘Truman’ was operating with 
an integrated tow about one-third of the 
year.” 

The I.W.C. program of withdrawing 
from terminal operations itself and ar- 
ranging for operation of public terminals 
at river ports by private firms was 
nearly concluded in fiscal 1949, said Mr. 
Ingersoll. In subsequent discussion, he 
said that the I.W.C. was assisting the 
city of St. Louis, owner of the North 
Market Street Terminal, in work on “a 
program for the building of a new 
modern terminal for handling water, 
rail and truck traffic for the port of St. 
Louis.” All terminal operations of the 
corporation except at Dubuque, Ia., and 
Mobile, Ala., had been discontinued, he 
said. He stated that wages and salaries 
of all kinds decreased more than $1,- 
000,000 in fiscal 1949, though wage rates 
had been increased for practically all 
the I.W.C. employes. 


“The major reason for this decrease,” 
he continued, “is the reduction in per- 


sonnel employed by the corporation from 
1,551 at the start of the fiscal year to 
approximately 900 at the close, due 
largely to turning over terminals to pri- 
vate operators. Decrease in direct pay- 
ment of wages and salaries is largely off- 
set by the fact that during fiscal 1949 
stevedoring charges were paid to the 
private operators.” 


‘Future Outlook’ Discussed 


After discussion of “several important 
improvements in the corporation’s in- 
ternal procedures,” including merger of 
four “stocks of stores” into two, and 
after referring to meetings of the cor- 
poration’s seven-man advisory board in 
fiscal 1949, Mr. Ingersoll discussed the 
future outlook for the I.W.C. as follows: 


“As mentioned above, the corporation 
found it advisable in order to protect its 
dwindling financial resources in the 
early part of the fiscal year to restrict 
the services provided in such a manner 
as to permit the concentration of the 
corporation’s worn-out and _ inefficient 
fleet in traffic channels which would 
produce the greatest possible tonnage 
and revenue. That this move contributed 
materially to the greatly improved 
financial showing of the corporation in 
fiscal 1949 as compared with the previous 
year is beyond question. However, this 
radical departure from the long stand- 
ing corporation policy of providing serv- 
ice to the widest possible segment of 
the shipping public, coming as it did on 
the heels of similar but more complete 
restrictions imposed by private carriers, 
caused a great upheaval in public opin- 
ion in the shipping community in the 
Mississippi Valley. Efforts were made 
by prominent leaders to secure assur- 
ances trom private barge lines that serv- 
ice similar to that provided by the cor- 
poration would be offered by privately 
owned barge lines in the event of liqui- 
dation of the corporation. These efforts 
were uniformly unsuccessful, and as a 
result shipper representatives sought 
instead the support of the barge line 
operators for rehabilitation of the In- 
land Waterways Corporation’s fleet so 
that continuity of the service could be 
assured. After protracted debate this 
support was secured with the proviso 
that if the corporation’s fleet was re- 
habilitated its operating policy should 
be so defined as to prevent destructive 
competition by the corporation with 
private barge lines. 


“In such an atmosphere consideration 
of legislation to authorize an additional 
$18,000,000 of capital stock for the corpo- 
ration was undertaken by the 81st Con- 
gress in the spring of 1949. Exhaustive 
hearings were held by both the Senate 
and the House. In presenting its case 
the corporation outlined the condition of 
its fleet and the factors which had con- 
tributed to its serious financial condition. 
The experiment with the integrated tow 
was described and the possibilities of 
profitable operation of the corporation 
with equipment of this type were out- 
lined. It was estimated that an ex- 
penditure of $10,000,000 for new floating 
equipment, alterations to existing equip- 
ment, terminal improvements, and some 
experimentation in freigh t-handling 
techniques would so improve the opera- 
tion of the corporation that increased 
tonnage could be handled at profits 
which would permit the further rehabili- 
tation of the line out of income and 
substantial progress could be made to- 
ward the goal of establishing the corpo- 
ration’s. operation as a successful, profit- 
able enterprise which could be sold as a 
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going concern with assurances of contin- 
uation of the service. 

“At the time of writing this report, 
congressional committees concerned were 
still actively considering the problem 
and no decision had been reached. 

“Meanwhile, in the regular 1950 budzet 
of the corporation the appropriation of 
the final unappropriated $1,000,000 re- 
maining from the originally authorized 
$15,000,000 was requested. In Public Law 
266 of the 8lst Congress, approved Au- 
gust 24, 1949, this appropriation was 
made. Availability of this additional 
capital will reinforce the corporation’s 
financial position until such a time as 
the decision is made as to the future 
course to be followed by the corpora- 
tion.” 

As reported by the Senate interstate 
and foreign commerce committee shortly 
before the 81st Congress ended its first 
session (and after the writing of the 
annual report of the I.W.C. for 1949) 
the so-called Federal Barge Lines bill, 
S. 211, provided for an increase of 
$7,000,000 in the capitalization of the 
I.W.C. (T.W., Oct. 22, p. 50). The Senate 
gave the committee until November 1 
to file its report on S. 211, and although 
the report was said to have been filed 
before that deadline was reached, it was 
learned that the report was undergoing 
further study and possible revision by 
committee members before being made 
available for publication. 





3 New England Railroads 
Reduce Certain Fares to Get 


More Passengers on Trains 


As they announced that reductions in 
one-day round-trip fares between any 
two points on their lines would become 
effective December 1, the New Haven, 
Boston & Maine and Maine Central rail- 
roads explained they were making those 
reductions “in the hope that we can 
fill empty seats on our trains.” 


Among examples of the round-trip 
fares “good for one calendar day” speci- 
fied in the joint announcement by the 
three roads were the following: Between 
Boston and New York City, $13.40, as 
against $15.85 for a round trip ticket 
good for 30 days and $8.91 for a one- 
way ticket; between Boston and Provi- 
dence, R.I., $2.59, as against $3.04 for a 
rouna trip ticket good for 30 days and 
$1.71 for a one-way ticket; and between 
Hartford, Conn., and New York, $6.44, 
as against $7.59 for a 30-day round trip 
ticket and $4.27 for a one-way ticket. 


The three railroads said they were 
also starting the sale of a new form of 
round-trip ticket good for 30 days which 
would enable patrons making trips com- 
pleted within that time to travel 
throughout New England and to New 
York City in parlor cars at a lower rate 
of fare than at present. One-way fares 
in parlor cars would remain unchanged, 
they said. They stated that the same 
type of round-trip tickets would be sold 
for travel in coaches, with no increase 
in the fares in effect as of November 
30, and that there would be no changes 
in the prices of commutation tickets, but 
that, beginning’ December 1, “railroad 
tickets for use in sleeping cars, and one- 
way tickets in coaches on all New Eng- 
land failroads, with the exception of 
the Bangor & Aroostook Railroad, 
would advance 12% percent in price. 
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Railroads Expect to Move 
Record Volume of Holiday 
Mail Before December 25 


More than 9,000 mail cars have been 
assigned by the nation’s railroads to the 
principal mail centers “to handle what 
the Post Office Department expects will 
pe a record-breaking volume of Yuletide 
mail in December,” according to the As- 
sociation of American Railroads. It said 
the volume of 1949 Christmas mail was 
expected to exceed “the previous all-time 
high established in 1948.” 

“To move more than the five and a 
quarter billion letters and parcels weigh- 
ing one and a third billion pounds that 
were handled in December of last year,” 
said the A.A.R., “the railroads, which 
normally carry about 99 per cent of all 
non-local postal business, must provide 
mail car space amounting to upwards of 
four million feet. 

“This space, equivalent to 60,000 stand- 
ard-size mail cars 60 feet in length, would 
be sufficient to make up more than 5,000 
mail trains consisting of 12 cars each, or 
asolid mail train extending the approxi- 
mate 700-mile rail distance between Chi- 
cago, Ill., and Atlanta, Ga.” 

It said it was estimated that the rail- 
roads would handle, in December this 
year, Several million more sacks of inter- 
city mail than the 41 million sacks they 
transported in December, 1948. 


“Besides expediting the bulk of gifts 
and greetings to be sent in the 25-day 
peak period, the railroads at the same 
time will move thousands of cars of ex- 
press,” the A.A.R. continued. “Because of 
an acute shortage of floor space at many 
of the larger post offices and terminals, 
the railroads will be called upon to ac- 
celerate the movement of mail this year. 
If the regular and emergency mail cars 
become overburdened at the height of 
the rush, as proved to be the case last 
year, extra cars capable of carrying mail 
will be pressed into service. 


“Special mail trains will shortly be used 
on the routes of many railroads, particu- 
larly those serving the more densely pop- 
ulated areas, and already extra mail cars 
have been assigned to virtually all fast 
passenger trains.” 


Conn Addresses T.A.A. 


Dinner in Providence - 


If the nation’s transportation system 
‘went over” to public ownership, it 
would mean the addition of 10,000,000 
voters dependent on the federal payroll, 
Donald D. Conn, of Chicago, executive 
vice-president of the Transportation As- 
Soclation of America, told 200 civic and 
industrial leaders of Rhode Island, No- 
vember 21. Mr. Conn spoke at an or- 
ganization dinner of the Rhode Island 
chapter of the New England forum of 
T.A.A., at the Sheraton-Biltmore Hotel, 
Providence. 

Public ownership of transportation 
Would create a giant federal bureaucracy 
fanning out to every community and en- 
terprise, he said. 

“The railroad agent, bus operator, 
trucker, and others would join the post- 
er to anchor state socialism at the 
a level” he continued. “Bureaucratic 

ctatorship through control of trans- 
Portation’s buying power and _ political 


dictation of rates would move business 
and industry about like pawns.” 

The association was creating 24 re- 
gional forums to cover the United States, 
and 236 enterprise councils in important 
local areas of the country, to defend 
the institutions of America against the 
encroachment of socialism, asserted Mr. 
Conn. 

“Transportation,” he said, “has been 
caught in the broad leftist swing toward 
socialism. It cannot hope to survive 
unless the system of private ownership 
and the freedom of the people of this 
nation are maintained. Therefore, it 


is building a vast partnership of all en” 
terprise to resolve major national issyes 
from an economic standpoint and /lift 
them completely away from the play 
of destructive political forces.” 


Airlines Compare Their 
Fares with Rail Fares, 
Expand Travel Credit Plan 


Eastern ‘railroad passenger fare in- 
creases that were going into effect in 
the week of November 28 would mean 
that airline fares generaliy would now 
be as low as, and in many cases lower 
than, the rail fares, either in the “air 
coach v. rail coach” or in the first class 
air and rail passenger fields, said the Air 
Transport Association of America in a 
statement in which it announced con- 
tinuance and expansion by the nation’s 
scheduled airlines of their “full-coverage 
national and international air travel 
credit plan.” 

“In view of the recent decision of a 
number of large railroads to withdraw 
their travel credit plan,” said M. F. Red- 
fern, vice president of the A.T.A. of A., 
“we feel it necessary to make clear the 
fact that the scheduled airline travel 
credit card system is not only being con- 
tinued but is being constantly expanded 
as more worldwide airlines join the in- 
ternational plan. The latter makes it 
possible to purchase air transportation 
on credit on any one or any combina- 
tion of the world’s certificated airlines. 
The U.S. plan makes credit card buying 
of air transportation available to card 
holders on any of the 36 scheduled air- 
limes. ....° 

The 12% per cent increase in railroad 
fares, the A.T.A. of A. said, would have 
no effect on air fares throughout the 
certificated airline system. It issued a 
table comparing the increased rail coach 
fares with the present “air coach” fares 
and comparing the rail first-class fares, 
as increased, with the airline first-class 
fares, between a number of cities in the 
east and in the Great Lakes area. The 
fares shown in the comparisons, the 
A.T.A. of A. said, did not include the 


J. 


federal transportation tax of 15 per cent, © 


and the rail first-class fares listed in- 
cluded the first-class rail fare and a 
Pullman lower berth. The comparisons 
included the following: 


First-class fares: Between Chicago 
and New York, $44.10 by air, $48.64 by 
rail; between Washington, D.C., and 
Chicago, $36.80 by air and $41.70 by rail; 
between Chicago and Pittsburgh, $26.25 
by air and $25.25 by rail; between Wash- 
ington and New York, $13.40 by air and 
$11.85 (including first-class fare and 
parlor car seat) by rail, and between 
Detroit and Washington, $26.30 by air 
and $32.33 by rail. 

Coach fares: Between Chicago and 
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New York, $29.60 by air and $30.71 by 
rail; between Washington and Chicago, 
$24.30 by air and $25.91 by rail; between 
Chicago and-Pittsburgh, $16.80 by air 
and $15.86y rail; between Washington 
ork, $8.60 by air and $7.58 by 
eetween Detroit and Washington, 

by air and $20.09 by rail. 


Tennessee U. Transport 


Department Adds Courses 


Addition of three new transportation 
courses to the curriculum of the Uni- 
versity of Tennessee, Knoxville, Tenn., 
at the beginning of its winter quarter, 
January 2, will enable the university to 
offer the most comprehensive transpor- 
tation program in the south and one 
that “will rank among the top ones in 
the nation,” according to Professor Wil- 
liam Way, Jr., head of the department 
of transporation and public utilities of 
the university. 


Professor Way said that motor fleet 
owners and officials of airlines and rail- 
roads were asking for his transportation 
graduates in increasing numbers, and 
that 240 University of Tennessee stu- 
dents who were now majoring in trans- 
portation would help to meet “the man- 
agement needs of this giant industry.” 
His department, established two years 
ago, had had an “almost phenomenal” 
growth, he said, adding that its teach- 
ing staff now included seven members 
and that, by the end of the current 
school year, its courses would total 28. 
He stated that last year’s graduates of 
his department were now holding a va- 
riety of positions in the transportation ~ 
industry. A 


N.Y. Traffic Mana 
Group Elects Officers 


The election of Nicholas J. Schuldt, 
Jr., of Master Fast Freight Service, Inc., 
as president of the Alumni Association 
of the Traffic Managers Institute, New 
York, N.Y., has been announced by the 
association. 

Other officers elected included William 
Flacks, of Hunter Douglas Corporation, 
first vice-president; Barnett Osopsky, of 
Inter-Maritime Forwarding Co., second 
vice-president;. W. C. Reeves, 20th Cen- 
tury Paint & Varnish Corporation, sec- 
retary, and Arthur B. Chapman, of Gen- 
eral Cable Corporation, treasurer. The 
program for the meeting included a talk 
on truck leasing by Joseph A. Connor, 
vice-president of the Puritan Transpor- 
tation Co., and a motion picture on 
transportation, presented by the Castle 
Film Co. of New York. A speciai Christ- 
mas meeting will be held by the associa- 
tion on December 15 at its headquarters 
in the Taft Hotel in New York City. 


Traffic College Alumni Dance 


The alumni association of the College 
of Advanced Traffic, Chicago, will hold 
a Christmas dinner dance December 10 
at the Golden Gate Restaurant. 





Arthur Henry Schwietert 


HERE WAS A TIME, not too long 

after the turn of the century, when 
Sioux City, Iowa, had almost convinced 
itself that it was to be among the great 
cities of America. Chicago, local op- 
timists said at the time, wasn’t a marker 
to the Sioux City of the future. Al- 
though at the time considerably lower 
than 50,000 in population, the sanguine 
ones decided to be forehanded. They 
not merely planned but actually started 
to build an elevated transit system. Old- 
timers can still point out a few lonely 
pillars of this abandoned project still 
standing lonely and forsaken in the 
stockyards neighborhood. 

By 1916, most of these illusions of 
grandeur had vanished. The town then 
had something of a reputation as a 
“wide-open” western place. There was 
one young man, who had been in the city 
only about a week, who was ready to tes- 
tify that it was a pretty wicked place. 

On a dark November evening, in that 
year, a group of three stood, shadowed 
in the darkness of Jackson street—a 
group that would have appeared to an 
approaching stranger to be performing 
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INTIMATE SKETCHES OF MEN 
WHO LEAD IN INDUSTRIAL 
TRAFFIC MANAGEMENT 


Self-made is the word for Arthur 


The man who just retired as president of the National 


Industrial Traffic League, Arthur Henry Schwietert, who 


began work at thirteen, discovered rather late that edu- 


cation ts the key to success, in industrial traffic as much as 


in any other business career. How he took this lesson to 


heart, and with industry and perseverance made it serve 


to bring him to the top of his profession is told herein. 


By ROBERT J. BAYER 


some mysterious rite. Could it have 
been observed at closer range, it would 
have been noted that one of the three 
was holding a revolver pointed signifi- 
cantly at the midriff of the second, while 
the third was deftly removing a wallet 
from the unfortunate one’s hip pocket 
and detaching a watch and its chain 
from his vest. 

So, in this dark hour, when the young 
man of twenty, with less than a week’s 
experience in the wiles of the biggest 
city he had seen up to that time, let 
us pause and meet Arthur Schwietert. 

The loss of his watch was a blow to 
young Arthur. It had been a gift from 
his father at Confirmation and his 
proudest possession. As to the wallet— 
well, it contained only three dollars, and 
from that the disconsolate youth took 
some consolation until, suddenly, he re- 
membered that it also contained the 
pass that was intended to carry him, on 
the Chicago, St. Paul, Minneapolis and 
Omaha, to Butterfield, Minnesota, that 
night so that he might spend Sunday 
with his family, and bring back a change 
of clothing. 


Arthur had walked into the local of- 
fices of the “Omaha” only a week before 
to ask for the job of “revision clerk” he 
knew was vacant. Actually, in those 
days, a revision clerk was a rate clerk; 
and Arthur knew nothing about rates. 
All he knew was that he needed a job, 
that seniority had bumped him out of 
the local freight house at Butterfield, 
and that the place he sought in Sioux 
City paid $60 a month, compared to his 
previous high of $40. 

He succeeded better than he had al- 
ticipated. The freight agent waved him 
toward a desk and told him to go t 
work. He did. He said nothing about 
having come to Sioux City on the night 
train without baggage. Instead, he man- 
aged to go through the week with the 
shirt he wore; and by going without eat- 
ing for 48 hours, had held onto enough 
of his small store of cash to insure what 
was to be a triumphant weekend with his 
father and mother and a consicerable 


_crowd of younger brothers and sisters. 


Disconsolately he stood for a brief 
moment, deprived of his last dollars, and 
without even the precious pass tha 
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Monday. 

But he faced the crisis as he had faced 
many before—and not a few since. A 
few minutes later he had the freight 
agent on the telephone, and with that 
persuasiveness he still uses so effectively, 
he drew a grudging agreement from Fred 
Struve, local freight agent and his boss 
to come downtown, open his office, and 
write his newest employe another pass. 

Arthur was back on the job on Mon- 
day morning at eight o’clock. He was 
still there at nine o’clock Monday eve- 
ning—and to that hour or later on suc- 
ceeding nights for something over a year. 

The twenty-year-old revision clerk at 
Sioux City already had a seven-year 
career behind him—not counting the 
odd-jobs he had held in childhood; one 
of which, he likes to relate, was herding 
cows at one cent “per” cow “per” day. At 
thirteen, having fiinished nine grades in 
school, his parents thought it was time 
for him to strike out on his own. That 
was in 1909. 


Native of Minnesota 


August Schwietert, Arthur’s father, 
had followed his betrothed, Wilhelmina 
Elting, from Hanover to Illinois. After 
working on farms there for some times, 
he moved to St. James, Minnesota, and 
resumed the wagon-making trade he had 
learned in Germany. There he married 
Wilhelmina, and there, in a little flat 
above a saloon, Arthur was born, on 
February 24, 1896. 

Thrift was the guiding characteristic 
of the oldtime, pre-Hitler German peas- 
ant and craftsman—thrift and independ- 
ence. His greatest horror was debt; his 
dearest desire was a home of his own and 
the opportunity to make a living without 
working for someone else. August Schwie- 
tert had those virtues in large measure. 
Shortly after his first son arrived, he 
moved to Butterfield, built the house that 
still stands—and in which Mrs. Schwie- 
tert still receives the dutiful semi-annual 
visits of her oldest son—and set up his 
own wagon-making business. 

It was hard going. The children came 
at regular intervals, until, at length there 
were ten. Arthur’s departure from the 
family roof, however, was not entirely the 
result of the. financial pressure on his 
father. Among the German immigrant 
families of those years, boys were ex-~- 
pected to go out and work when they 
were big enough to do something useful. 
Arthur spent a year or two working in 
canneries and dairies at Butterfield, 
Janesville, St. Peter and Tracy, Minn. 

Eventually, after a siege of illness, he 
found himself a railroad employe, first 
at Butterfield, then at St. James, then at 
& number of other places, and finally at 
Butterfield again, whence his hegira to 
the big city in Iowa. 


In World War I 


His next travels were on a grander 
Scale. They took him not merely over 
the plains of the middle west, but across 
the wide seas, to ports on the Atlantic, 
the Mediterranean, and the Aegean. 


The great change came to him, as it 
Came to many in his day, and many more 
a more recent day, because of war. 
When the resumption of unrestricted 
Submarine warfare, in 1917, sent Presi- 
dent \ilson before Congress to plead for 
& declaration of war, from which he re- 
turned to the White House in tears, young 
Schwictert did not wait for his draft 
board to call. Like many another of 











































































meant, at the very least, a clean shirt for | 





his blood, in sorrow at the defection of 
his father’s fatherland, he resolved to do 
what he could to redeem it from its 
errors. 


The blue of the United States Navy 
served a purpose in his life beyond that 
of showing him the reaches of the earth. 
It sent him to Harvard University to 
learn the technicalities and intricacies 
of the primitive radio of the day. And 
there Arthur for the first time began to 
appreciate what an education really 
meant. Later, at sea, insecurely balanced 
in his hammock in the dead watch, he 
resolved that one day he would remedy 
the lack in himself. 


There was a promotion waiting for 
him when, after the 1918 Armistice, he 
came back to the Omaha at Sioux City. 
It meant more money and less night 
work. But the need for knowing more 
was nagging him. If he were to make 
a career in transportation, he thought, 
he had better discover some way of 
learning more about it. A transporta- 
tion school? He had never heard of 
such a thing. But he knew from contact 
with those who worked there, that the 
traffic department of the Sioux City 
Traffic Bureau would be a good place to 
obtain a wider view of the field. 


Once he had made up his mind, James 
P. Haynes—the Jim Haynes who still 
practices his profession at Louisville— 
just had to hire him. He was that in- 
sistent. The salary wasn’t as high as 
he was, by then, making on the railroad; 
but it wasn’t income that interested him 
at the time; it was the opportunity to 
acquire knowledge and experience in his 
chosen field. 


Moves to Chicago 


Jim Haynes knew his man. In the 
middle of 1922, when Jim moved to Chi- 
cago to take over the traffic directorship 
of the Association of Commerce, he kept 
in mind the earnest, ambitious young 
man in Sioux City. A few months later 
Jim sent on for him, and Arthur, his 
bride of eight months at his side, moved 
to the central western metropolis. 

His rise there was rapid. By the time 
Jim Haynes was made executive vice- 
president of the Chicago Association of 
Commerce in 1928, Art was ready to take 
over as assistant director, under the late 
Charles E. Hochstedler, and four years 
later, when Mr. Hochstedler took leave 
of absence to serve as western assistant 
to Coordinator Joseph B. Eastman, he 
took charge of the department, as acting 
director. Hochstedler came back to the 
Chamber of Commerce after the futile 
coordinator experiment came to its 
statutory end in 1936; but when, in 1940, 
he died, there was no question as to 
who would take over his position. 

Arthur H. Schwietert, the son of the 
Butterfield wagonmaker, who had gone 


to work at thirteen, who has wrestled . 


freight and baggage on platforms and in 
freight houses, who had worked endless 
evenings over the revision desk in Sioux 
City—the same man—still a young man 
—who had reluctantly yielded his three 
dollars and his watch that dark night 
24 years earlier, stepped confidently into 
what is considered by most men who are 
familiar with the field the most respon- 
sible chamber of commerce traffic job in 
the country. 

But the Arthur Schwietert of 1940 
was no longer the uncertain timid youth 
of the station platform and the revision 
desk. He was now an assured, educated 
traffic man; and a lawyer, too. The 
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story of how he attained that ambition 
—the thing he had resolved to attain 
on those long 1917-1918 sea voyages—is 
a mark of the perserverance, the te- 
nacity, the sheer determination of the 
man. 

Before he had left Sioux City he had 
acquired a groundwork of accounting, 
typing and shorthand in the local “busi- 
ness college.” When he came to Chicago 
he. discovered that the La Salle Exten- 
sion University, engaged principally in 
furnishing ambitious young men with a 
variety of business and technical courses 
by mail, also had a residence course in 
traffic in that city. The teacher was an 
Illinois Central man who had some 
ideas of his own about the teaching of 
that subject—George A. Rautenberg. Ar- 
thur joined the class. 

When Rautenberg came to the end 
of what La Salle had to offer, he dis- 
covered that there were a few earnest 
men in the group who wanted more. He 
decided that they should have it. Out 
of the independently tutored class thus 
formed grew, eventually, the College of 
Advanced Traffic, foremost commercial 
traffic school in the country. 


Even that, however, was insufficient 
for a few of those attending. What they 
wanted was some commerce law—at 
least enough of it to make possible the 
obtaining of certificates as Interstate 
Commerce Commission practitioners. 
The little group sought one who had 
standing in the field of commerce law 
and who might be willing to carry them 
further in their studies. They found such 
a man in Harry C. Barnes. For a year 
or more they sat two, three and four 
nights a week in Barnes’ office absorbing 
the necessary wisdom. 

That allotment of time for self-im- 
provement, however, was not too much 
for Arthur Schwietert. Why, he rea- 
soned, stop at a practitioner’s certificate? 
Why not become a full-fledged lawyer? 
But that required, before even the law 
studies could be begun, a high-school 
diploma as the very minimum. Very 
well, he reasoned, he must acquire such 
a diploma. At the Central Y.M.C.A., in 
Chicago, one might take courses leading 
eventually to the necessary “credits.” So, 
along with his study in traffic and com- 
merce law, he began that long, slow 
process. 

These were years of incessant work— 
long days at the desk in the office, long 
evenings at classes or under the lamp 
at the table at home. By 1926, Arthur 
had the coveted high-school credits, and 
work toward a law degree at the John 
Marshall Law School began. That, too, 
meant night work. Normally the course 
leading to a degree took three years of 
constant application. For once, Arthur 
admitted to himself that it couldn’t be 
done—not with the increasing burden of 
his duties at the Association of Com- 
merce which, in those years, already had 
encompassed a brief term as acting traf- 
fic director. So he “took a breather.” He 
allowed himself four years to complete 
three years work! 

When he did get his degree, in 1930, 
however, it was with high honors, in- 
cluding a fellowship in the Order of 
John Marshall awarded for excellence in 
scholarship, and with acceptance into 
Delta Beta Phi, national law society. 

Today he presides over one of the most 
varied, most important traffic organiza- 
tions in the country. Guiding and guard- 
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ing as it does the economic destinies of 
the greatest industrial center in America 
—perhaps in the world—the Chicago 
Assotiation of Commerce and Industry 
functions through a number of depart- 
ments, none of which is more important 
than its traffic department. Indeed, the 
traffic department is often called the 
heart of the organization. Into it and 
through it, piloted by its transportation 
committee and implemented by its Ship- 
pers Council, pass most of the transpor- 
tation problems of the great city and its 
industrial area. 

Obviously, the traffic department, with 
Arthur Schwietert at head, works down 
many avenues. It keeps watch on legis- 
lation, state and federal, affecting trans- 
portation in the region, submits such 
questions to appropriate committees, and 
makes the necessary appearances before 
legislative bodies to obtain or defeat leg- 
islation, depending on whether it is help- 
ful or harmful from the viewpoint of the 
committees and the association. 

It appears on behalf of Chicago inter- 
ests before the Interstate Commerce 
Commission and other commissions and 
regulatory bodies in connection with 
changes in rates and services likely to 
affect the Chicago market. 

It carries on negotiations to the same 
end with rate committees, and makes ap- 
propriate appearances before them. 

It supervises the production and dis- 
tribution of a number of publications of 
interest to local shippers and carriers. 
These include the “Way to Ship,” show- 
ing class rates from Chicago to stations 
in the United States and Canada, sup- 
plemented by a monthly bulletin show- 
ing terminal or break-bulk points in 46 
states, the District of Columbia and Can- 
ada to which direct package-car service 
is available; an express and parcel post 
guide, containing information for ship- 
ping via those means from Chicago, as 
well as information on domestic and 
foreign air mail and domestic air ex- 
press; a motor truck bulletin showing 
points in 45 states served by the 119 mo- 
tor carrier members of the association, 
which must submit operating and finan- 
cial requisites for membership; a weekly 
comment on transportation matters of 
local interest; a cartage theft map, issued 
in cooperation with Chicago and Cook 
County police, showing preferential 
routes to eliminate highjacking, and gen- 
eral letters issued on behalf of the Traf- 
fic Council on matters in which it is in- 
terested. 

“In addition,” says Mr. Schwietert, “we 
are called on to furnish assistance on 
traffic matters and information on a 
variety of matters, such as passenger 
schedules, routings, motor carrier insur- 
ance, safety requirements, taxes, proce- 
dure before regulatory bodies, transit, 
classification, local cartage service, lake 
and inland water transportation, protec- 
tive service, embargoes and many other 
things, to our members. These inquiries 
average a thousand each month; and 
our rate quotation service will also an- 
swer as many queries monthly.” 

The association’s traffic department, in 
addition, must work with other depart- 
ments. As an instance, it is frequently 
called on to furnish transportation re- 
ports to its industrial department, the 
function of which is to induce industries 
to locate in Chicago. 

What does Mr. Schwietert think of ex- 
isting opportunities in industrial traffic 








for young men seeking careers? Let’s 


use his own words: 

“Opportunities in the traffic field are 
unlimited. They depend, however, largely 
on the knowledge, ability and aggressive- 
ness of the individual. Under the pres- 
ent complex system of manufacturing, 
producing, marketing and distribution of 
the thousands of articles moving in com- 
merce, the traffic manager is a key ex- 
ecutive in many industries. He must be 
informed, and must work with the pur- 
chasing department in obtaining raw 
materials; he must work with the sales 
department and be familiar with sales 
policies, practices, and the distribution 
of the product. 

“Years ago it may have been sufficient 
for the traffic manager to have a knowl- 
edge of rates and tariffs and to be able 





is Radioman Schwietert as he 
It was while 


Here 
looked at twenty-one. 
serving in the United States Navy in 
World War I, in long, lonely watches, 
that he formed and solidified the de- 
termination to obtain the education 
denied to him in earlier years. 


to handle claims. Today, if he is to be 
successful, he must have a comprehen- 
sive grasp of interstate commerce law, 
must be generally informed in economics, 
must be familiar with all forms of trans- 
portation, and must have a general 
knowledge of statistics and accounting. 

“That seems like a large order. It is. 
But for the young man who is willing, 
in these strenuous days to tackle such a 
long and arduous preparation, industrial 
traffic holds out the promise of an inter- 
esting and rewarding career.” 

Arthur Schwietert is a good example of 
@ man who took his own advice. His life 
story is a story of advancement—self- 
advancement, largely. But it has lead 
to accomplishment; and it would not be 
complete without a catalogue of those 
accomplishments. Out of his years of 
single-minded devotion to the field he so 
early chose as his, have come the high- 
est rewards his colleagues could accord. 

Only recently he became a past-presi- 
dent of the National Industrial Traffic 
League after serving two terms in that 
office; he is a member of the board of 
directors of the Associated Traffic Clubs 
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of America; vice-president of the A.T.C, 
Foundation; a member of the board of 
directors of the American Society of 
Traffic and Transportation; chairman of 
the Central Territory Rate Conference; 
general secretary of the Industrial Traf- 
fic Council of the Chicago Association of 
Commerce and Industry, and a member 
of the Chicago committee on truck ter- 
minal zoning. 

The list of similar honors that have 
come to him in the past is equally im- 
pressive. At one time or another he 
has been general chairman of the Mid- 
West Shippers’ Advisory Board; vice- 
president of the Association of Interstate 
Commerce Practitioners; president of the 
Traffic Club of Chicago, and president of 
the Illinois Territory Industrial Traffic 
League. 

In traffic organization work, however, 
he is proudest of the part he played in 
the founding of the Chicago Transporta- 
tion Club—grown, since the day he sat 
with a small group of graduates of Mr. 
Rautenberg’s course intent on continuing 
their mutual studies and interests, into 
one of the foremost local traffic organi- 
zations of the country, with a program 
of education in a variety of branches 
of the field second to none. 


He served as the first president of 
that club, known then and for many 
years afterwards as the Junior Traffic 
Club of Chicago. When the club sought 
a speaker worthy to mark its silver an- 
niversary, last year, it asked its first 
president to make the address. 


At Home 


In Winnetka, Il., Arthur Schwietert 
lives with the former Marie Armour, 
who became Mrs. Schwietert nearly 28 
years ago—his son, Jim, 25, whose 
studies at Carleton College and North- 
western University led him into the 
field of air transportation, and _ their 
daughter Jane, 13, in the eighth grade 
in the Winnetka school. The family at- 
tends the Evangelical Lutheran Church 
at Wilmette, Tl. 

Arthur Schwietert is no golfer. Two 
or three times a year he may be found 
on the course, usually at outings of one 
or the other of the two Chicago trans- 
port clubs in which he retains so deep 
an interest. Cards, the other most nearly 
standard pastime of traffic men, als0 
hold small interest for him. But should 
you happen to drop in at Bensinger’s 
alleys any Friday evening in the bowl- 
ing season, you'll find it a treat to 
watch his skill and his form. His aver- 
age is good enough to put him in the 
top two or three of the league, in in- 
dividual averages, season after season. 

Aside from bowling, it is his home 
that interests him most. If you want 
special animation in his conversation, 
@ new light in his brown eyes, ask him 
about the best method of waxing floors; 
or get him to tell you of the elaborate 
and complicated job he has done, single- 
handed, in designing and finishing that 
play room in his basement. 

But keep away, if you haven’t a couple 
of hours to spare, from any subject 
having to do with transportation and 
transportation regulation. He has the 
facts of every important development 
and its history, at instant call. 
he’d like nothing better than to tell you 
about it—maybe even more about i 
than you’d care to know. 
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1.C.C. Orders Dairy, Packing-House 
Minimum Weight Change and Clear Rules 


Finds Private Carrier Competition Regulates Rates Between Omaha 
And Related Points and Chicago. Says Present Rates Remunerative 
But Requires Separate Charges for Refrigeration, Other Services. 


Motor common and contract carriers 
transporting dairy products and pack- 
ing-house products between Omaha, 
Neb., and some points taking the same 
rates, and points in the Chicago com- 
mercial zone will be required after Feb- 
ruary 1, 1950, to apply rates to a mini- 
mum of 20,000 pounds, to state separate 
rates or charges for incidental services, 
and rules governing split pick-up or de- 
livery services and stop-offs in transit 
will have to be clarified. The rates, 
made under pressure of private carrier 
competition, were found remunerative. 

By a report and order in MC-C-900, 
Dairy and Packing-House Products— 
Iowa, Nebraska—Chicago, the Commis- 
sion, division 3, ordered the respondent 
common and contract motor carriers to 
establish on or before February 1, 1950, 
on not less than 30 days’ notice, charges 
and rules in accordance with the follow- 
ing findings: 

“1. That the record does not show 
that the rates and charges, and the 
rules, regulations, and practices here un- 
der considerations are unlawful, except 
as indicated in the succeeding para- 
graphs; 

“2. That rates and minimum rates 
now subject to a minimum of 18,000 
pounds, shall be made subject to a mini- 
mum of 20,000 pounds; 

“3. That the schedules of the respond-- 
ents are unlawful to the extent they 
fail to state separate rates or charges 
for (a) refrigeration service, (b) stopping 
in transit to load or unload, and (c) 
Split pick-ups and deliveries, except that 
one such pick-up and one such delivery 
May be made without additional charge; 

“4. That the rules of the respondents 
are unlawful to the extent they fail 
Clearly to require that truckload ship- 
ments on which split pick-up or split 
delivery services are desired by the ship- 
per must be made at one time on one 
bill of lading by one consignor to one 
consignee; 

“5. That the rules of the respondents 
relating to stop-offs in transit are unlaw- 
ful to the extent they fail to state with 
particularity where stop-offs are per- 
mitted and, when over irregular routes, 
the maximum amount of circuity; 

“§. And that the rules of the respond- 
ents relating to stop-offs in transit and to 
Split pick-ups and deliveries are unlawful 
to the extent they fail to show the maxi- 
mum number of these services that are 
permitted on a single truckload or volume 
shipment.” 


In the course of its discussion, the 
Commission said there was no reason 
for continuing a distinction hitherto ob- 
served between common and contract- 
carrier split pick-up and delivery charges. 

It observed that the line-haul rates 
usually included one pick-up and one 
delivery on shipments on which split 
pick-ups or deliveries were not involved. 
Heretofore, the Commission said, it had 
been found in certain proceedings that 
for motor common carriers to accord 
multiple pick-ups or deliveries without 
applying an extra charge for “each” 
pick-up or delivery would be unjustly 
discriminatory as between consignors or 
consignees, apparently on the theory 
that the truckload consisted of an ag- 
gregation of separate shipments. It cited 
Western Co-op. Trucking Assn. Rates in 
Minn. and N.Dak., 19 M.C.C. 511, and New 
England Motor Carrier Rates, 31 M.C.C. 
503, 517. On the other hand, said the 
Commission, motor contract carriers had 
been permitted to maintain rules pro- 
viding extra charges only for the pick-ups 
and deliveries in excess of one each, 
citing McClosky & Shaffer, Split Deliv- 
ery, 30 M.C.C. 692. This, said the Com- 
mission, was on the theory that part II 
of the interstate commerce act did not 
prohibit motor contract carriers from 
discriminating between shippers. The 
commission continued: 

“There is not, however, in our opinion, 
any valid reason for continuing the fore- 
going distinction between common and 
contract-carrier svlit pick-up and de- 
livery charges. The rules usually require 
prepayment of the freight charges as 
a condition to furnishing split pick-up 
or split delivery services. The appor- 
tionment of absorption of the charges 
on the single truckload shipment is a 
private matter among the owners of the 
shipment over which the carriers have 
no control, and no undue discrimination 
can result, therefore, from a failure to 
charge for the first pick-up or final 
delivery. Where, as stated, the line-haul 
motor carrier rate or charge includes 
compensation for one pick-un and one 
delivery, as it usually does, it would be 
manifestly unreasonable that charges 
for such services be collected twice, and 
we so conclude.” 


Aggregated Shipments 
However, the Commission continued 
by saying some of the respondents’ 
rules relating to split pick-ups and split 
deliveries did not clearly prohibit the 
type of aggregation of shipments con- 










demned in Aggregating Express Ship- 


ments, 192 I.C.C. 301. Inherent in the 
idea of a truckload shipment, it said, 
was the movement of property at one 
time on one bill of lading from one con- 
signor to one consignee. Multiple con- 
signors or multiple consignees should 
not be permitted, and the rules cover- 
ing split pick-ups and split deliveries 
should contain shipping instructions un- 
der which these services would be ren- 
dered, said the Commission. 


Private Carrier Competition 


The Commission instituted the in- 
vestigation on its own motion in July 
of 1947. A table in the report set out 
the rates charged by both common and 
contract carriers handling the traffic, 
as since increased. The Commission said 
one of its examiners recommended a 
rate of not less than 45 cents a 100 
pounds, minimum 20,000 pounds, be 
found just and reasonable, while the 
Middlewest Motor Freight Bureau, it 
said, asked prescription of a rate of not 
less than 47 cents, and the individual 
common and contract carriers for the 
most part vigorously opposed any rate 
higher than 42 or 43 cents, asserting the 
higher rates would cause more extensive 
use by shippers of private carrier. The 
Commission continued: 


“The record is corivincing that the re- 
spondents, both common and contract, 
which hold limited operating authority, 
give primary consideration to the use of 
private carriage in fixing their rates. 
Indeed, their very existence depends 
upon their ability to obtain the traffic. 
A realistic approach to this problem 
compels the conclusion that respondents 
should be permitted to charge rates 
which enable them to obtain this traffic 
provided the rates are remunerative and 
otherwise unlawful.” 

It continued by saying the average line- 
haul or other costs of a group of Class I 
motor common carriers of general com- 
modities was not an appropriate criterion 
for testing the remunerativeness of the 
rates of the respondents whose operations 
were limited both in respect of territory 
and commodities, many of whom, it said, 
maintained no terminals, employed few 
or no office employes, and in other ways 
had relatively simple organizations. 


The Commission cited New England 
M. Rate Bureau, Inc., v. Lewers and 
McCauley, 30 M.C.C. 651, in which, and 
in certain other proceedings, it said it 
was found that in determining whether 
rates of contract carriers were unduly 
low, controlling weight should be given 
to the expenses of contract carriers and 
not to the expenses of common carriers. 
It added that both the individual com- 
mon and contract carriers were making 
some profit at their rates, which, it said, 
“appear to be adequate in relation to 
their apparently modest investments.” 

As to the 20,000-pound minimum, the 
Commission said the loads transported 
averaged well over that figure and that 








MARCH 25 1950, IS THE DATE qT 





THE PERFECT SHIPPING AN- 
NUAL OF TRAFFIC WORLD, to 
be published March 25, 1950, will be 
the 14th such Traffic World Annual. 

When this 1950 Perfect Shipping 
Annual comes off the presses, that 
will be exactly how many Perfect 
Shipping campaigns there will have 
been—fourteen. 

Little wonder then, that during the 
span of the Perfect Shipping cam- 
paigns, TRAFFIC WORLD’s Perfect Shipping Annuals have won 
such high acclaim (see copy on opposite page). 

The Perfect Shipping campaign concerns everyone on the 
shipper, consignee, and freight carrier side; it is not just a one 
type of transport project. It’s high attainment of objectives 





An Explanation of the new BUYERS DIRECTORY LISTINGS 


comes only as a result of close cooperation from all in trans- 
portation and shipping, including the manufacturers whose 
products are used in the perfect shipping and careful handling 
of freight—before, during, and after transit. 


As a 43 year old independent transportation news weekly 
magazine, TRAFFIC WORLD. in its 1950 Perfect Shipping 
Annual will publish exclusive staff-written material and exclu- 
sive contributed material. The staff written material will be 
furnished by TRAFFIC WORLD’s battery of 20 full-time editors 
who are practically all 10, 20, and 30 year men. 


The 1950 Perfect Shipping Annual of TRAFFIC WORLD 
will carry the usual week’s news, supplemented by the special 
Perfect Shipping features. Everyone who has a service or 
product used in transporting and handling freight can profit by 
running an advertisement in the 1950 Perfect Shipping Annual, 
published by TRAFFIC WORLD. 
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Perfect Shipping Annuals, the 14th Annual 
— next March 25th will carry a new 
eature—Buyers Directory Listings. 

These Buyers Directory Listings will con- 
sist of the names and addresses of manufac- 
turers who manufacture the types of prod- 
ucts discussed in various features. The 
listings will be carried at the end of the 
various pictorially illustrated feature arti- 
cles. All listings of manufactures with 
advertisements in the issue will carry an 
asterisk calling attention to a footnote sug- 
gesting reader reference to the manufac- 
turer’s advertisement in the issue. 

Feature articles with Buyers’ Directory 
Listings will be published on: (1) marking 
and $stencilling, (2) fibre con- 
cainers, (3) nailed wood boxes, 
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special mechanized handling equipment, 


These new Buyers’ Directory Listings 
afford advertisers in the above classifica- 
tions a rare opportunity to strongly tie in 
and capitalize on the prod- 
uct interest as stimulated by 
the editorial features. 
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advertisement to tell their sales stories. 
issue. Regular advertising rates apply to advertisers not on contract. 
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Contract Rates f 
Contract Advertisers .. 
Regular Rates for One-Time Advertise 


This is the one issue in 1950 when all advertisers under contract, whether # 
have an ad scheduled for the March 25 issue or not, should run a /ar 
Their contract rates will app!y for 


8 Spe 


tion Sup 


In ORY LISTINGS 


0 


Inq, 


rah 


me 
Fre 
far: 
by# 
pli 


sf 


tise 


ther #! 
a lor 
y for 











'Copies Now! 


cial quantity discount 
copies. Transportation 
extra copies useful. 
nd equipment manu- 
ea profitable gesture 
rs and prospects com- 

of the Annual. 


WORLD 





SE 





. ounce ne, 19467 
pia 


cee 


TRAFFIC | 


j 



























> 
\ — 
; ca 
cg » Steet 
pRB 8 0 ~ 


A SERVICE INSTITUTION 


Z 
~¢ ‘MISSOURI 
PACIFIC 
~~ LINES 


STITUTION 























TRAFFIC 











casa 
erery MONTH 
is our goul ee oe * 


WEST SOUTH SOUTHWEST 


THA SNDEPERDEG) HA 














TRAFFIC WORLD has 
been published 


weekly since 1907. 
Circulation is A. B. C. 


>» 


Extra Distribution... 


Coverage of Top Buying Power... 


- 300 Advertisers in Recent Annuals 


TRAFFIC WORLD'S reg- 
it weekly readers repre- 
it an audience of over 
000 transportation men 
d women. (Our 8,300 sub- 
‘ibers at $20 a year pass 
mg their issues assuring 
gh pass-on readership). 


coverage of the leading ship- 
pers and freight carriers. 

The 1950 Perfect Shipping 
Annual will have the usual 
several thousand extra dis- 
tribution, individual copies 
for pass-on readers. 

Over 300 different adver- 
lis is basically 100% tisers have run advertise- 


ments in the last few of the 
13 Perfect Shipping An- 
nuals published by TRAFFIC 
WORLD ... over 500 since 


WORLD'S Perfect Shipping 
Annuals not only have reader 
preference and use, but also 
advertisers’ acceptance. 


TRAP ETE 


CHICAGO 
418 S. Market St. 


NEW YORK 
122 E. 42nd St. 


WASHINGTON, D. C. 
815 Washington Bldg. 


8 Specialized Services: Traffic World (weekly); Traffic Bulletin; Daily Traffic World; Transpor- 
tion Supply News; World Ports; College of Advanced Traffic; Technical Traffic Information Service; 
Transportation Book Sales Division. 
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Overall Acclaim 


From Industry! 


| rweninde WORLD'S Perfect Shipping 
Annuals have, through the years, 
won high acclaim from the transporta- 
tion” industry, on both the shipper and 
carrier side. 

Key men in shipping, transportation, 
and distribution—that is highway 
trucking companies, railroads, manu- 
facturer-shippers, airlines, steamship 
lines, warehouses, freight forwarders, 
carloading companies, and the like all 
have high praise for TRAFFIC 
WORLD'S Perfect Shipping Annuals. 

Key groups in transportation such 
as: The 13 National Shippers Advisory 
Boards, the National Association of 
Shippers Advisory Boards, National 
Industrial Traffic League, Association 
of American Railroads, American 
Trucking Assoc., Committee of the 
Perfect Shipping Campaign, the 166 
traffic clubs of America (with over 
50,000 members), the Interstate Com- 
merce Commission, and the like have 
acclaimed the TRAFFIC WORLD’S 
Perfect Shipping Annuals through 
hundreds of voluntary testimonial 
letters. Here is just one industry 
leader: 

“Surpassing all dther journalistic achieve- 

ment was the 1949 Traffic World Perfect 

Shipping Annual which | believe con- 

tains the best collection of articles and 

features on perfect shipping ever brought 
together under one cover. It is a refer- 
ence work that should be in every trans- 
portation man’s library. In 1949, Traffic 

World did more, much more, to advance 

Perfect Shipping. Besides  circulatin 

again many extra thousands of copies o 

its Perfect Shipping Annual, they dis- 

tributed 25,000 Johnny Careful cut-outs 
and 25,000 copies of an attractive Perfect 

Shipping poster of their own design. To 

the officers and editorial staff of the most 

influential transportation journal, the 


Traffic World, we extend our grateful 
appreciation.” 


I. M. PETERS, General Chairman, 
National Management Committee, 
Perfect Shipping Campaign. 


(Mr. Peters, a long-time reader of TRAFFIC 
WORLD, has been Perfect ~~ o campaign 
chairman for several years and assumes thet 
position for 1950. e is Trafic Manager, 
Corn Products Refining Co., Chicago.) 
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it appeared to be a reasonable minimum 
for the dairy and packing-house products. 

As to refrigeration service, the Com- 
mission said a reasonable charge, which 
could not be determined from the evi- 
dence of record, should be established 
for this service. It added that, in in- 
stances where the present rates were 
established to include the cost to the 
carrier of supplying refrigeration, the 
tariffs or schedules might reflect a lower 
rate which, when added to the separate 
charge for refrigeration, would ap- 
proximate the present rate. 

After reviewing charges and rules for 
split pick-up and delivery and for 
stopping in transit to complete loading 
or partially to unload, the Commission 
said there was little uniformity in the 
charges or rules and that there was no 
substantial evidence that would permit 
a determination of the reasonableness of 
the charges made for such services. 

However, the Commission continued, 
it was clear some of the rules should be 
modified to describe more definitely the 
extent of the services and the conditions 
under which they would be performed 
where the schedules provided for cer- 
tain additional services without charges 
in addition to the line-haul rate, and 
where it was not possible to appraise the 
extent of the service included in the 
rate from the schedule alone. It was not 
enough that the contract carrier knew 
with a reasonable definiteness the exact 
service he would be called on to perform, 
said the Commission, adding it was also 
necessary that the schedule show the 
carrier’s charges for the additional 
services. Otherwise, it said, there was a 
tendency to conceal the true value of 
the service rendered at the line-haul 
rate. It quoted a rule in one tariff as 
follows: 

“Minimum rates named in this sched- 
ule will be accorded, free pick-up and de- 
livery service. Loading and unloading at 
one or more plants or docks, owned 
and/or operated by the same shipper or 
consignee and its subsidiary and/or 
affiliated companies, or by one or more 
of the contractors [10 are named in the 
schedule] named herein, will be permit- 
ted, and not to exceed two additional 
pick-ups or deliveries intermediate to 
point of origin, or to final destination, 
the aggregate weight of all such pick-ups 
or deliveries to be used in making up 
the required minimum weight. 

Under that rule, said the Commission, 
no additional charges were made for 
the additional pick-ups or deliveries, or 
the stop-offs at intermediate points, and 
it continued: 

“It is impossible to determine from 
the schedule the value of the service 
represented, for example, by the mini- 
mum rate of 42 cents, minimum 20,000 
pounds, on packing-house products from 
South Omaha to Chicago. The value 
of the service is substantially different 
when Montgomery makes one pick-up 
and one delivery of 20,000 pounds of the 
products and is paid 42 cents, than when 
it receives the same rate for multiple 
pick-ups and deliveries, and perhaps in 
addition performs stop-offs in transit. 
This type of rule tends to conceal the 
quantity of service which may be ren- 
dered under a single rate and is clearly 
in violation of section 218 of the in- 
terstate commerce act.” : 
The Commission said the Middlewest 


bureau also asked that it prescribe uni- 
form lists of articles on which the rates 
applied, limit the number of stop-offs in 
transit and the number of split pick- 
ups or deliveries, and certain other mat- 
ters. The Commission said the record 
did not afford sufficient information on 
which the “requested prescriptions” 
could be made. i 





1.C.C. Corrects Report 


In Geneva Steel Case 


The Commission has made public a 
letter from Commissioner Aitchison to 
R. S. Outlaw, general solicitor of the 
Santa Fe Railway, regarding an amend- 
ment to the text of the Commission’s 
report in I. and S. No. 5464—Iron and 
Steel, Utah to Pacific Coast Points. 

In that report the Commission found 
reduced rail commodity rates applicable 
to products of a United States Steel Co. 
subsidiary from Geneva, Utah, to points 
on the west coast not unreasonable or 
otherwise unlawful, and discontinued the 
proceeding (T.W., Oct. 15, p. 31). 

Mr. Aitchison said in his letter: 

“The statement you cite, on sheet 14 
of the mimeographed copy of the report, 
as to the participation of ‘the Southern 
Pacific and Santa Fe’ in the ‘section 22’ 
rates from Geneva during the war, I can 
now see was the result of telescoping the 
substance of two successive paragraphs 
of Mr. Daschbach’s statement of Octo- 
ber 15, 1947, pages 4 and 5. A more care- 
ful reading of those paragraphs shows 
that the statement that the rates ‘were 
participated in by all lines’ refers to a 
subsequent adjustment of the export 
rates, and not the ‘section 22’ quotations. 

“The misstatement had no bearing on 
the conclusions, and the report as ap- 
pearing in our permanent volumes of 
reports, 276 I.C.C. 221, 229, will be 
amended as you suggest by ending the 
sentence with the word ‘respondents’ 
and by striking the words ‘and also the 
Southern Pacific and Santa Fe.’ 

“I thank you for calling attention to 
this slip in statement of the facts.” 





I.C.C. Approves Ballard 
And Skellet Motor Sales 


The Commission, division 4, has ap- 
proved purchases by Ballard Storage & 
Transfer Co., St. Paul, Minn., of motor- 
carrier operating rights of Ballard, Inc., 
also of St. Paul, and by Skellett Van & 
Storage Co., Minneapolis, Minn., of op- 
erating rights of Skellet, Inc., also of 
Minneapolis. It has also approved ac- 
quisitions by Oliver T. Skellet, of St. 
Paul, of control of Ballard Storage & 
Transfer Co. and by Thomas J. Skellet, 
of Minneapolis, of control of Skellet Van 
& Storage Co., through ownership of 
capital stock. 

Reports were issued in MC-F-4328, 
Oliver T. Skellet—Control; Ballard Stor- 
age & Transfer Co.—Purchase—Ballard, 
Inc., embracing MC-F-4329, Thomas J. 
Skellet—Control; Skellet Van & Storage 
Co.—Purchase—Skellett, Inc., and an 
order effective December 31. 

The report said the Skellet brothers 
proposed to retain their stock interests 
in corporations other than those in 
which the other would be the sole share- 
holder, and the Ballard and Skellet 
companies proposed to continue their 
joint advertising programs and pur- 
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chases of insurance. It said the oper. 
tions that the Ballard and Skellet com. 
panies proposed to purchase had beep 
under common control since prior to th 
effective date of motor-carrier regulation, 

“Under the circumstances of  theg 
cases,” said the Commission, “we are of 
the opinion that the proposed purchase; 
and continuance of duplicate operation; 
by the separate companies, under con. 
trol of Oliver T. Skellet and Thomas J, 
Skellet, respectively, through stock 
ownership, will be consistent with the 
public interest.” 

The report said objections, if any, t 
the report and order should be submit. 
ted in writing on or before December 19. 






















Forwarder Permits Issued 
To Huff and Flynn Firms 


Freight-forwarder operations by two 
forwarders have been authorized by the 
Commission, division 4, by reports, per- 
mits and orders in two proceedings, FF-}, 
Sub. 1, C. J. Huff Freight Forwarder Ap. 
plication, and FF-115, Sub. 4, Flym 
Forwarding Co., Inc., Extension—Tacoma, 
and embraced cases. 

In the Huff proceeding it authorized 
C. J. Huff, doing business as Huff For- 
warding Co., San Francisco, Calif., ef- 
fective February 6, 1950, to operate a 
a forwarder of alcoholic beverages from 
points in California to Chicago, III., De 
troit, Mich., Fort Worth and Dallas, Tex, 
New Orleans, La., New York, N.Y., St. 
Louis, Mo., Baltimore, Md., Boston, Mass, 
Jersey City, N.J., Milwaukee, Wis., Phila- 
delphia, Pa., and the District of Colun- 
bia. 

Flynn Forwarding Co., Inc., St. Louis, 
by a fourth amended permit effectire 
February 6, 1950, was authorized to op 
erate as a forwarder of commodities 
generally from all points in Illinois, Ken- 
tucky, Tennessee, Mississippi, Arkansas, 
Missouri, Iowa, and Kansas, to Portland, 
Ore., and Seattle and Tacoma, Wash. 
for export. 

The report said Flynn desired to except 
from its operations the following: Con- 
modities liable to impregnate or other 
wise damage freight; commodities of er 
plosive or otherwise dangerous nature; 
commodities requiring refrigeration; 
commodities necessitating protection 
from freezing; livestock; and freight i 
bulk. It said the exceptions could & 
taken care of by appropriate provision 
in Flynn’s tariffs. 

Embraced proceedings were FF-1li, 
Flynn Forwarding Co., Inc., Freight Fo 
warder Application; Same, Sub. 1, Same, 
Extension—Iowa, Indiana, Ohio, We% 
Virginia; Same, Sub. 2, Same, Extet 
sion—Idaho, Nevada; and Same, Sub. 3 
Same, Extension—Export, reopened fi 
further consideration. 


RAILROAD ABANDONMENTS 


Long Island 


The Commission, division 4, has issue 
a memorandum announcing approval @ 
a report and certificate in Finance N0 
16542, Long Island Rail Road ™ 
Trustees Abandonment. 

The Long Island had asked for aul 
thority to abandon its Manor branch 
extending from Manorville on the mal 
line to Eastport Junction on the Mat 
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tauk branch, about 5.78 miles, in Suf- 
folk county, N.Y. 

The Long Island said there were no 
intermediate stations on the branch and 
that there has been no operation over 
it for almost five years, the two lines 
now being connected by the Central 
pranch between Bethpage and Babylon. 


North Western 


By a memorandum in Finance No. 
16662, Chicago & North Western Railway 
Co. Abandonment, the Commission, divi- 
sion 4, has announced approval of a 
report and certificate in that proceeding. 

The North Western had requested au- 
thority to abandon its Gogebic branch 
extending from Gogebic northward for 
9.259 miles, all in Gogebic county, Mich. 


It said present and prospective traffic 
did not warrant continued operation, 
public convenience and necessity no 
longer required the line’s service, and 
there was urgent need for recovery of 
salvageable materials for use elsewhere 
in transportation or otherwise. 


W.M. 


The Commission, division 4, has is- 
sued &@ memorandum announcing its 
approval of a report and certificate in 
Finance No. 16734, Western Maryland 
Railway Co. Abandonment. 


The Western Maryland, in its applica- 
tion, asked for authority to abandon 
and remove somewhat less than one- 
half mile of main track on its Kingsland 
branch, in Allegany county, Md. The 
W.M. said the line was built in 1881 by 
a predecessor railroad to serve coal 
mines, but that coal in the area had been 
gradually exhausted. ‘There were no 
other industries in the area from which 
it could derive revenue, it said. The 
railroad asserted abandonment would 
enable it to be relieved from taxes on the 


branch property and to benefit from the 
scrap value of the track materials. 


COMMISSION REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission.) 


Potatoes 


No. 29925, Popper-Morson Corporation 
Vv. Pennsylvania Railroad Co. et al. By 
the Commission, division 3. Found not 
shown inapplicable or unreasonable, rate 
of $1.21 a 100 pounds plus 50-per-cent 
penalty sought to be collected on dehy- 
drated potatoes or dehydrated potato 
pulp, carloads, shipped in June, 1946, 
from Campbell, Calif., in bulk, to com- 
Plainant’s distillery at Ruffsdale, Pa. Ap- 
plicable rates from Kansas City, Mo., 
and Denver and Pueblo, Colo., to Ruffs- 
dale, on same commodity, in bags, found 
to-be $1.12, $1.60, and $1.60, respectively, 


and not shown unreasonable. Complaint 
dismissed. 


| UNCONTESTED FINANCE CASES | 


R Report and order in F.D. No. 16577, South- 
pn Railway Co. Purchase, approved. In its 
eae ition, Southern requested an order 
po ( rizing acquisition of franchises, rights 
Railv. Operties of the Atlantic & Yadkin 

way Co. through dissolution of the A. & 





Y. and distribution in liquidation of all of 
its properties and assets to the Southern as 
holder of all of the A. & Y.’s outstanding 
bonds and capital stock. It said the A. & 
Y.’s properties were located in North Caro- 
lina, 

* ae co 

Report and order in F.D. No. 16770, The 
Greyhound Corporation Assumption of Ob- 
ligation and Liability, granting authority to 
assume obligation and liability, as guarantor, 
in respect of the payment of the principal 
of and interest and premium (if any) on 
not exceeding $6,000,000, aggregate principal 
amount, of promissory notes, and not ex- 
ceeding $6,000,000 of first-mortgage sinking- 
fund bonds, to be issued by the Greyhound 
Building Corporation of Chicago in connec- 
tion with the building of a new motorbus 
terminal. Approved. 

* * * 

Report and order in F.D. No. 16786, St. 
Louis-San Francisco Railway Co. Equipment 
Trust Certificates, granting authority to 
assume obligation and liability, as lessee and 
guarantor, in respect of not exceeding $4,- 
080,000 of St. Louis-San Francisco Railway 
equipment-trust certificates, series E, to be 
issued by the Boatmen’s National Bank of 
St. Louis, as trustee, and sold at 99.5391 per 
cent of par and accrued dividends in con- 
nection with the procurement of certain 
equipment. Approved. 

* * * 

Report and order in F.D. No. 16775, Iowa 
Electric Light & Power Co. Debentures, 
granting authority to issue not exceeding 
$4,000,000 of 3145-per cent sinking-fund de- 
bentures, to be sold at par and accrued 
interest, and the proceeds applied to the 
repayment of outstanding 2-per cent notes, 
and to improvement and extension of appli- 
cant’s electric light and gas utility proper- 
ties. Approved. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
Ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 


*MC-32699, Sub. 13, Hugh F. McGold- 
rick, Boston, Mass. Permit granted. 
Roofing and building materials between 
East Rutherford, N.J., on the one hand, 
and, on the other, points in Mass., Conn., 
Vt., N.H., and R.I., over irregular routes, 
conditioned on cancellation of permit 
MC-32699. 

*MC-63777, Sub. 1, Sheets Brothers, 
Wolcott, Ind. Permit granted. Over ir- 
regular routes, (1) new furniture (except 
uncrated) from Wolcott, Ind., to Chi- 
cago and Rockford, Ill., and Cincinnati, 
O.; (2) marble and granite, in slabs, 
from Remington, Ind., and points with- 
in three miles of Remington, to St. 
Louis, Mo., Milwaukee, Wis., points in 
the lower Mich. peninsula, and points in 
Il., Ky., Minn., and O.; (3) plywood and 
veneer from Chicago to Wolcott; and (4) 
wood shavings from Chicago, and ani- 
mal and poultry feed and feed ingredi- 
ents from Chicago, Peoria, and East St. 
Louis, Ill., to points in four Ind. coun- 
ties. 

*MC-107128, Sub. 1, Fast Freight, Inc., 
Indianapolis, Ind. Permit denied. Over 
irregular routes, canned corn and 
canned peas, in cases, between Cayuga, 
Ind., on the one hand, and, on the other, 
all points in Ill., Ky., Mo., and O. 

*MC-107698, Sub. 2. J. & L. Transport 
Co., Inc., Lubbock, Tex. Certificate 


. granted. Over irregular routes, (1) oleo- 


margarine (a) from Dallas, Tex., to Los 
Angeles, Calif., (b) from Los Angeles to 
Amarillo, Tex., and (c) from Wilming- 
ton, Calif., to Lubbock, Tex.; (2) frozen 
eggs from Enid, Okla., to Phoenix, Ariz., 
Albuquerque, N.M., and all Calif., points; 
(3) fresh fruits and vegetables from 
points in Ariz., Calif., and Colo., to 
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points in Tex., except El Paso; and (4) 
frozen foods, (a) between Delta and 
Loveland, Colo., and Phoenix, Ariz., (b) 
between Denver, Delta, and Loveland, 
Colo., and Phoenix, Ariz., and Albuquer- 
que, N.M., on the one hand, and, on the 
other, points in Tex., except El Paso, and 
points in Calif., and (c) between points 
in Tex., except El Paso, on the one hand, 
and, on the other, points in Calif. 

*MC-107934, Sub. 10, M. L. Byrd, dba 
Byrd Motor Lines, High Point, N.C. Cer- 
tificate denied. Canned citrus fruits 
and canned citrus juices from Plant 
City, Fla., to points in 35 N.C. counties, 
with rejected shipments on return, over 
irregular routes. 

*MC-64712, Sub. 1, Walter S. Davis, 
Inc., Philadelphia, Pa. Certificated de- 
nied, Commissioner Lee noting a dissent. 
Machinery and articles requiring special- 
ized handling or rigging because of size 
or weight. except full-fashioned hosiery 
knitting machines, set up on skids, be- 
tween Philadelphia, on the one hand, 
and, on the other, points in Conn., 
Mass., R.I., and N.H., over irregular 
routes. 

*MC-57275, Sub. 3, Schade Transfer & 
Storage Co., Inc., Phoenix, Ariz. Certifi- 
cate granted. Meats, meat products and 
meat by-products, dairy products, and 
articles distributed by meat packing 
houses from Phoenix, Ariz., to points in 
three Ariz. counties, over irregular 
routes, and. empty containers for such 
commodities on return. 

*MC-30837, Sub. 73, Kenosha Auto 
Transport Corporation, Kenosha, Wis. 
Certificate granted. Over irregular 
routes, new automobiles and new trucks, 
in secondary movements, by truck-away 
service, from New York, N.Y., to points 
in Ia., Kan., Ky., Minn., Mo., Mont., 
Neb., N.D., S.D., Tenn., Wis., and Wyo. 

*MC-55889, Sub. 12, Louie Cooper and 
T. J. Davis, dba Cooper Transfer Co., 
Brewton, Ala, Certificate granted. Paper 
and paper bags from Cantonment, Fla., 
to all points in Ala. and Miss., and points 
in specified areas of Ga. and La. 

*MC-75185, Sub. 117, Service Truck- 
ing Co., Inc., Federalsburg, Md. Certifi- 
cate granted, Commissioner Lee dissent- 
ing. Fresh dressed poultry and frozen 
poultry (1) from Salisbury and Cam- 
bridge, Md., and Bridgeville, Dover, 
Felton, and Georgetown, Del., to Syra- 
cuse, Rochester, Buffalo, and Albany, 
N.Y., and Boston, Mass., and (2) from 
Federalsburg, Md., to Binghamton, N.Y., 
East Hartford, Conn., and Altoona, Pa, 
over irregular routes. 

*MC-106049 Sub. 11, Atlanta-New Or- 
leans Motor Freight Co., Atlanta, Ga. 
Certificate denied. General commodities, 
with exceptions, between junction US. 
highways 31 and 90 near Lexley, Ala., 
and Pensacola, Fla., over U.S. highway 
90, serving no intermediate points. 

*MC-110521, Ursin Evans and E. F. 
Davis, Jr., dba D.&E. Truck Service, 
Dyersburg, Tenn., common carrier. Cer- 
tificate granted. Cotton gin machinery 
the transportation of which requires 
special equipment, from Dallas, Tex., 
Birmingham and Prattville, Ala., Amite, 
La., and Memphis, Tenn., to Dyersburg, 
Tenn., and points within 30 miles there- 
of over irregular routes. 

*MC-10928 Sub. 10, Plaza Express Co., 
Inc., St. Louis, Mo., embracing MC- 
107757, Sub. 2, M. C. Slater, Inc., St. 
Louis. Certificates granted. MC-10928, 
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Suk. 10: General commodities, with ex- 
ceptions, serving points in the St. Louis, 
Mo.-East St. Louis, Ill. commercial zone 
as intermediate or off-route points in 
connection with regular-route operation 
petween St. Louis and Memphis, Tenn. 
MC-107757, Sub. 2: Roofing and building 
materials, serving points in St. Louis 
county, Mo., except Valley Park and 
points in the St. Louis-East St. Louis 
commercial zone as off-route points in 
connection with regular-route operations 
between St. Louis and Chicago, II]. 


*MC-74718, Sub. 7, Adkins Transfer 
Co., Inc., Indianapolis, Ind. Certificate 
granted. General commodities, with ex- 
ceptions, (1) serving all points in Jeffer- 
son county, Ky., and Fioyd and Clark 
counties, Ind., within five miles of 
Louisville, Ky., with exceptions; (2) 
serving ail points in the Chicago, Ill. 
commercial zone as intermediate or off- 
route points in connection with regular- 
route operations from and to Chicago; 
and (3) serving all points in Marion 
county, Ind., as intermediate or off-route 
points in connection with regular-route 
operations from and to Indianapolis and 
as alternate routes for operating con- 
venience in connection with regular- 
route operations; (4) between Indian- 
apolis and Columbus, Ind., over new U.S. 
highway 31, serving no intermediate 
points; (5) between junction new USS. 
highway 31 and old U.S. highway 31 and 
junction new U.S. highway 31, U.S. high- 
way 31-A (old U.S. highway 31), and 
U.S. highway 50, over new U.S. highway 
31, serving no intermediate points; and 
(6) between Columbus, Ind., and junc- 
tion new U.S. highway 31 and Ind. high- 
way 7, over Ind. highway 7, serving no 
intermediate points. 


*MC-52729, Sub. 9, Ophelia Fiorot and 
Frank Fiorot, dba Fiorot Trucking, Pen 
Argyl, Pa. Certificate granted. Over 
irregular routes, (1) asbestos cement 
roofing shingles, asbestos cement siding, 
asbestos cement sheets, and asbestos 
cement pressure pipes, from Windgap, 
Pa, to points in Vt., R.1., Va., W.Va., 
and Washington, D.C., within 300 miles 
of Windgap, and to points in Conn., 
Del., Md., Mass., N.J., and N.Y. within 
300 miles of Windgap but beyond 150 
miles thereof, and (2) shipping pallets 
used in connection with the aforemen- 
tioned commodities from points in the 
described destination territory to Wind- 
gap. 


MOTOR FINANCE CASES 


MC-F-4353, E. L. Murphy, Jr., and S. L. 
Wasie—Control; Murphy Motor’ Freight 
ines, Inc.—Purchase—Roy E. Steller. Appli- 
cation for authority under section 210a(b) 
4 Murphy Motor Freight Lines, Inc., of St. 
aul, Minn., for temporary operation of 
certain motor-carrier rights of Roy E. Stel- 


er, dba Steller Transportation Co., of 
Excelsior, Minn., denied. sf 
’ of * ok 
Weic-F-4028. Fay V. Watson, et al—Control; 
amon Bros. Transportation Co., Inc.— 
‘urchase (Portion)—Powell Bros. Truck 


Lines, Inc. Purchase 


by Watson Bros. 
Transportation Co., 


joreert Inc., Omaha, Neb., of 
—— Operating rights of Powell Bros. 

oe Lines, Inc., Springfield, Mo., and ac- 
Wen on by Fay V., Ray E., and Thomas W. 
ftient i, all of Omaha, of control of the 
a through the purchase, approved and 
Mit o ized, with conditions, Commissioner 

Cucll dissenting. 

* * * 


nic -F-3906, John Manlowe — Control; 
gga Truck Lines, Inc.—Purchase—Brown- 
auth *Teight Lines, Inc. Application for 

ority under section 210a(b) of United 


peek Lines, Inc., of Spokane, Wash., for 
tights “a> operation of the motor-carrier 


and certain properties of Brown- 





ing Freight Lines, Inc., of Salt Lake City, 
Utah, denied. a 


* 

MC-F-4331, Harold C. Groendyke—Pur- 
chase—D. L. Peyton. Application for au- 
thority under section 210a(b) of Harold C. 
Groendyke, dba Groendyke Transport Co., 
of Enid, Okla., for temporary operation of 
the motor-carrier rights of D. L. Peyton, dba 
Peyton Transportation Co., of Cordell, Okla., 
denied. eae 

ok 


MC-F-4341, Fay V. Watson, et al.—Control; 
Watson Bros. Van Lines and Heavy Hauling 
Co.—Purchase—Security Van & Storage Co., 
Inc. (John H. Chatz, Receiver). Application 
for authority under section 210a(b) of Wat- 
son Bros. Van Lines and Heavy Hauling Co., 
of Omaha, Neb., for temporary operation 
of the motor-carrier rights of Security Van 
& Storage Co., Inc. (John H. Chatz, Re- 
ceiver), of Chicago, Ill., denied. 


ORDERS 


1.C.C. Revises Class Rate 
Appendix 10 Scale; Orders 


Mountain-Pacific Probe 


The Commission has issued a notice 
of proposed rule making in No. 28300, 
Class Rate Investigation, 1939, in which 
it institutes an investigation into pro- 
posed increased class rates to apply to 
the railroads’ uniform freight classifi- 
cation when it is approved. At the 
Ccmmission it was said the proposed in- 
creases would reflect post-war rate in- 
creases. 

At the same time the Commission is- 
sued an order of investigation in No. 
30416, Class Rates, Mountain-Pacific 
Territory. The investigation will cover 
specified class rates in that territory, 
which was not included in the report of 
May 15, 1945, in No. 28300 (262 I.C.C. 
447). 

Attached to the notice in No. 28200 was 
an appendix showing the original “ap- 
pendix 10” scale which was made a part 
of the report of May 15, 1945. 

Generally the scale of class rates at- 
tached to the notice showed proposed 
increases ranging around 65 per cent. 
The scale showed, for example, at 50 
miles, an original appendix 10 scale of 
first-class rates (class 100) of 60 cents 
a 100 pounds compared with a proposed 
rate of 91 cents. Other examples were: 
For 100 miles, appendix 10 scale, 70 
cents, proposed scale, 114 cents; at 200 
miles, appendix 10 scale, 90 cents, pro- 
posed scale, 149 cents; at 500 miles, 
appendix 10 scale, 140 cents, proposed 
scale, 231 cents; at 1,000 miles, appendix 
10 scale, 213 cents, proposed scale, 341 
cents; and at 1,500 miles, appendix 10 
scale, 278 cents, and proposed scale, 439 
cents. 





Notice in No. 28300 


In its notice of proposed rule making, 
the Commission stated that further in- 
vestigation would be conducted in No. 
28300 and it would be governed by per- 
tinent provisions of the administrative 
procedure act and the interstate com- 
merce act. The general procedures and 
special rules of practice provided therein 
would apply, said the Commission, 
adding: 

“Scope and Purpose of Investigation. 
The scope and purpose of the investiga- 
tion are: 

“1. To revise the basic scale of class 
rates set forth in appendix 10 to the 
original report herein, 262 I.C.C. 447, 
in order that such scale may conform 
to the present and prospective requisites 
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of a just, reasonable, and lawful basic 
scale of class rates to be applied in 
connection with a uniform freight 
classification now under preparation in 
Docket No. 28310; and 

“2. To determine what, if any, ar- 
bitraries should be added to the basic 
scale of class rates for the benefit of 
short-line and weak railroads, so-called. 

“Reasons for Investigation. The Com- 
mission has been informed that the 
work of preparing a uniform freight 
classification by the railroads respond- 
ents in Docket No. 28310, a companion 
proceeding, is nearing completion, and 
it takes official notice of the fact that 
since the prescription of the basic class 
rate scale in its original decision in this 
proceeding general increases have been 
authorized, as briefly described in ap- 
pendix B, in the level of rates in the 
territory within which the original scale 
was intended to apply. Moreover, the 
question of arbitraries for short-line and 
weak railroads, so-called, was left un- 
determined in the original decision. 
These are the considerations leading to 
this further investigation. 

“Proposed Basic Scale of First Class 
or Class 100 Rates. A scale of rates 
tentatively proposed as a substitute for 
the basic scale of first class, or class 
100, rates included in the original report 
in this proceeding as appendix 10 is con- 
tained in appendix A, attached hereto. 
This proposed scale is subject to any 
change or changes that may be made 
therein as a result of this investigation. 
The scales subordinate to this basic first 
class, or class 100, scale are to be deter- 
mined by use of the percentages set forth 
in the original report herein. It should 
be clearly understood that no party in 
interest in this proceeding is precluded 
from proposing and supporting another 
and different scale from that tentatively 
proposed herein. 

“Written Evidence; Special Rules. Evi- 
dence shall be submitted in written form 
at the time and in the manner provided 
for in the attached special rules of prac- 
tice, marked appendix C.” 

Appendix A attached to the No. 28300 
notice contained the aforementioned 
comparison of the original appendix 10 
scale with the proposed scale. Appendix 
B summarized prior proceedings in No. 
28300, including court proceedings. Ap- 
pendix C set forth special rules of prac- 
tice applicable in No. 28300, in addition 
to the general rules of practice. 

Western railroads and shipping inter- 
ests had called for a revision of the 
original appendix 10 scales because, they 
asserted, they did not know what scale 
of rates would apply to the uniform 
classification when it was approved. 


Mountain-Pacific Case 


The Commission’s order in No. 30416, 
relating to interstate class rates intra- 
territorially in Mountain-Pacific Terri- 
tory, included the following: 

“It is ordered, That a. proceeding of 
investigation and inquiry be, and it is 
hereby, instituted by the Commission on 
its own motion into and concerning the 
interstate class rates under the respec- 
tively designated classes, numbered 1 to 
5 and lettered A to E, inclusive; appli- 
cable to the transportation in interstate 
or foreign commerce of property by com- 
mon carriers by railroad, or by water, or 
partly by railroad and partly by water, 











ee 
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subject to the interstate commerce act, 
and the charges resulting therefrom, be- 
tween all points in the United States 
lying on and generally westward of the 
following line: The western boundaries 
of the States of North Dakota, South 
Dakota, and Nebraska south to the main 
line of the Union Pacific Railroad Co., 
thence along such railway west to Chey- 
enne, Wyo., thence south on the line of 
the Colorado & Southern Railway Co. 
and paralleling railroads passing through 
Denver, Pueblo, and Trinidad, Colo., to 
the border of the state of New Mexico, 
thence successively east, south, and west 
along the latter boarder to the interna- 
tional boundary, the Rio Grande River, 
with a view to determining whether said 
rates and charges, or any of them, are 
unjust, unreasonable, unduly prejudicial, 
unduly preferential, or otherwise unlaw- 
ful, and to making such findings and 
order or orders as may be proper in the 
premises. 

“It is further ordered, That the investi- 
gation hereby instituted shall extend to 
all rates determined by ratings in the 
applicable classification of freight proper, 
irrespective of whether such ratings are 
stated as the regular numbered or let- 
tered classes or as percentages of one of 
such classes. 


Rails Denied Relief from 
Order to Furnish Waybills 


The Commission has denied a request 
of the railroads that they be relieved, 
effective January 1, 1950, of the necessity 
of furnishing the Commission authentic 
copies of waybills numbered 1 and ending 
in 01 as required by a Commission order 
of September 6, 1946. The waybills have 
been used by the Commission’s Bureau 
of Transport Economics and Statistics 
for analysis of the transportation of 
property between U.S. points (T.W., Oct. 
29, p. 42). 

The railroads cited the necessity of 
eliminating additional work because of 
the 40-hour week. Chairman Mahaffie, 
of the Commission, replying to the letter 
of the railroads, said substantial use in 
rate proceedings had been made of the 
data and that continuing information of 
the same character would prove equally 
or even more valuable and useful to the 
work of the Commission in the future. 
He continued: 


“Referring to your statement of the 
necessity of seeking every avenue to 
eliminate additional work which inter- 
feres with orderly procedure in the 
freight accounting offices, your attention 
is directed to the fact that 91,951 way- 
bills were received at this office in the 
year 1948 in excess of the 1 per cent 
sample called for under the Commis- 
sion’s order solely because of the use of a 
monthly instead of a block or continuous 
numbering system at all the stations on 
these roads. The excess waybills re- 
ceived because of this situation repre- 
sented 22.18 per cent of the waybills re- 
ceived and 28.50 per cent of the total 
number required for the procurement of 
a representative 1 per cent sample. Sev- 
eral roads have already changed from 
the monthly to the block or continuous 
numbering system with consequent sav- 
ings in time and expense to both the 


roads and the Commission. As soon as 
this is the practice of all the roads much 
of the cause for the complaints prompt- 
ing your letter will have been removed. 

“In view of this situation, the Division 
(Division 1 of the Commission, dealing 
with administrative matters) has au- 
thorized me to advise that your request 
for the discontinuance of these studies is 
denied.” 


Motor Commodity List Date 


For Conference Confirmed 


The Commission, by a notice, has 
scheduled a prehearing conference in Ex 
Parte MC-45, Descriptions in Motor Car- 
rier Certificates, for February 28, 1950, 
at the Commission in Washington before 
Commissioner Cross and Examiners T.L. 
Haden and J.J. Williams. This date had 
been accepted as tentative at a confer- 
ence between officials of the American 
Trucking Associations, Inc., and Com- 
missioner Cross (T.W., Nov. 19, p. 47). 

Earlier the Commission issued a notice 
of proposed rulemaking to determine 
whether there was a need for commodity 
lists to be used in describing property 
that motor carriers were authorized to 
transport, and to assist the carriers in 
translating the terms of their certifi- 
cates into properly filed tariffs. 

In its notice on the prehearing confer- 
ence, the Commission said it was con- 
templated the following subjects would 
be discussed: (1) Issues of the proceed- 
ing with a view to their simplification; 
(2) procedure to be followed at a later 
hearing in order that all interested 
parties might be afforded an opportunity 
to present their views; (3) nature of the 
evidence to be offered at the hearing 
by interested parties with a view to 
insuring a complete and adequate rec- 
ord without duplication; (4) whether 
the evidence should be presented on the 
basis of type of service, class or classes 
of commodities, or otherwise; (5) limi- 
tation of the number of witnesses; (6) 
other discussions that would assist the 
Commission in proper disposition of the 
proceeding; and (7) time and place or 
places at which a hearing or hearings 
would be held. 


Weems Admitted to Practice 


The Commission has announced that 
Frank C. Weems, an examiner on its 
staff for the last 24 years and an em- 
ploye of the Commission for almost 41 
years, has been admitted to practice be- 
fore it. Mr. Weems retired from service 
with the Commission at the close of 
business November 30. 


Motor Finance Action 


The Commission, division 4, has issued 
orders in the following motor finance 
cases, approving the proposals, with the 
effective dates of the orders and the 
dates on or before which objections are 
to be filed with the Commission, as 
shown: 


MC-F-4231, Theodore J. Richmond—Con- 
trol—Northeast Coach Lines, authorizing ac- 
quisition by Theodore J. Richmond, of 
Paterson, N.J.. of control of Northeast 
Coach Lines, Montclair, N.J., through pur- 
chase of a majority of shares of its out- 
standing capital stock. Order effective 
January 4, 1950; objections to be filed by 
December 21. 

MC-F-4257, J. M. Spence—Control; Caro- 
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lina-Norfolk Truck Line, Inc.—Purciase 
(Portion)—James A. Vick and Ryland Rasco 
Vick, authorizing the purchase by Caroling. 
Norfolk Truck Line, Inc., Norfolk, Va., of a 
portion of the operating rights of James A, 
Vick and Ryland Rasco Vick, dba Vick’s 
Truck Line, Woodland, N.C., and acquisition 
of control of the rights by J. M. Spence, of 
Norfolk, through the purchase. Order effec. 
tive December 30; objections to be filed by 
December 15. 

MC-F-4332, Fay V. Watson, et al.—Control; 
Watson Bros. Transportation Co., Purchase— 
G. F. D. Lines, Inc., authorizing purchase 
by Watson Bros. Transportation Co., Inc, 
Omaha, Neb., of the operating rights and 
property of G. F. D. Lines, Inc., Los An. 
geles, Calif., and acquisition of control of 
the rights and property by Fay V. Watson, 
Ray E. Watson, and Thomas W. Waison, 
through the purchase. Order effective De- 
cember 30; objections to be filed by De- 
cember 15. 


Reconsideration Denied in 


Eastern Motor Rate Case 


The Commission, by an order in I. and 
S. M-2949, Increases—Middle Atlantic— 
New England—1948, has denied petitions 
of Middle Atlantic Shippers Motor 
Carrier Committee and others for re- 
argument, reopening, and reconsidera- 
tion in that proceeding. 


By a report and order, the Commis- 
sion, division 2, has found unjust and 
unreasonable, schedules filed by the Mid- 
dle Atlantic States Motor Carrier Con- 
ference, Inc., and others, proposing a 
general 10-per-cent increase in motor- 
carrier class and commodity rates within 
Trunk Line Territory, including the so- 
called New York short-haul area, and 
between Trunk Line Territory and New 
England (T.W., June 25, p. 39). The 
order permitted a 5-per-cent increase. 


In its order the Commission said the 
petitions were denied because the peti- 
tioners had failed to establish that di- 
vision 2’s findings were contrary to the 
facts or law. It said petitioners other 
than the aforementioned shippers’ com- 
mittee were Geo. A. Hormel & Co., et al,, 
Lynchburg (Va.) Traffic Bureau, and the 
U.S. Department of Agriculture. 


Fla.-N.Y. Citrus Rate 


Investigation Ordered 


By an order in No. 30403, Refrigerated 
S.S. Line—Rates and Advance Charges, 
the Commission, division 2, has instituted 
an investigation into proportional] rates 
and charges, and the rules, regulations 
and practices affecting such charges, in- 
cluding the practice of advancing charges 
in connection with local and propor- 
tional rates, applicable to transportation 
via Refrigerated Steamship Line, Inc., of 
oranges, grapefruits and other citrus 
fruits moving by water from Fort Pierce 
and Jacksonville, Fla., to New York, N.Y. 


It said the considered rates and charges 
were as set forth in supplement No. 1 
Refrigerated Steamship Lines, Inc. tariff 
I.C.C. No. 5, and item 20 of the tariff, 
amendments or reissues. 


The Commission had declined to sus- 
pend but voted to investigate these rates 
and charges (T.W., Nov. 12, p. 17). It 
also suspended, by an order in I. and $. 
5718, Citrus Fruit Unloading Charge at 
New York, tariff provisions for absorp- 
tion by railroads of unloading chargé 
at New York City intended to mee‘ com- 
petition by Refrigerated Steamshi» Line. 
The suspension was until June 11, 1950. 

The proceeding in No. 30403 was a5 
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signed for hearing December 15, at the 
Commission in Washington, before Ex- 
aminer R. M. Brown. 


Rail, Water Depreciation 


By sub-orders Nos. WD-136, WD-137, 
and WD-27-B, the Commission has pre- 
scribed depreciation rates applicable to 
transportation property of carriers by 
water as follows: American Tug Boat 
Co., Miami—Key West Barge Line, and 
Card Towing Line, Inc. 

It also prescribed depreciation rates 
applicable to equipment of steam rail- 
road companies as follows: Beaver, 
Meade & Englewood Railroad Co.; Bes- 
semer & Lake Erie; Elgin, Joliet & East- 
ern; Florida East Coast; Galveston 
Wharves; Illinois Terminal Railroad; 
Lake Superior & Ishpeming; Long Island 
Railroad; Missouri-Kansas-Texas of 
Texas; New Orleans, Texas & Mexico; 
New York, Chicago & St. Louis; Pitts- 
purgh, Allegheny & McKees Rocks; Rich- 
mond, Fredericksburg & Potomac; Rut- 
land Railroad trustees; and Spokane, 
Portland & Seattle. 

The rail rates were prescribed by sub- 
orders SE 177-B, 52-B, 38-C, 209-B, 733-A, 
351-C, 408-A, 303-A, 238-C, 538-B, 687-A, 
466-D, 428-A, 253-A, and 558-B. 


Electric Railway Reports 


The Commission, division 1, by an 
order, has directed electric railways to 
file annual reports for the year ended 
December 31, 1949, and for each suc- 
ceeding year until further order, and has 
approved Annual Report Form G (Elec- 
tric Railways), for that purpose. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin.) 





I. and S. M-3176, L.T.L. Commodity 
Rates—Minn., Ill., and Wis., from No- 
vember 23, to and including June 22, 1950, 
certain schedules published in supple- 
ment No. 3 to MF-I.C.C. No. 259 of Cen- 
tral States Motor Freight Bureau, Inc., 
agent, Chicago, Ill. The suspended 
Schedules propose to cancel less-truck- 
load commodity rates on numerous com- 
modities from and to Duluth, Minn., to 
and from points in Illinois and Wisconsin. 

I. and S. No. 5728, Fresh Meats and 
P.H.P., Denver & Pueblo to Oklahoma. 
on the Commission’s motion, from No- 
vember 24, to and including June 23, 
1950, schedules as published in supple- 
ment No. 126 to Agent D. Q. Marsh’s 
tariff I.C.C. No. 3703. The suspended 
Schedules propose to reduce, over certain 
Toutes, the rates on fresh meats and 
Packing house products, in carloads, 
from Denver and Pueblo, Colo., to Mc- 
Alester, Muskogee, Oklahoma City, 
Okmulgee, and Tulsa, Okla., without ob- 
Serving the provisions of section 4 of the 
interstate commerce act. , 

I. and S. M-3177, Beans from Colorado 

Missouri, from November 28, to and in- 
cluding June 27, 1950 certain schedules 
Published in supplement No. 6 to tariff 
MF-I.C.C. No. 154 of Southwest Freight 

€s, Ine., Kansas City, Mo. The sus- 
bended schedules propose to establish re- 


duced truckload rates on dried beans 
from points in eastern Colorado to points 
in Missouri, also to points in Illinois 
grouped with St. Louis, Mo. 

I. and S. M-3178, Vegetable Oil Short- 
ening—N.J.—Mass., from November 26, 
to and including June 25, 1950, certain 
schedules published in supplement No. 25 
to MF-I.C.C. No. A-20 of Eastern Motor 
Freight Conference, Inc. agent. The sus- 
pended schedules propose to reduce from 
50 cents per 100 pounds, minimum 20,000 
pounds to 42 cents per 100 pounds, mini- 
mum 24,000 pounds, the rates on vege- 
table oil shortening, from Edgewater, N.J. 
to Cambridge and Waltham, Mass. 

I. and S. No. 5729, Cattle & Hogs, St. 
Louis to Tallahassee, Fla., on the Com- 
mission’s motion, from November 30, to 
and including June 29, 1950, certain 
schedules as published in supplement 85 
to Agent C. A. Spaninger’s tariff I.C.C. 
No. 698. The suspended schedules pro- 
pose to reduce, over certain routes, the 
rates on cattle and hogs, in carloads, 
from St. Louis, Mo. and East St. Louis, 
Ill. to Tallahassee, Fla., without observ- 
ing the provisions of section 4 of the 
interstate commerce act. : 

I. and S. No. 5730, Fish Between Mid- 
west & Eastern Points, from November 
30, to and including June 29, 1950, cer- 
tain schedules as set forth in supplement 
No. 3 to Railway Express Agency’s tariff 
I.C.C. No. 7487. The suspended sched- 
ules propose to increase the express com- 
modity rates on fish and shell fish, less 
carload and any-quantity, between 
numerous points in the midwest and 
east. 

I. and S. M-3179, Alcohol—Baltimore~ 
to N.J. and N.Y. points, from November 
30, to and including June 29, 1950, cer- 
tain schedules published in supplements 
Nos. 67 and 69 to tariff MF-I.C.C. No. 
A-244 of Middle Atlantic States Motor 
Conference, Inc., agent, Washington, 
D.C. The suspended schedules propose 
to reduce commodity rates on alcohol, 
denatured or methanol, and related 
commodities, minimum 23,000 pounds, 
from Baltimore, Md. to New York 
(Zones 1 and 2) and Garden City, N.Y. 
and Newark, N.J. 


I. and S. M-3180, Cheese and Oleo- 
margarine—New York to Washington, 
from November 30, to and including June 
29, 1950, certain schedules published in 
supplement No. 21 to tariff MF-I.C.C. 
No. 16 of G. F. Morgan, Sr., Agent, 
Washington, D.C. The suspended sched- 
ules propose new commodity rates on 
cheese and oleomargarine, minimum 23,- 
000 pounds, from New York, N. Y., to 
Washington, D.C. : 





COMMISSION ORDERS 


Finance 14500 (5th Sup.), 
ceivership. Sixth ordering paragraph of sup. 
order of June 28, 1946 further modified to 


S. A. L. re- 


extend to January 1, 1951, time in which 

9.A.L. may sell certain securities to be issued 

for exchange under plan of reorganization. 
* * ot 


I. & S. M-3119, Pallets, Cleveland, Ohio to 
Pa. Discontinued as of November 7. Re- 
spondent under special permission filed 
tariff effective November 7, canceling sus- 
pended schedules. | 

* 

MC 108801, Sub. 1, H. L. Melton, contract 
carrier application. Proceeding reopened for 
reconsideration on record. 

*” * * 

MC 110045, F. Marcello, contract carrier 
application. Proceeding reopened for re- 
consideration, with respect to authority to 
serve points in Pa., other than Quakertown. 

* * ca 


MC-F 2872, F. E. Miller, lease, Crutcher 
Bros. Co. Proceeding reopened, order of De- 
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cember 17, 1945 amended to authorize cor- 
poration to lease and F. E. Miller to ac- 
quire control of described operating rights 
of lessor, for remainder of term ss 
December 17, 1950, in lieu of lease of said 
rights by F. E. Miller. 


* * * 


MC-F 3877, North American Van Lines, 
Inc., et al., investigation of control. Pro- 
ceeding to be heard at a time and place 
to be designated. | Ps 

MC-F 3959, H. G. Fowler, control; Fowler 
& Williams, Inc., purchase (portion), Fer- 
guson Motor Transportation, Inc. Effective 
date of order of August 1 further postponed 
January 18, 1950. eaten i 

MC-F -4175, J. Bisgrove, control; Red Star 
Express Lines of Auburn, Inc., purchase 
(portion), Allied Freight System. Effective 
date of order of October 4, postponed to No- 


- vember 30. 


* + * 

No. 29430, Dreher Packing Co. Inc. v. M. 
P. et al: Complainant’s petition for rehearing 
and reconsideration, denied. 

ok 


No. 29889, Standard Cap & Seal Corp. v. 
D. L. & W. et al. Defendants’ petition for 
reargument and reconsideration, denied. 


No. 30065, Moore Business Forms, Inc. v. 
N.Y.C. et al. Complainant’s petition for 


further hearing and reconsideration, denied. 


Electric Railway Docket No. 21, B. & A. 
Petition of B. & A. for reconsideration and 
reargument, denied. ee 

I. & 9. 5473, Switch at Knoxville. Petitions 
of Tennessee Valley Authority, J. Allen 
Smith & Co. and Glazer Steel Corp., prot- 
estants, for reargument and reconsideration 
by entire Commission, denied. 

ok 


I. & S. 5643, Limestone, Prairie DuRocher, 
Ill. to Baton Rouge. Order of October 24 
further modified to become effective January 
i1, 1950 instead of December 11, on not less 
than one day’s notice. 

* 

I. & S. 5666, Cigarettes and tobacco, N.C. 
to Official Territory. Petition of R. J. 
Reynolds Tobacco Co. for reconsideration of 
previous action which denied a petition for 
vacation of suspension order, denied. 

cs 


MC 29988, Sub. 25, Denver-Chicago Truck- 
ing Co., Inc., extension, general commodi- 
ties. Proceeding reopened for reconsideration 
on present record. 

* a * 

MC-C 907, Transportation activities of 
Midwest Transfer Co. of Ill., et al. Date on 
which respondents shall comply with re- 
quirements to cease and desist from per- 
forming all operations found to be unlaw- 
ful and beyond scope of authority granted, 
as specified in report of June 13, extended 
from November 21 to January 16, 1950. 


MC-C 1071, Chicago Wholesale Mdse. Co. 
v. Ringsby Truck Lines, Inc. Motion by 
complainant for assignment of hearing be- 
fore Commission instead of Jt. Bd. 50, over- 
ruled. 

* + al 

MC 623, Sub. 3, H. H. Messick, extension, 
Ia. and MC 623, Sub. 4, H. H. Messick, ex- 
tension, La. Proceedings reopened for fur- 
ther hearing at a time and place to be 
fixed. a igs a 


MC 69397, Sub. 5, O. T. Gladding and H. 
F. Gladding, extension, lumber. Proceeding 
reopened for further hearing at a time and 
Place to be fixed. . : 

MC 109496, C. J. Van Costen, common car- 
rier application. Proceeding reopened for 
further hearing at a time and place to be 
fixed. rae ie 


No. 30361, Helene Curtis Industries, Inc. 
v. C. & E. S., et al. Proceeding handled 
under modified procedure and parties di- 
rected to comply with provisions of rules 
45 to 54, inclusive, of Commission’s general 
rules of practice. : if 

No. 30362, Philip Simon v. C. & N. W., et 
al. Proceeding handled under modified pro- 
cedure, and parties directed to comply with 
provisions of rules 45 to 54, inclusive, of 
Commission’s general rules of practice. 

* * * 


I. & S. M-2828, Classification Ratings on 
Hosiery. Petition for reconsideration by re- 
spondents of September 1, denied. 
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I. & §S. M-3045, Central Territory In- 
creases, less than 5,000 pounds. Discon- 
tinued. Respondents under special permis- 
sion filed tariff effective November 16 can- 
celing suspended schedules. 

* 


I. & S. M-3049, Groceries, Boston, Mass. 
to East Hartford, Conn. Discontinued. Re- 
spondent under special permission filed 
tariff effective October 15 canceling sus- 
pended schedules. | R 

I. & S. M-3058, Fibreboard Boxes, Pa. to 
N.C. Discontinued. Respondent under special 
permission filed tariffs effective November 
14 canceling suspended schedules. 

. * * 


I. & S. M-3059, Meats Over Indiana Re- 
frigerator Lines, Inc. Discontinued. Respon- 
dent under special permission filed schedule 
effective October 12 canceling suspended 


schedules. 
* * a 


I. & 9. M-3078, Minimum Rates, D.C. Hall 


Motor Transportation. Discontinued. Re- 
spondents under special permission filed 
tariffs effective October 10 canceling sus- 
pended schedules. 

* * bd 

I. & S. M-3084, Canned Goods and Onions 
from and to Hungerford, Pa. Discontinued. 
Respondent under special permission filed 
tariff effective October 26 cancelling sus- 
pended schedules. 

* oe co 

I. & S. M-3085, Beverages, Empty Con- 
tainers, Union Cartage Co. Discontinued. Re- 
spondent under special permission filed 
tariff effective September 30 canceling sus- 
pended schedules. 

*K ok * 

I. & S. M-3093, Skelp Steel and Billets, 
Sims Motor Transport Lines. Discontinued. 
Respondents under special permission filed 
tariff effective October 1 canceling suspended 
schedules. 

+ * aa 


I. & S. M-3103, Brass Articles, Conn. to 
Chicago & Louisville. Discontinued. Re- 
spondents under special permission filed 
tariff effective November 14 canceling sus- 
pended schedules. 

* * * 

I. & 3. M-3104, Trudon & Platt Motor 
Lines, Bakery Goods and Tile. Discontinued. 
Respondent under special permission filed 
tariff effective November 1 canceling sus- 
pended schedules. 

*” * of 

I. & S. M-3105, Sommer’s Motor Lines, 
Groceries and Paints. Discontinued. Re- 
spondents under special permission filed 
tariffs effective November 15, canceling sus- 
pended schedules. 

oe * * 

1. & S. M-3110, Tubing, Between Cleveland, 
O., and Erie, Pa. Discontinued. Respondent 
under special permission filed tariff effective 
— 20, canceling suspended sched- 
ules. 

* + * 


1. & S. M-3122, Sugar, Port Wentworth, 
Savannah, Ga. to Gadsden, Ala. Discontin- 
ued. Respondents under special permission 
filed tariffs effective October 10, canceling 
suspended schedules. 

* * * 
M-3124, Sugar, Houston, Tex. to 
Dallas, Ft. Worth, Tex. Discontinued. Re- 
spondents under special permission filed 
tariffs effective November 1, canceling sus- 
pended schedules. 
a” a aa 

I. & 9. M-3125, Chemicals, Paper and Plas- 
tics, Gulf Ports to Tex. Discontinued. Re- 
spondents under special permission filed 
tariffs effective November 15, canceling sus- 
pended schedules. 

ba * * 

I. & S. M-3131, Scrap Paper, Rags, Waste 
Material, Donald Waitman. Discontinued. 
Respondent under special permission filed 
schedule effective October 31, canceling sus- 
pended schedules. 

* a + 

I. & S. M-3162, Canned or Preserved Food- 
stuffs in South. Petition by respondent re- 
questing vaction of suspension orders denied. 

* a * 


I. & S. M-3164, Lard, Soap, Va., Md., D. C. 
Discontinued. Respondents under _ special 
permission filed tariffs effective November 
14, canceling suspended schedules. 

* * * 

MC-C 907, Transportation activities of 
Midwest Transfer Co. of Ill., et al. Petitions 
of Johns-Mansville Sales Corp. and Ameri- 
can Home Foods, Inc. for reconsideration 


I. & S. 


_carload minima as, 


and clarification of Commission’s order, 
denied. : © nab 


MC-F 3324, W. E. Stewart, control; Auto 
Convoy Co., lease (portion), Automobile 
Qhippers, Inc. Effective date of report of 
June 1 further postponed to December 16. 

* * 


MC-F 3957, J. Duff, control; Vollmer 
Transportation, Inc., purchase (portion), B. 
Clayman & Sons. Applicants’ petition for re- 
opening and reconsideration of decision of 
May 13, denied. ne 


MC-F 4013, O. L. Harvey, purchase (por- 
tion), J. O. Anderson. Petition of L. C. Jones 
Trucking Co., granted, insofar as it seeks re- 
opening and proceeding is assigned for hear- 
ing at a time and place to be fixed. 

* 


MC-F 4147, J. H. Buffaloe and W. D. Buf- 
faloe, purchase (portion), Akers Motor 
Lines, Inc. Petition of Dixie-Ohio Express 
Co., et al. for a subpoena duces tecum di- 
rected to Akers Motor Lines, denied. 


APPLICATIONS 


AND PETITIONS — 





Western Roads Oppose New 
Orleans Request for Ex 
Parte 168 Cotton Hold-Down 


Western District railroads have asked 
the Commission to deny a petition of 
the New Orleans Traffic and Transpor- 
tation Bureau for reconsideration and 
modification of its findings on further 
hearing in Ex Parte 168, Increased 
Freight Rates, 1948, so as to protect the 
existing spreads between the varying 
according to the 
bureau, the Commission had done in 
earlier general increase cases (T.W. Oct. 
1. p. 2). 

The railroads said the only justification 
offered for the request was the action of 
the Commission in imposing maxima in 
the earlier general increase cases, and 
that the bureau represented there had 
been no change in commercial and trans- 
portation factors warranting a different 
course in Ex Parte 168. 

However, said the railroads, the peti- 
tion showed on its face that the matters 
were fully presented to.and considered 
by the Commission, adding that the 
Commission did not see fit to impose a 
maximum. 

Referring to opposition of Memphis, 
Tenn., and other interior compress in- 
terests, the railroads said their reply 
showed that other commercial interests 
did ‘not find in the record “convincing” 
proof that there was “definite need” for 
imposition of the maximum sought. 

The railroads said the New Orleans 
bureau had requested by letter that the 
Commission hold in abeyance its peti- 
tion pending further developments, with- 
out disclosing what developments were 
contemplated. The railroads said there 
was no occasion to hold consideration in 
abeyance and that orderly procedure 
would indicate the petition should be 
denied. 


Lake Coal Demurrage Group 
Files ‘5a’ Application 


The Commission, division 2, has an- 
nounced receipt by the Commission of 
section 5a application No. 14, Lake Coal 
Demurrage Committee—Agreement, for 
approval of an agreement under provi- 


sions of section 5a of the interstate 
commerce act. 
Section 5a provides immunity from 


the antitrust laws in connection with 
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rate agreements when the agreement 
have. Commission approval. 

It said the agreement for which ap. 
proval was sought, was between 
among railroad common carriers relat. 
ing to charges for, and rules and regy),. 
tions governing, the detention of railroaj 
cars loaded with coal or certain othe 
commodities when held for unloading 
into vessels at US. ports on Lake 
Ontario, Lake Erie, and lower Lake 
Michigan, and to procedures for joint 
consideration, initiation and establish. 
ment of the agreement. 

Interested persons desiring hearing on 
the application should request it in writ. 
ing within 20 days from November 2% 
said the Commission in its notice 
adding: 

“As provided by the general rules of 
practice of the Commission, person; 
other than applicants should fairly dis. 
close their interest, and the position 
they intend to take at the hearing with 
respect to the application. Otherwise 
the Commission in its discretion, may 
proceed to investigate and determine the 
matters involved in such application 
without further or formal hearing. 


Postponement of Hearing in 
Eastern L.C.L. Case Asked 


Official Territory railroads have asked 
the Commission to postpone the hear- 
ing in No. 29770, Increased Less-Carload 
Rates, Official Territory, now assigned 
for December 13, to February 21, 1950. 
The proceeding involves a second pro- 
posal of the eastern railroads, increas- 
ing less-carload rates. The first pro- 
posals were rejected by the Commission 
on the ground that it could not approve 
a “blanket” increase in all less-carload 
rates after it had admonished the rail- 
roads to study only those that were not 
contributing a proper share of revenue. 

Joseph F. Eshelman, general attorney 
for the Pennsylvania Railroad, and 
counsel for the Official Territory roads 
in No. 29770, explained the request for 
postponement in a letter to the Com- 
mission, as arising out of the need to 
study the situation resulting from the 
recent establishment of charges for 
pick-up and delivery service by certain 
of the railroads. 

Mr. Eshelman’s letter, aside from the 
request for postponement, follows: 

“In view of the recent establishment 
of plus charges for pick-up and delivery 
service by certain of your petitioners, 
the Official Territory railroads are cul- 
rently considering the question whether 
any modification of their proposals as 
presented in the instant proceeding 
should now be made, and in that con- 
nection are developing information, both 
by study and by conference with ship- 
pers, bearing upon that question. The 
information so being developed will not 
be sufficiently complete in time to per 
mit petitioners’ going forward with the 
hearing on December 13th. 

“After canvassing the situation and 
considering possible conflicts with hear- 
ing in other proceedings which would 
involve many of the parties to this casé, 
Tuesday, February 21st appears to be 
the earliest date for the further hearing 
that petitioners can suggest. 

“In making this request petitioners 
are not unmindful of the suggestion of 
division 2 contained in your (etter ° 
October 6, 1949, respecting wi’ drawal 
of the petition without prejudice in cel 
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tain circumstances, but they are unani- 
mously of the view that such suggestion 


is inapplicable to the present situation 
and that withdrawal would seriously 
prejudice their interests. 

“Accordingly, petitioners respectfully 
pray that divisicn 2 permit the postone- 
ment of the hearing as now requested. 
If this request is granted they also suy- 
gest that protestants be given until 
February 1, 1950, to file and distribute 
their submissions or further submis- 
sions of evidence in this case.” 

Mr. Eshelman’s reference to a sugges- 
tion that the petition be withdrawn 
arose out of a suggestion made by the 
Commission when the hearing date was 
moved forward to December 13. At that 
time, the Commission said it might be 
better to withdraw the petition without 
prejudice, if there was disagreement 
among the railroads, rather than to per- 
mit it to remain on the Commission’s 
docket. 

L.C.L. Hearing Postponed 

By a notice in No. 29770, Increased 
Less-Than-Carload Rates, Official Ter- 
ritory, the Commission has announced 
that further hearing in that proceeding, 
assigned for December 13, in’ Washing- 
ton, before Examiner Walsh, has been 
cancelled and the proceeding reassigned 
for further hearing en February 21, 1950, 
at the Commission in Washington, before 
Examiner Walsh. It says the date when 
protestants should serve copies of their 
evidence has been postponed until Feb- 
ruary 1, 1950. 





Auto Water Transportation 


Service Pooling Proposed 


T. J. McCarthy Steamship Co., and 
Nicholson Universal Steamship Co., both 
of Detroit, Mich., and Gartland Steam- 
ship Co., Chicago, Ill., by an application 
filed with the Commission in Finance 
No. 16302, have asked for approval of a 
proposed agreement for the pooling of 
services and a division of gross earnings 
in connection with the transportation of 
automobiles and other motor vehicles 
between Detroit, Mich., and Duluth, 
Minn. 

The applicants said the McCarthy 
firm operated three vessels owned by it 
and a fourth vessel chartered bareboat 
and operated by it, all equipped for 
transporting automobiles and commodi- 
ties generally. Nicholson’s fleet, they 
Said, consisted of four vessels available 
under bareboat charter, and Garland 
owned and operated three vessels and 
had another under bareboat charter. 

The transaction did not involve all of 
the transportation facilities of any of 
the applicants, but only the use by 
each of the available space of the ves- 
Sels of the other applicants between the 
named ports, they said. Present trans- 
portation facilities of the applicants, 
they said, included combination bulk 
and automobile boats and_ specially 
adapted automobile carriers. Also in- 
Volved, they said, were the dock facili- 
ties of McCarthy in Detroit and Duluth. 

“The terms and conditions of the pro- 
Posec agreement,” said the applicants, 
are that as between the ports of De- 
troit, Mich., and Duluth, Minn., each of 
the applicants, to the extent of capacity 
unused in the transportation of its own 
cargo, agrees to transport at the request 
of other applicants such automobiles and 
Other motor vehicles as may be available 


for transportation by vessels of such 
other party.” 

They said that under the agreement, 
the party undertaking the transportation 
was referred to as the “carrying 
line” and the party requesting such 
service was the “billing line.” The agree- 
ment provided for a division of the reve- 
nue between the two parties involved in 
the transportation, they said. 

“The proposed pooling of services and 
division of gross earnings will improve 
the service to the shipping public and 
will effect substantial savings to the 
applicants through the combined use of 
the vessels of the applicants and the 
dock facilities,’ they said. “The pro- 
posed agreement would also result in less 
operating costs and will effect substan- 
tial savings with respect to all applicants 
as the same dock facilities will be used 
by all and the proposed agreement will 
not restrict competition.” 





Forwarder Asks Permit 
For Leased Rights 


Ohio Fast Freight Corp., of New York 
City, has filed two applications with the 
Commission for permits covering serv- 
ices it has been performing under a leas? 
of the operating rights of Wells Fargo 
Carloading Co., Inc., authoriz2d by the 
Commission last May (T.W., May 14, p. 
32). 

In FF-198, Sub. 1, Ohio Fast Freight 
asks authority to forward commodities 
generally from Summit, Stark, Colum- 
biana, Portage, Medina, Geauga, Ash- 
land, Richland, Wayne and Mahoning 
counties, in Ohio, to Bronx, Kings, New 
York, Queens, Richmond, Westchester, 
Nassau and Suffolk counties in New 
York, and Bergen, Hudson, Passaic, Es- 
sex, Union, Morris, Middlesex, Mon- 
mouth and Somerset counties, in New 
Jersey. 

In FF-198, Sub. 2, Ohio Fast Freight 
asks authority to forward commodities 
generally from Cuyahoga, Lorain, Lake, 
Erie, and Huron counties, in Ohio, to the 
aforementioned counties in New York 
and New Jersey. 


PETITIONS FOR REHEARING 


No. 30368, Dow Chemical Co. v. A. & &., 





et al. E. V. Hill, for detendant carriers, asks | 


postponement for 60 days beyond December 

12 of hearing now assigned for December 

12 at Hotel Morrison, Chicago, Ill., be.ore 

Examiner Barber. 
* a . 

MC-C 985, Perishable protective services 
and charges. Eastern Central Motor Car- 
riers Association, for motor common car- 
rier respondents, asks Commission order re- 
quiring all respondents to furnish certain 
statistical and cost data, with respect to 
movement of perishable freight. 


MC+FC 50346, Application for transfer, G. 
M. Moser dba Isham’s Transfer & Storage, 
transferee and D. M. Franklin dba Isham’s 
Transfer & Storage, transferor. Applicants 
ask for reopening and reconsideration of 
action revoking order MC-FC 50346 due to 
failure to file consummation notice. 

* 


No. 30068, Tennessee Products and Chem- 
ical Corp. v. N.C.&S.L., et al. Defendants 
ask reconsideration of decision of Division 2. 


I. & S. M.-3137, Increase, motor, between 
South and Central-East. Central and South- 
ern Motor Freight Tariff Association repre- 
senting St. Louis-Nashville Freight Lines 
and Services Lines asks vacation of susnen- 
sion designated in Commission’s order dated 
October 11. " . 

* 


I. & S. M-3154, Various commodities, Chi- 


. 





51 


| ICC NEWS 


cago-Indiana Freight Lines. Chicago-Indiana 
Freight Lines asks reconsideration and per- 
mission to reinstate suspended items set 
forth in order of October 28. 

OK * * 


MC-C 1003, Class and commodity rates, 
N.Y.—Philadelphia. New York and New 
Brunswick Auto Exnress Co. asks for further 
hearing on certain issues. 

oe a co 


MC-F 3619, P. H. Marcell, purchase (por- 
tion), G. A. Rowey. Martin’s Truck, et al. 
ask for reconsideration of decision by 
Division 4. 

Oe x ef 
_MC-F 4147, J. H. Buffalo and W. D. Buf- 
falo, purchase (portion), Akers Motor Lines, 
Inc. Dixie-Ohio Express Co., Roadway Ex- 
press, Inc. and The Overland Transporta- 
tion Co. ask for a subpoena duces tecum. 


FINANCE APPLICATIONS 


MC-F-4385, Watson Bros. Van Line and 
Heavy Hauling Co., of Omaha, Neb., asks 
authority to purchase certain operating 
rights orf Richard D., William J., and Don- 
ald G. Wilson, dba Wi:son Brothers, of 
Kimball, Neb. 

* * * 


MC-F-4387, Watson Bros. Transportation 
Co., Inc., of Omaha, Neb., asks authority to 
purchase certain operating rights of Rich- 
ard D., William J., and Dona:d G. Wilson, 
dba Wilson Brothers, of Kimball, Neb. 

a ae 





MC-F-4388, Ruan Transnort Corporation, 
Des Moines, Ia., asks autnority to operate 
temporarily and purchase certain rights of 
Petroleum Carriers Co., Minneapolis, Minn. 

* a a 


MC-F-4389, Terminal Transport Co., Inc., 
Indianapolis, “Ind., asks authority to pur- 
chase certain operating rights of Reliable 
Transfer Co., Inc., Augusta, Ga. 

* * we 


MC-F-4390, W. F. Williams, dba P.C.T. 
Stages, Grand Island, Neb., asks authority 
to lease certain operating rights of Bur- 
lington Transportation Co., Chicago, IIl. 

oo a a 


MC-F-4391, Coast Truck Lines, Inc., 
formerly South Bay Motor Freight Co., Inc., 
Seattle, Wash., and Coast Transit, Inc., 
Seattle, ask authority to merge. 

ae tk * 


MC-F-4392, Burlington Transportation Co., 
Chicago, Ill., asks authority to purchase 
certain operating rights of Gibson Lines, 
Sacramento, Calif. 

a * os 


MC-F-4393, Inland Transportation Cor- 
poration, Orange, Calif., asks authority to 
operate temporarily and purchase certain 
rights of Valencia Truck Co., Santa Ana, 
Calif. 

* cd * 

MC-F-4394, J. B. Acton, Tulsa, Okla., asks 
authority to purchase certain operating 
rights of S. R. Hazelrigg Trucks, Seminole, 
Okla. 

* * a 

MC-F-4395, S. R. Hazelrigg Trucks, Sem- 
inole, Okla., asks authority to purchase cer- 
tain operating rights of J. B. Acton, Tulsa, 
Okla. 

ae * * 


MC-F-43¢6, Beacon Fast Freight Co., Inc., 
New York, N.Y., asks authority to purchase 
certain onerating rights of Arch Haulage 
Corporation, New work. N.Y. 

* * 


Finance No. 16796, New York Central 
Railroad Co. asks authority to issue $9,- 
609,000 of its 1950 equipment trust cer- 
tificates to cover 80 per cent of the purchase 
price ($12,138650) of 61 diesel switching, 
road switching and road freight locomotives, 
and 46 electric multivle unit passenger 
coaches. The certificates would be dated 
January 1, 1950, to mature in 15 annual in- 
stallments. Bids are due at the New York 
Offices of the railroad by noon of December 7. 

ok os 


Finance No. 16798. Ba'timore & Ohio Rail- 
road Co. asks authority to assume existing 
obligation of the Baltimore & Ohio South- 
western Railroad Co. as guarantor in respect 
of $7,860,000 of refunding and improvement 
mortgage 4 per cent bonds, Series C, due 
July 1, 2019. $40.312.009 refunding and im- 
provement mortzage 27%, ner cent bonds, 
Series D. due Ortober 1. 1985. of Terminal 
Railroad Association of St. Louis. The B. & 
O. said. that by virtue of an agreement be- 
tween itself and the B. & O. Southwestern. 
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the B. & O. had been for practical purposes 
a “proprietary company” of the St. Louis 
Terminal. sree e 


Finance No. 16799, Coast Transportation 
Co., Inc., and Blue Stack Towing Co., ask 
authority for the transfer of the operating 
rights of Coast Transportation in W-525 to 
Blue Stack, a corporation organized in Sep- 
tember with its offices in Tampa, Fila. Ac- 
cording to the application, Coast Transpor- 
tation is authorized to operate as a com- 
mon carrier by water by self-propelled ves- 
sels and by non-self-propelled vessels with 
the use of separate towing vessels, in the 
transportation of commodities generally over 
the Gulf Intracoastal Waterway and the 
Gulf of Mexico, and connecting waters, be- 
tween the ports of New Orleans, La., and 
Tampa, Fla. (including Port Tampa and 
East Tampa), and intermediate points east 
of and including Apalachicola, Fla., but not 
including transportation between New Or- 
leans and Apalachicola. 

+ * * 


Finance No. 16800, Western Maryland Rail- 
way Co. and named subsidiary companies, 
ask authority for merger into Western 
Maryland of the subsidiaries through acqui- 
sition by the W. M. of all property, cor- 
porate franchises and other assets of the 
subsidiaries, and dissolution of the sub- 
sidiaries, with the W. M. remaining as the 
sole surviving corporation. The subsidiaries 
are named as Greenbrier, Cheat & Elk Rail- 
road Co., Somerset Coal Railway Co., Fair- 
mont Helen’s Run Railway Co., Fairmont 
Bingamon Railway Co., Chaffee Railroad Co., 
Cumberland Railway Co., and Western Mary- 
land Railroad Terminal Co. 

* * *” 


Finance No. 16801, Great Northern Rail- 
way Co. asks authority to assume obligation 
and liability as guarantor in respect of pay- 
ment of principal amount $10,350,000 and 
dividends thereon, Great Northern Railway 
equipment trust of 1949,.equipment trust 
certificates. The G.N. said it expected to ac- 
quire 47 diesel-electric locomotives, 14 all- 
steel air-conditioned coaches, and 15 all-steel, 
light-weight, high-speed passenger cars. 


NEW COMPLAINTS 


No. 30403, Refrigerated S.S. Line—Rates and 
Advance Charges. 

Investigation instituted by the Commis- 
sion, division 2, on its motion, into pro- 
portional rates and charges, and rules, regu- 
lations and practices affecting such rates 
and charges, including the practice of ad- 
vancing charges in connection with local 
and proportional rates, applicable to trans- 
portation of oranges, grapefruit, and other 
citrus fruits moving by water from Fort 
Pierce and Jacksonville, Fla., to New York, 
N.Y., as set forth in supplement No. 1 to 
Refrigerated Steamship Line, Inc. tariff 
I.C.C. No. 5, and item 20 of that tariff, 
amendments or reissues. 

* + co 


No. 30412, Alston-Lucas Paint Co., Lyons, 
TIll., et al. v. Alabama Great Southern 
Railroad Co. et al. 

Allege rates on talc or soapstone, crude, 
ground or unground, from points in Cali- 
fornia, Utah, Montana, Vermont, New York. 
Georgia, Virginia, North Carolina, and On- 
tario, Canada to points in various states, 
in two years last past, in violation of sec- 
tion 1, because subject to increases in ex- 
cess of six cents a 100 pounds made effec- 
tive August 21, 1948. Ask cease and desist 
order and reparation... (V. O. Conaway, 4545 
North Huntington Drive, Los Angeles 32, 
Calif.) 

* ” * 


No. 30413, George M. Hayward, St. Joseph, 
Mo. v. Central of Georgia Railway, et al. 
Alleges rates on scrap lead, July, 1946, 
through August, 1947, from points in Ala- 
bama, Arkansas, Georgia, Maryland, New 
York, Pennsylvania, Tennessee, Texas, Utah, 
and Virginia to St. Joseph, Mo., in violation 
of sections 1 and 6. Asks cease and desist 
order, rates, and waiver of collection of 
charges. (Lester G. Sever and L. C. Powers, 
1016 Baltimore Ave., Kansas City 6, Mo.) 


No. 30414, D. C. Andrews & Co., 
Reading Co. 

Alleges demurrage charges On two car- 
loads of steel consigned on or about Feb- 
ruary 26, 1947, from Carnegie, Pa., to com- 
plainant as freight forwarder for account of 





Inc. v. 





Austin Industrial Corporation, Philadelphia, 

Pa., for export, in violation of interstate 

commerce act. Asks waiver of collection of 

demurrage charges in excess of amount 

Commission may deem just and reasonable. 
oa * 


No. 30415, Republic Francaise, French Sup- 


ply Office, formerly known as French 
Supply Council, Transit Division, New 
York, N.Y., v. Pennsylvania Railroad. 
Alleges freight charges on iron and steel 
articles, from Tioga Street Station, Phila- 
delphia, Pa., to Washington Avenue Wharves, 
Philadelphia, for export, paid in period 
January 14, 1947, until October 30, 1947, in 
violation of sections 1 and 6. Asks cease 
and desist order, rates, and reparation. (Wil- 
liam D. Cavanaugh, 230 Seaman Ave., New 
York 34, N.Y.) 


No. 30416, Class 
Territory. 

Investigation instituted by the Commis- 
sion, on its motion, into interstate class 
rates under respectively designated classes, 
numbered 1 to 5 and lettered A to E, in- 
clusive, applicable to transportation of 
property by common carriers by railroad, or 
by water, or partly by railroad and partly by 
water, and charges resulting therefrom, be- 


* * * 


Rates, Mountain-Pacific 





tween all U.S. points lying on and gen. 
erally westward of the following line: The 
western boundaries of the states of North 
Dakota, South Dakota, and Nebraska south 
to the main line of the Union Pacific Rail. 
road Co., thence along such railway west to 
Cheyenne, Wyo., thence south on the line 
of the Colorado & Southern Railway Co. ang 
paralleling railroads passing through Detiver, 
Pueblo, and Trinidad, Colo., to the border of 
the state of New Mexico, thence successively 
east, south, and west along the latter border 
to the international boundary, the Rio 
Grande River. Investigation to extend to al] 
rates determined by ratings in the applicable 
classification of freight proper, irrespective 
of whether such ratings are stated as the 
regular numbered or lettered classes or as 
percentages of one of Such classes. 


MC-C-1117, H. J. Jeffries, dba H. J. Jef. 
fries Truck Line, Oklahoma City, Okla. 
et al. v. J. B. Acton, Arrow Trucking Co, 
and Wilson Truck Co. 

Alleged rates published by defendants for 


transportation of oil field and _ pipe-line 
commodities unreasonable, unjust, non- 
compensatory, and _ therefore unlawful. 


(Leonard E. Roach, 412 Commerce Exchange 
Bldg., Oklahoma City, Okla.) 


PROPOSED REPORTS 


Examiner Opposes Rail Plan to Equalize 
Ex-Lake Grain Rates at Eastern Ports 


Asks I.C.C. to Find Unreasonable Proposal to Cut Rates from 


Buffalo to New York, Albany, Boston, and Portland, to Equalize 


Rate to Philadelphia, Baltimore. 


Examiner Arthur R. Mackley has 
recommended that the Commission find 
not shown just and reasonable schedules 
filed by six railroads proposing to equal- 
ize the rates on ex-lake grain from 
Buffalo, N.Y., shipped to Portland, Me., 
Boston, Mass., New York, and Albany, 
N.Y., for export with the rates on like 
grain shipped to Philadelphia, Pa., and 
Baltimore, Md., for export. He also 
recommends that the Commission find 
unreasonable proposed equalizations of 
free-time allowance and daily storage 
charges at the ports. He proposes can- 
cellation of the suspended schedules. 

In a proposed report in I. and S. No. 
5641, Export Grain, Buffalo to New York, 
the examiner recommended that the 
Commission should find the present rec- 
ord did not warrant a general conclusion 
different from that reached by division 3, 
in a report made in 1941, in which it 
found, among other things, that a lower 
rate to Philadelphia and Baltimore than 
to New York was not warranted on con- 
sideration alone of relative distances, 
but that terminal operations at New 
York were sufficiently different from 
those at Philadelphia and Baltimore to 
justify a half-cent differential in favor 
of Philadelphia and Baltimore. 

He said the proposal to revise the rela- 
tion of rates, free-time allowances, and 
storage charges on ex-lake grain, for ex- 
port, from Buffalo and other lake ports 
to north Atlantic ports was made in 
schedules filed to become effective last 
April 11, by the New York Central Sys- 
tem (including the Boston & Albany and 
the West Shore), the Lehigh Valley, the 
Lackawanna, the Erie, the Boston & 
Maine (including the Maine Central), 


and the New Haven. On protests of vari- 
ous interested parties, including the Bal- 
timore & Ohio, the Pennsylvania, the 
Reading, and the Western Maryland rail- 
roads, and Philadelphia and Baltimore 
port interests, operation of the proposed 
schedules was suspended until November 


Also Rules on Free Time, Storage 


10, and the respondents agreed to such 
further suspension as might be necessary 
in the proceeding’s pendency, he said. 

Prior to World War II, he said, a con- 
siderably greater volume of export wheat 
moved from Buffalo to New York and 
Boston than to Philadelphia and Balti- 
more. This tonnage ratio began to 
change in wartime, he said, adding that 
since 1945 the reversal had been “mark- 
edly progressive,’ and much more ex- 
lake grain was now being received at 
Philadelphia and Baltimore than at New 
York and Boston. These conditions were 
of a temporary nature, he said. 


Railroad Proposals 


Rates from the other lake ports were 
made in relation to the adjustment from 
Buffalo, said the examiner, adding that 
the Buffalo rates were discussed in his 
report as typical of the entire adjust- 
ment. The present rate from Buffalo 
was the same to Portland, Boston, New 
York, Albany, and Norfolk, Va., and was 
half a cent higher than to Philadelphia 
and Baltimore, he said. The respondent 
railroads proposed to reduce the rate 
from Buffalo to New York, Albany, 
Boston, and Portland half a cent, thereby 
equalizing all of the ports except Norfolk, 
which rate would continue to be half a 
cent higher than to the other ports, said 
the examiner. 

Free-time allowance was 10 days at 
New York and Albany, and 20 days at 
Boston, Philadelphia, Baltimore and 
Norfolk, he said. The respondents pro- 
posed to increase the allowance to 20 
days at New York, thereby equalizing 
New York with Boston, Philadelphia, 
Norfolk and Baltimore, he said, adding 
that they did not propose to change the 
free-time allowance of 10 days at Al 
bany. 

Daily storage charges a bushel, after 
expiration of free time, was .07 cent al 
New York, Philadelphia, Baltimore ané 
Norfolk, .016 cent at Boston, «nd .03 
cents at Portland, said the examiner, 
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adding that the respondents proposed to 
increase the charges to .07 cent at Boston 
and Portland. 

The respondent railroads did not con- 
trol the adjustment at Norfolk and at a 
hearing in the proceeding “opinion was 
that the carriers controlling that ad- 
justment would equalize the rate to Nor- 
folk with that to New York, if respond- 
ents’ proposal should be approved,” he 
said. 

The B. & O., he said, had stated its 
intention to file schedules proposing to 
reduce the rate half a cent on ex-lake 
export grain from Buffalo to Philadelphia 
and Baltimore, in restoration of the pres- 
ent relation, if the proposed reduction of 
half a cent in the rate on similar traffic 
from Buffalo to New York was found 
justified in the instant proceeding. 


“The ex-lake rates from Buffalo apply 
on wheat received there by lake steamer,” 
said the examiner. “In normal times the 
greater part of this wheat is of Canadian 
origin, shipped by rail to Fort William 
and Port Arthur, thence by lake to Buf- 
falo. The domestic ex-lake wheat orig- 
inates mainly in Minnesota, the Dakotas, 
and other western states, and is shipped 
by rail to Duluth and Superior, Minn., 
thence by lake to Buffalo. The ex-lake 
wheat constitutes a minor part of the 
total wheat received at eastern ports, 
especially Philadelphia and Baltimore. 
The greater volume is wheat received 
over all-rail routes from producing areas 
in Central and Western territories.” 


All-Rail Grain Rates 


He said that on this all-rail grain 
the rates to New York were 1.5 cents 
higher than to Philadelphia and Balti- 
more, a differential three times that on 
ex-lake wheat from Buffalo and there 
was no proposal to disturb this relation. 
On classes and commodities generally, 
other than grain, he said, the export 
rates from Buffalo were the same to 
New York, Boston, and Portland as to 
Philadelphia and Baltimore. 


Class rates were lower to New York 
than to Philadelphia and Baltimore on 
domestic traffic from Buffalo and the 
rates on domestic shipments of grain 
from Buffalo were equalized to New 
ag Philadelphia and Baltimore, he 
said. 


The U.S. Department of Agriculture, 
he said, contended that, in view of the 
equalizations on other commodities, the 
proposed equalization on grain was re- 
quired by section 3(la) of the interstate 
commerce act, which declared it to be 
the policy of Congress that “shippers of 
wheat, cotton, and all other farm com- 
modities for export shall be granted ex- 
Port rates on the same principles as are 
applicable in the case of rates on indus- 
trial products for export.” 


History of Adjustment 


He said the present rate relation of 
half a cent lower to Baltimore and 
Philadelphia than to New York, on ex- 
lake export grain from Buffalo, had been 
I effect since 1905, as a result of a 
Tecommendation of ‘the Commission in 
In tre Matter of Differential Rates, 11 
LC.C. 13, made at the request of port 
Shipping interests, following elaborate 
hearings. 

“For years prior to that decision the 
Tate; on ex-lake shipments to north 
Atla: tic ports, for export, had been the 
Subject of carrier competition that re- 
Sulte’ in a rate war, during which the 
ton-nile yield became as low as three 
mills. to the great unsettlement of com- 


mercial as well as transportation condi- 
tiohs . ...” 

He said the change in distribution 
of wheat through the eastern ports in 
the World II period had been a result 
of several circumstances, including the 
fact that prior to 1935 the ocean rates 
on parcel-lot shipments were lower 
from New York than from Philadelphia 
and Baltimore, in an amount sufficient 
to counteract the differential in rail 
rates against New York.’ Since then, he 
said, the ocean rates on pareel-lot ship- 
ments had been equalized from all the 
named eastern ports. He said that for 
many years also, New York had the 
advantage of more frequent and direct 
sailings from that port than from Phila- 
delphia and Baltimore, and of a greater 
shipment from New York than from the 
other ports in parcel lots. 


U.S. Largest Shipper 


“The shipment of export grain is now 
mainly by the U.S. Government, in full- 
cargo lots, rather than by individual 
grain dealers in parcel lots, and ship- 
ments in cargo lots have become greater 
from Philadelphia and Baltimore than 
from New York,” continued the exam- 
iner. “Another element in the change 
is the greater storage capacity at Phila- 
delphia and Baltimore than at New 
York, better enabling the accumulation 
of grain for shipment in cargo lots. The 
diminution in shipments in parcel lots is 
of particular concern to Boston, which 
is mainly dependent on parcel-lot ship- 
ments of grain for bottom cargo.” 

He said this differential adjustment 
had been sustained in other proceedings, 
and cited Cham. of Com. of State of 
New York v. N.Y.C. & H.R.R. Co., 24 


- L.C.C. 55, decided June 4, 1912; Baltimore 


Chamber of Commerce v. Ann Arbor R. 
Co., 159 I.C.C. 691, decided December 3, 
1929; and Port of New York Authority v. 
Baltimore & O. R. Co., 248 I.C.C. 165, de- 
cided November 19, 1941. 


“The present proceeding differs from 
the other mainly in that it is the first 
in which the carriers themselves have 
proposed to remove the differential, they 
having been defendants in former cases.” 

The general situation presented was 
substantially the same as was be- 
fore division 3 in the aforementioned 
proceeding of Port of New York Au- 
thority v. B. & O., decided in 1941, except 
for an increasing advantage, especially 
since 1945, of Philadelphia and Balti- 
more over New York and Boston, in the 
volume of export grain, said the ex- 


- aminer. 


“If, as found by division 3 in that pro- 
ceeding,” he continued, “the differentiai 
of half a cent against New York is jus- 
tified by the difference in the terminal 
operations at the respective ports, the 
increasing loss of export tonnage by New 
York, and the corresponding gain there- 
of by Philadelphia and Baltimore, would 
not be of major significance. Moreover 
the present pattern of purchase and 
quantity shipment of export grain can- 
not be viewed as of permanent duration. 
With the government eventually out of 
the picture as the principal shipper of 
export grain, it seems clear that ship- 
ments will be made increasingly in par- 
cel lots, and that New York, with its 
more frequent and direct sailings, will 
again benefit from its status as the most 
logical port for such shipments.” 

The examiner said this differential ad- 
justment was “too important and con- 
troversial, and of too long standing, to 
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be changed to meet conditions of a 
temporary nature, even though some- 
what protracted and still of uncertain 
duration.” Continuing, he said: 

“Tt is also pertinent to state that the 
differential adjustment while having for 
a general objective an equitable distri- 
bution of export grain through north 
Atlantic ports, to the extent warranted 
by relative transportation conditions, 
was never intended to guarantee a defi- 
nite range of percentage volumes of traf- 
fic through the respective ports. The 
status of the proponent carriers as re- 
spondents in a suspension proceeding, 
instead of defendants in a complaint 
proceeding, does not _ substantially 
change the test of justness and reason- 
ableness of the proposed adjustment.” 

A footnote to Examiner Mackley’s re- 
port said that from Oswego, N.Y., there 
were no ex-lake rates to Philadelphia, 
Baltimore, or Norfolk. The footnote said 
that to Albany, New York, Boston, and 
Portland the ex-lake rates were 1.5 cents 
less than from Buffalo. It also said that 
from Ogdensburg, N.Y., to Boston, the 
ex-lake rate rate was 1.5 cents less than 
to New York. It said the railroads pro- 
posed to reduce these rates half a cent. 

Although these rates were not other- 
wise mentioned in the body of the re- 
port a precis at the head of the report 
stated that schedules proposing re- 
adjustments. from Oswego and Ogdens- 
burg to certain north Atlantic ports were 
also found by the examiner not shown 
just and reasonable. 


Examiner Asks Dismissal 
Of Motor Sale Application 


Omitting Control Request 


Examiner John L. Boyd, by a pro- 
posed report in MC-F-4282, Transport 
Corporation—Purchase (Portion)—B. E. 
Carroll, has recommended that the Com- 
mission dismiss, for lack of jurisdiction, 
an application of the Transport Cor- 
poration, Blackstone, Va., for authority 
to purchase certain motor-carrier oper- 
ating rights of B. E. Carroll, doing busi- 
ness as Carroll’s Transfer, Dublin, N.C. 

The proposal could not lawfully be 
approved, said the examiner, in the ab- 
sence of an application for authority to 
acquire control of the operations, by W. 
G. Epes, Jr., who had power to control 
Transport Corporation through owner- 
ship of 50 per cent of its common capi- 
tal stock, and by four other individual 
stockholders of that corporation, all of 
whom, he said, appeared to be an af- 
filiated group. 


He said that in response to an in- 
quiry of the Bureau of Motor Carriers 
as to whether it was intended a sup- 
plemental application would be filed 
for authority to control the operations, 
by the person or persons in control of 
Transport, counsel for Transport stated: 
“I believe all necessary parties are 
joined in the application and therefore 
do not expect to file a supplement mak- 
ing additional persons parties applicant.” 


In making the inquiry, he said, the 
Bureau referred to the principle set 
forth by the Commission in Refiners 
Transport & Term. Corp.—Purchase— 
Marshall, 39 M.C.C. 271, which amended 
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the form of application for use in motor 
finance proceedings. 

In Transport Corporation of Virginia 
—Purchase—Clyde Jones, 40 M.C.C. 257, 
said the examiner, the vendee, which was 
the present ‘Transport Corporation’s 
predecessor, sought to acquire certain 
tobacco operating authority. He said it 
appeared in that case that L. H. Irby, 
trustee for W. G. Epes, Jr., held 50 per 
cent of the outstanding stock, with 
power to control the vendee, and that 
the remaining 50 per cent was divided 
among four other named individuals. 

He said no application was filed in 
that proceeding by the trustee or other 
stockholders of the vendee for authority 
to acquire control of the involved rights 
and, as in the instant proceeding, in- 
quiry was made by the Bureau with re- 
spect the joinder of the persons in con- 
trol as a party applicant, but no further 
application was filed. 

The Commission, division 4, he said, 
concluded that the application could not 
lawfully be approved and the application 
was dismissed. The examiner said the 
instant situation was not distinguish- 
able from that involved in the Jones 
case. 

The instant case, he said, involved 
rights for transportation of leaf tobacco 
between points in Georgia, on the one 
hand, and, on the other, points in North 
Carolina, South Carolina, and Virginia. 

The examiner said Carroll’s Transfer, 
the vendor, admitted it had not trans- 
ported any traffic under the considered 
rights since acquiring them in 1948. On 
a basis of the evidence, he said, it had 
not been shown that the institution of 
service rights by Transport Corporation 
was needed. He said it was his opinion a 
division of the rights in the manner pro- 
posed had not been shown consistent 
with the public interest. 





Examiners Approve Sale to 


Commercial Carriers, Inc. 


Examiners Lacy W. Hinley and Joseph 
M. Zurlo have recommended that the 
Commission approve the purchase by 
Commercial Carriers, Inc., Detroit, Mich., 
of certain motor-carrier operating 
rights of Automobile Transport, Inc., of 
Delaware, Dearborn, Mich., and acquisi- 
tion of control of the rights by Walter F. 
Carey and B. B. Beveridge, both of De- 
troit, through the purchase. 

The recommendation appears in a 
proposed report in MC-F-4040, Walter F. 
Carey and B. B. Beveridge—Control; 
Commercial Carriers, Inc.—Purchase 
(Portion)—Automobile Transport, Inc. 
of Delaware. 

The examiners said protestants urged 
denial of the application on the grounds, 
among others, that the type of service to 
be performed, if approved, was to be 
feared because the control of Commer- 
cial Carriers and Commercial Barge 
Lines, Inc., in a tommon interest, with 
relation to the proposed service of Com- 
mercial Carriers, would promote practices 
discriminatory to competitors. 

This contention, they said, was “pri- 
marily based on fear and not actuali- 
ties.” Commercial Barge Lines, the ex- 
aminer said, was the only water carrier 
specializing in the handling of automo- 


biles in the territory it served, and it 
and Commercial Carriers offered the 
shipping public a coordinated truck- 
barge service that permitted the auto- 
mobile manufacturing industry to use 
water service when otherwise that serv- 
ice could not be employed because of 
slow transit. 

“Both carriers have built up efficient 
operating organizations and have op- 
erated successfully for many years,” the 
examiners continued. “While protestants’ 
contention pertaining to the advantages 
derived from the combined service of 
vendee and Barge Lines may be merito- 
rious, questions concerning the lawful- 
ness or unlawfulness of the practices of 
these two companies in their coordinated 
services, are not strictly in issue herein. 
Other sections of the act provide ade- 
quate remedies for correction of these 
evils, if found to exist. Although several 
protesting witnesses testified as to a loss 
of business to vendee because of its af- 
filiation with Barge Lines, the evidence 
of record reveals they are now operating 
profitably. In the examiners’ opinion, 
denial of the application because of pro- 
testants’ apprehension as to possible fu- 
ture harm, without supporting evidence, 
is not justified.” 

They said eight motor common car- 
riers opposed the application. 

The examiners said Commercial Car- 
riers, under the instant transaction, pro- 
posed to purchase Automobile Trans- 
port’s operating rights under its certifi- 
cate MC-87928 covering operations in 
initial movements of new automobiles, 
trucks, bodies, new cabs, new chassis, 
and parts, from Wayne county, Mich., to 
Pittsburgh, Pa., also rights covering op- 
erations in secondary movements be- 
tween Wayne county and Pittsburgh. 





Floor Furnace Ratings for 


Motor Carriers Proposed 


Examiner Tobias Naftalin, by a rec- 
ommended report in I. and S. M.-3029, 
Classifications—Floor Furnaces, has rec- 
ommended that the Commission find un- 
just and unreasonable proposed increased 
ratings in the National Motor Freight 
Classification on electric, gas, or oil, hot- 
air floor furnaces. 

The recommendation was’ without 
prejudice to establishment of less-than- 
truckload ratings of second class, and 
truckload ratings of 55 per cent of first 
class, minimum 14,000 pounds. 

An order requiring cancellation of the 
schedules and discontinuing the pro- 
ceeding was proposed. 

The examiner said that by schedules 
filed to become effective last May 3, car- 
riers parties to the aforementioned classi- 
fication No. 9, C. F. Jackson, agent, pro- 
posed to increase the classification rat- 
ings on floor furnaces between all U.S. 
points. The proposed schedules, he said, 
were suspended until December 2, on pro- 
test of numerous manufacturers, deal- 
ers, shippers’ associations, and some 
motor carriers. 

At present, he said, under the general 
heading “Boilers, Furnaces, Radiators, 
Stoves, Related Articles or Parts Named,” 
the classification contained many de- 
scriptions of articles with various ratings, 
including ratings on hot-air house heat- 
ing furnaces and specifically named parts 
or equipment, of third class in less-than- 
truckloads, and fifth class, in the east 
and west and class 37.5 in the south, 
minimum 24,000 pounds. 
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He said the respondent carriers pro- 
posed to establish an additional de- 
scription on electric, gas, or oil hot-air 
floor furnaces subject to ratings of first 
class in less-than-truckloads, and third 
class, minimum 12,000 pounds. He said 
floor furnaces were now embraced in the 
present description of hot-air furnaces, 
but would become subject to the more 
specific new item now under suspen- 
sion. The resulting increases in rates 
would be very substantial, said the ex- 
aminer, adding that essentially the car- 
riers’ case was based on density of the 
commodity. 

Their position, he said, was that the 
proposed rates were in line with those 
approved by the Commission on articles 
having similar transportation character- 
istics, which they characterized as “light 
and bulky.” 

“The shipments under consideration 
have a wide range of densities, and there 
is no showing upon this record that 
their transportation characteristics are 
materially different from those of other 
articles with which they are now grouped 
and are competitive,” said the examiner. 
“Thus there is no substantial evidence 
as to the densities, values, and other 
transportation characteristics of the 
present grouping of these commodities, 
The protestants’ position in this respect 
is, essentially, that the entire burden 
rests upon the respondents not only to 
justify an increase in the ratings on 
floor furnaces but also to prove the 
reasonableness of the removal of that 
commodity from the present grouping. 
This would seem to be an unreasonable 
extension of the burden of proof. The 
respondents have shown that floor fur- 
naces may be constituted as a class of 
articles which have common character- 
istics, are competitive with each other, 
and have a range of densities and values. 
Their transportation characteristics as 
a group and the competition with other 
heating units, however, warrant a lower 
basis than has been proposed.” 










































Lake Champlain Held Not 
Part of N.Y. Canal System 


In a proceeding involving rates and 
charges applicable to transportation of 
cement, fertilizer and fertilizer mate- 
rials between various ports and _ points 
in New York and New Jersey, on the 
one hand, and Plattsburg, N.Y. and 
Burlington, Vt., on the other, Examiner 
Harold M. Brown has _ recommended 
that the Commission find Lake Champ- 
lain not a part of the New York State 
Canal System and therefore that the 
respondents’ present certificate does not 
give them authority to serve ports and 
points on that lake. 


“It necessarily follows,” said the ¢x- 
aminer in a proposed report in No. 
30221, Dwyer Lighterage Rates—Platts- 
burg and Burlington, “that the tariffs 
published by respondents .. . are pub- 
lished without proper authority and the 
rates and charges, etc., contained 
such tariffs should therefore be found 
to be unlawful. The tariffs in queés- 
tion should be ordered canceled and the 
investigation discontinued.” 


The examiner said the proceeding was 
an investigation instituted by the Com- 
mission, division 2, on its own motion, 
by an order of April 15. He said the 
tariff publishing the rates and ‘chargé, 
as set forth in items Nos. 5, 10, and 
25 of Dwyer Lighterage, Inc.—Harbo 
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December 3, 1949 


Towboat Co., Inc., tariff I.C.C. No. 11, 
was. permitted to become effective April 
18. 

He said the question seemed now to 
be raised for the first time with respect 
to whether the ports actually located on 
Lake Champlain were properly a part 
of the New York State Canal system 
or whether the inclusion of such ports 
exceeded the geographical limitations of 
the language employed in the certificate 
and order issued to the respondents. 

“Tt is the respondents’ position,” said 
the examiner, “that the ordinary usage 
and import of the words, “The New York 
State Canal system, except the Cayuga 
and Seneca Canal,’ contained in the 
authority granted respondents by the 
Commission, authorizes the publication 
of rates and maintaining of service to 
any all ports located on Lake Champlain 
proper as the same is an inherent part 
of the New York State Canal Sys- 
fm...” 

The examiner said the respondents’ 
evidence clearly indicated that the state 
canal system from Troy, N.Y., to White- 
hall, N.Y., ended at Whitehall. He said 
a map introduced in evidence showed 
this clearly and the respondents’ wit- 
ness further substantiated the fact that 
the state’s authority over the canal sys- 
em also ended at Whitehall. 

“The building of dock facilities, etc., 
at ports on Lake Champlain for water 
carriers and others does not constitute 
an extension of the state canal system,” 
he continued. “Lake Champlain is not 
situated wholly within the boundaries 
of the state of New York and certainly 
Burlington, Vt., could never be con- 
sidered as a port on the New York 
State Canal system.” 

He said the authority granted the re- 
spondents in W-727 and W-736 generally 
included transportation of commodities 
between ports and points along the 
Atlantic coast and its tributaries from 
Sakonnet River, R.I., to New York, N.Y.. 
inclusive, the Hudson River, the New 
York State Canal system, except the 
Cayuga and Seneca Canal, and in the 
New York harbor area. 


Dairy Products 


I. and S. M-3020, Dairy Products— 
Interstate Dispatch, Inc. By Examiner 
Tobias Naftalin. Recommended that 
the Commission find just and reason- 
able, schedules proposing establishment 
of a commodity rate on dairy products 
consisting of butter, butter grease, and 
oleomargarine, of 68 cents a 100 pounds. 
minimum 20,000 pounds, from Indianap- 
dlis, Ind., to Milwaukee, Wis., 272 miles, 
taking precedence over present class rate 
of 90 cents, minimum 16,000 pounds. 
Order vacating suspension order and dis- 
continuing proceeding proposed. The 
examiner said the schedules were filed 
to become effective last April 17, by 
Interstate Dispatch, Inc., Chicago, Ill. 
and their operation was suspended until 
November 16, on protest of Central 
States Motor Freight Bureau, Inc., in 
behalf of its members other than Inter- 
state. He said Interstate formerly moved 
several truckloads of olemargarine a 
month from Indianapolis to Milwaukee 
for one shipper at the class rate, but 
recently lost this traffic to the Emery 
Transportation Co., a contract carrier, 
Which had been charging 68 cents. He 
Said the proposal was an attempt to 
Tecapture this business and the proposed 
Tate was in line with the prevailing 








basis on these articles in the same gen- 
eral territory. 


Cordage 


No. 30207, Clarence E. Page v. Chi- 
cago, Rock Island & Pacific Railway Co. 
et al. By Examiner Thomas R. Roper. 
Recommended that Commission find un- 
reasonable to the extent it exceeded 
$1.29 a 100 pounds, plus 10-per-cent gen- 
eral increase effective October 13, 1947, 
applicable rate of $3.01 on two carloads 
of cordage or twine, synthetic fibre, 
shipped December 9, 1947, from Cleve- 
land, O., to Yukon, Okla. Award of 
reparation of $1,852.09 with interest and 
waiver of collection of outstanding 
undercharges recommended. 


MOTOR RECOMMENDED REPORTS 


(Recommended orders in these reports, 
at expiration of 20 days from date of 
service of reports (unless otherwise 


stated), become effective unless exceptions 


have been filed within the 20-day period 
or exceptions have been seasonably filed 
by other parties, or the order has been 
stayed or postponed by the Commission. 
State in which applicant has home office 
is shown in “black face’’ type, with name 
of town or city following.) 


California (Oakland)—MC-730, Sub. 
23, Pacific Intermountain Express Co. 
Certificate proposed. General commodi- 
ties, with exceptions, over described reg- 
ular route between Pocatello, Ida., and 
Midway, Ida., and return, serving U.S. 
Atomic Energy Reactor Testing Station 
and points in the reacter station reserva- 
tion as intermediate and _  off-route 
points. 

Illinois (Chicago) —-MC-111126, William 
Sadowsky, common carrier. Certificate 
proposed. Over irregular routes, (1) lum- 
ber, (2) wooden poles requiring special 
equipment or handling, and (3) plaster- 
board, from points in Ill. in Chicago 
commercial zone to points in Ind. 

Indiana (South Bend)—MC-29886, Sub. 
48, Dallas and Mavis Forwarding Co. 
Denial of certificate proposed. Over ir- 
regular routes, motor vehicles, except 
trailers, in initial and secondary move- 
ments, in truckaway and driveaway serv- 
ice, from points in Wayne county, War- 
ren township, and Macomb. county, 
Mich., and from Toledo, O., and South 
Bend, Ind., to points in Mont. 

Iowa’ (Estherville)—-MC-110068, Sub. 
4, J. M. Robb, dba Robb Transportation 
Co. Denial of certificate proposed. 
Over irregular routes, horsemeat, frozen, 
in packages, from Estherville to points 
in all states and Washington, D.C., with 
no transportation for compensation on 
return. 

Michigan (Grand Rapids)—MC-35628, 
Sub. 161, Interstate Motor Freight Sys- 
tem. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween Milwaukee and Beloit, Wis., over 
described routes, for operating conveni- 
ence, serving no intermediate or off- 
route points, with further restrictions. 

New York (Huntington, Long Island)— 
MC-96286, Sub. 2, Walter J. Makowski. 
Certificate proposed. Over irregular 
routes, fertilizer materials and lime from 
Bristol, Devault, Plymouth Meeting, and 
Swedeland, Pa., and Bayonne and May- 
wood, N.J., to points in Nassau and Suf- 
folk counties, N.Y., with no transporta- 
tion on return except as otherwise au- 
thorized. 

Ohio (Columbus)—MC-47262, Sub. 2, 
Gerald Knoderer, dba Arrow Transfer. 
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Permit proposed. Petroleum naphtha, 
coal tar naphtha, and denatured alcohol, 
in bulk, in tank vehicles, from Cincin- 
nati, O., to Louisville, Ky., and points in 
Ky. within five miles thereof, and Rich- 
mond, Connersville, Anderson, Indianap- 
olis, Lawrenceburg, Union City, and New 
Albany, Ind., over irregular routes. 

Pennsylvania (New Berlin) — MC- 
111219, Erwin S. Wetzel, contract carrier. 
Permit proposed. Over irregular routes, 
(1) dairy products from New Berlin to 
points in N.Y., N.J., Md., and O., and 
(2) empty containers on return. 

Texas (Dallas)—-MC-108207, Sub. 1, 
Frozen Food Express, common Carrier. 
Certificate proposed. Over irregular 
routes, Fresh and frozen foods, in ve- 
hicles equipped for protection against 
heat and cold between specified points 
and over described routes in Tex., La., 
Tll., Mich., Okla., Mo., Ark., and Tenn., 
and frozen foods and fresh meats, in 
vehicles equipped for protection against 
heat and cold, between points in Tex., 
La., Ill., Mich., Okla., Ark., and’ Miss., 
and between Memphis, Tenn., on the one 
hand, and, on the other. points in Tex., 
La., Ill., Mich., Okla., Ark., and Miss., 
with exceptions, and with duplications 
eliminated. 

Wisconsin (Marshfield) — MC-111050, 
Lyle J. Tremmel, common carrier. Cer- 
tificate proposed. Over irregular routes, 
mill feeds from St. Paul and Minneap- 
olis, Minn., to points in Clark and Wood 
counties, Wis. 





Conn. Interests Except to 
P. & D. Proposed Report 


Three groups of Connecticut shipping 
interests, in exceptions filed with the 
Commission to the proposed report of 
Examiner E. L. Glenn, No. 30095, Pick- 
Up and Delivery Cancellation—New 
England, assert that twelve years of 
“complete service” at the points at which 
the cancellation of the service was 
made effective had “matured” the re- 
spondents’ pick-up and delivery obliga- 
tion “as an integral part of LCL service 
from voluntary undertaking to the firm 
reasonable obligation” they said had 
been described” in Empire Carpet Cor- 
poration v. B. & M., et al., 258 I.C.C. 
697, 703, as follows: 

“In recent years in the case of less- 
than-carload freight it has become cus- 
tomary to consider both the line-haul 
and store-door delivery as part of the 
same transportation.” 

Examiner Glenn had recommended 
that the Commission find justified the 
cancellation of pick-up and delivery 
service at 57 points in New England, one 
on the Boston & Maine, and the others 
on the New Haven (T.W. Oct. 15, p. 42). 

The Stamford-Greenwich Manufac- 
turers Council, Stamford Chamber of 
Commerce, and the Norwalk Chamber 
of Commerce, jointly, voiced 10 ex- 
ceptions to the proposed report, in the 
course of which they asserted that the 
examiner had failed to reflect in the re- 
port protests of record, which they listed 
in a half-page of single-spaced typing. 

“The determinative principle of this 
case is applicable everywhere and must 
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be correctly decided now,” said the Con- 
necticut interests. “Exceptants believe 
their factual contentions wholly sus- 
tained by the present record, but if, be- 
cause of the sketchy nature of said 
record the Commission finds otherwise, 
we hereby request further hearing for 
the purpose of developing and elaborat- 
ing points in detail. (Many such facts 
are also officially noticeable).” 

They also asserted that the pick-up 
and delivery privileges had been can- 
celled at stations where both the ex- 
pense for those services and for line- 
haul expenses were lower than the 
average, and that it was the line-haul 
and not the’ pick-up and delivery ex- 
pense that caused the “LCL trouble.” 
Also, said the Connecticut interest, it 
had been “positively and indisputably 
demonstrated” on the record that no 


substantial part of the directly affected 
traffic could reasonably bear “such an 
upward adjustment,” and further that 
the inherent discrimination against the 
cancelled small stations was unjust, un- 
conscionable, unreasonable, undue and 
unlawful. 








STATE ACTION 





N. J. Denies ‘Short Notice’ 
Fare Boost; Other States 
To Adjust Freight Rates 


The New Jersey Commission has denied 
an application filed by railroads operating 
in that state for permission to publish 
on five days’ notice increased intrastate 
passenger fares of 12.5 per cent as au- 
thorized interstate by the Interstate 
Commerce Commission in docket No. 
30256, Increased Fares, Eastern Railroads, 
1949 (T.W., Nov. 19, p. 31, and Nov. 26, 
p. 40), according to Austin L. Roberts, Jr., 
assistant general solicitor, National As- 
sociation of Railroad and Utilities Com- 
missioners, Washington, D.C. 


In a bulletin to member commissions, 
Mr. Roberts called attention to the five- 
day short notice authority granted by the 
I.c.C. for establishment of the fare in- 
creases and said that the New Jersey 
Commission rules required that all tar- 
iffs be filed not less than thirty days 
prior to the proposed effective date. The 
New Jersey body held, said he, that there 
had been no formal or informal review 
or consideration by it of the need or 
possible effect of such increased fares in 
that state and that, therefore, it would 
not permit the increase to go into effect 
on such short notice. 


The Kentucky Railroad Commission, 
Mr. Roberts stated in another bulletin, 
has authorized railroads operating in that 
state to increase intrastate freight rates 
and charges to the extent authorized by 
the I.C.C. in its final order of August 2, 
1949, in Ex Parte 168. The increases may 
be made effective on 10 days’ notice but 
not prior to December 1, 1949. 


Railroads operating in Washington 
been authorized by the Washington Com- 
mission to increase freight rates and 
charges approximately four per cent on 
a permanent basis, without exceptions, 
according to the N.A.R.U.C. bulletin. It 
said the commission’s present order 
amended and superseded that body’s pre- 
vious orders which authorized, with ex- 
ceptions, a 4 per cent temporary in- 
crease corresponding to that authorized 
by the I.C.C. in its interim order of De- 


cember 29, 1948, in Ex Parte 168. Follow- 
ing the I.C.C.’s final order of August 2, 
1949, in Ex Parte 168, the rail carriers 
petitioned the Washington Commission 
for an 8 per cent permanent rate increase 
on intrastate traffic without exception, 
the bulletin stated, adding that the com- 
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mission’s present order made the interim 
temporary 4 per cent increase perma- 
nent, without exception, but deferred 
action on any further increase until Jan- 
uary, 1950, when the matter was to be 
reopened for the taking of additional evi- 
dence. 


U. S. MARITIME 
COMMISSION NEWS 





M.C. Views Registration of Export 
Freight Forwarders as Experiment 


Identification of Industry Members Through Filings with Commission 


Described as ‘Step in Right Direction’ in Absence of Law Requiring 


By requiring that forwarders of ex- 
port freight register with it, the Maritime 
Commission was taking “a step in the 
right direction” and was obtaining an op- 
portunity to determine whether licensing 
legislation, now non-existent as to such 
forwarders, was needed, the Maritime 
Commission said in its report in No. 621, 
Port of New York Freight Forwarding 
Investigation, issued simultaneously with 
its report in No. 657, Agreements and 
Practices Pertaining to Brokerage, and 
Related Matters (T.W., Nov. 26, p. 11). 

Attached to the commission’s decision 
in No. 621, in which it found there was 
a need for registration of the forwarders 
and that certain of their practices in 
connection with charges to shippers were 
unreasonable and unfair, was a “notice 
of proposed rule making” containing a 
definition of the term “forwarder,” the 
proposed registration procedure and the 
regulations drafted by the commission to 
govern the operations of the so-called 
foreign freight forwarders. 

In its decision in No. 657, the commis- 
sion found that “concerted prohibition 
against the payment of brokerage results 
in detriment to the commerce of the 
United States in that it has had and will 
have a serious effect upon the forwarding 
industry.” It said that no order would 
be issued at the present time, “thus giv- 
ing respondents an opportunity to take 
necessary steps to accomplish the re- 
moval of the prohibitions condemned.” 

Commissioner McKeough wrote his 
separate views, “concurring in part” with 
those of the majority, in each of the de- 
cisions. 


Conclusions as to Brokerage 


The commission elaborated on its 
finding with respect to prohibition by ship 
conferences of the payment of brokerage 
to foreign freight forwarders, in No. 657, 
as follows: 

“We are not impressed with the argu- 
ment that removal of the ban against 


the payment of brokerage necessarily will . 


result in increases of rates. Respondents 
should remove all such prohibitions 
whether contained in their basic confer- 
ence agreements, the rules and regula- 
tions of their tariffs or both. 

“Nothing herein is to be construed as 


’ a directive that individual carriers must 


pay brokerage nor as any limitation as 
to the amount of brokerage that may be 
paid by such individual carriers, provided 


Licensing. Proposed Rules Call for Itemized Charges to Shippers. 


the payments do not result in violations 
of applicable statutes. A carrier should 
be free within limits to pay brokerage or 
not as its individual managerial discre- 
tion dictates. Nor is anything herein to 
be construed as a prohibition against 
catlriers, acting under a conference agree- 
ment, from establishing all reasonable 
rules or regulations which will prevent 
the payment of brokerage under circum- 
stances which would violate the act, or 
as a prohibition against such Carriers 
from placing limitations upon the 
amounts which they cannot pay. On the 
other hand, as we have found that a 
prohibition against any payment of 
brokerage results in detriment to the 
commerce of the United States, we believe 
that any limitation below 1% per cent 
of the freight involved, which is the 
amount generally paid by carriers in 
the various trades over a period of years, 
would circumvent our finding and result 
in the detriment condemned. State of 
California et al. v. United States, 320 
US. 577. 


“Other contentions of respondents and 
arguments advanced by interveners have 
been considered but have not been spe- 
cifically mentioned as they do not affect 
our conclusions.” 


Respondents Listed 


Respondents in No. 657, the commission 
said, were the following 23 ship confer- 
ences (and their common carrier mem- 
bers) which prohibited the payment of 
brokerage in whole or in part: 

Atlantic and Gulf-Hawaii Conference; 
United States Atlantic and Gulf-Puerto 
Rico Conference; The Pacific Coast- 
Puerto Rican Conference; Southeastern 
Alaska Freight Conference; Pacific 
Coast Australasian Tariff Bureau; Pacific 
Westbound Conference; Atlantic and 
Gulf/West Coast of Central America 
and Mexican Conference; Atlantic and 
Gulf/Panama Canal Zone, Colon and 
Panama City Conference; Gulf and 
South Atlantic Havana Steamship Con- 
ference; Havana Steamship Conference, 
Pacific Coast/Carribbean Sea Ports 
Conference; U.S. Atlantic and Gulf 
Ports-Jamaica (D.W.I.) Steamship 
Conference; Pacific/West Coast of South 
America Conference; United States At- 
lantic and Gulf/Haiti Conference; Pa- 
cific/Straits Conference; Pacific/Neth- 
erlands East Indies Conference. United 
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states Atlantic and Gulf-Santo Domin- 
go Conference; Capca Freight Confer- 
ence; Pacific Lumber Carriers Associa- 
tion; Pacific Coast River Plate Brazil 
Conference; Pacific Coast/Panama Ca- 
nal Freight Conference; Pacific Coast/ 
Mexico Freight Conference, and Santiago 
de Cuba Conference. 

After noting that the shipping act, 
1916, did not define brokerage and was 
silent as to any requirement regarding 
payment, of brokerage, the commission 
stated that in Agreement No. 7790, 2 
U.S.M.C. 775, it had said, however, that 
“prokerage is compensation for secur- 
ing cargo for the ship.” 


Brokerage Defined 

“It is compensation paid by common 
carriers by water to brokers, including 
forwarders, and is generally measured in 
amounts equal to fixed percentages of 
gross revenues collected by the carriers 
from shippers who have employed the 
brokers or forwarders,’ said the com- 
mission. “The act also fails to describe 
persons carrying on the business of for- 
warding. As used in this report, the 
term ‘forwarder’ means any person em- 
ployed by shippers or consignees to 
dispatch shipments by ocean steamships 
and to take care of formalities incident 
thereto.” 

The commission said that most con- 
ferences serving the Pacific coast had 
limited or prohibited their members 
from paying brokerage, while most con- 
ferences serving the Atlantic and Gulf 
coasts allowed their members to pay 
brokerage up to a maximum of 1% per 
cent of the freight revenue. 

“Forwarding activities have developed 
American commerce,” said the commis- 
sion in its report in No. 657. “The main- 
tenance by forwarders of offices in for- 
eign countries has resulted in direct con- 
tact between United States shippers and 
foreign purchasers, thus securing new 
business and increasing the volume of 
trade. The studies which many for- 
warders make of statistical data, trends 
of trade, market conditions, and the dis- 
semination thereof to foreign pur- 
chasers and to United States shippers 
also tend to develop trade. Consolida- 
tion of small shipments, with the saving 
of overhead costs of shippers, enables 
them to reach foreign markets which 
would otherwise be precluded because of 
high minimum charges by carriers. Con- 
Solidation can also save consular fees 
and thus improve the exporters’ com- 
petitive position with foreign exporters 
to the common market. Moreover, for- 
warders make a ‘valuable contribution to 
our foreign trade through their function 
of relieving the large number of small 
or occasional exporters from many de- 
tails and formalities connected with ex- 
port shipments. Simplification of ex- 
port trading promotes and develops for- 
eign trade. 


‘Integral Part’ of U. S. Commerce 


“The lack of complaints by shippers, 
public officials, or others interested in 
Water transportation, against the pro- 
hibition of the payment of brokerage is 
Not significant on the question of the 
effect of the practice upon the com- 
merce of the United States. The for- 
warding industry is an integral part of 
the commerce of the United States, is 
employed by a great number of export 
shippers, and is therefore an indispen- 
Sable link between those shippers and 
carriers. Forwarders often receive pay- 
ments from both the shipper and the 


carrier where payment by the latter is 
not forbidden by agreement among car- 
riers. The forwarder receives the ship- 
ment, performs whatever is necessary 
to prepare it for transportation, secures 
Space, prepares documents, and does 
such other things as are required, all on 
behalf of the shipper. The forwarder 
develops business and directs particular 
shipments to the carrier, all to the ad- 
vantage of the carrier. Forwarders 
generally patronize those lines which pay 
brokerage so long as the interest of the 
shipper is not jeopardized. 

“The contention that forwarders per- 
form services only for shippers and that 
there is no consideration for the pay- 
ment of brokerage by the carriers is not 
convincing. The very fact that carriers 
fear that the removal,of the ban against 
the payment of brokerage will result in 
all carriers being compelled to pay it 
because of the competition which will 
ensue is persuasive of the fact that for- 
warders do have the power to and do 
direct, in many cases, cargo to the car- 
rier which pays them... . The forwarder 
can, and does at times, increase the 
movement of cargo when otherwise it 
might be slack, and the receipt of bro- 
kerage is an incentive to create new busi- 
ness as well as to seek to divert cargo 
from one carrier to another. Further- 
more, carriers derive benefit from the 
activities of forwarders in directing traf- 
fic to them even when the carriers main- 
tain their own soliciting staffs. 


Not a Carrier Function 


“While it might be possible for car- 
riers to provide necessary services for 
shippers, and in some instances they do 
so, it is not any part of the carrier’s 
transportation function. The services 


performed by forwarders relieve carriers 


who otherwise might have to perform 
them in order to retain their customers, 
but this does not mean that those serv- 
ices are performed at the request of and 
for the carriers. . . 


“Brokerage is the major portion of 
most forwarders’ income, and even on 
the Pacific Coast it amounts to 70 or 80 
per cent of the total revenue although 
it is paid only by the Pacific Coast 
European Conference. On the Atlantic 
coast brokerage ranges from 15 to 90 
per cent of the forwarders’ total earn- 
ings. There are approximately 64 for- 
warders on the Pacific coast, where the 
volume of business is small compared 
with that handled by Atlantic coast for- 
warders. At New York alone it is esti- 
mated that there are over 400 forward- 
ers, employing upward of 10,000 persons. 
One forwarder at New York handles 
from 7,500 to 11,000 sets of bills of lading 
per month. About 70 per cent of the 
total volume of the Atlantic coast busi- 
ness originates west of the Allegheny 
Mountains. .. .,The numerical majority 
of exporters employing forwarders are 
shippers of package freight in compara- 
tively small quantities. 


“The contention that a ban on the 
payment of brokerage results in dis- 
criminations in violation of sections 15 
and 17 of the act is not supported by 
the evidence. The payment of brokerage 
by the carrier is not a payment to a 
shipper nor does the shipper in any 
way benefit from the payment. The act 
contains no mention of forwarders or 
brokers as a group to be protected from 
undue and unjust. discriminations. ... 
Forwarders, when earning and collecting 
brokerage are doing so in return for 
services to the carrier, a position analo- 
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gous to employes of the carrier. Further- 
more, the mere fact that a carrier may 
pay brokerage to a forwarder in con- 
nection with the transportation of a 
commodity from the Atlantic coast to 
the Far East and not pay either an- 
other or the same forwarder brokerage 
in connection with the transportation 
of a like commodity from the Pacific 
coast to the same destination is not un- 
lawful discrimination under the act....” 


McKeough’s Views 


In his separate expression in No. 657, 
Commissioner McKeough contended that 
the majority of the commission “did 
not go far enough when it limited its 
condemnation to brokerage prohibition 
by conferences and concluded that an 
individual carrier ‘should be free within 
limits to pay brokerage or not as its in- 
dividual managerial discretion dictates,’ 
without giving any indicaton of what 
the ‘limits’ should be.” 

“The majority shrank,” he said, “from 
drawing the only logical conclusion . 
from its own, in my view, correct in- 
terpretation of the evidence, i. e., that 
if non-payment of brokerage is detri- 
mental, non-payment of brokerage 
should be condemned. Instead, the ma- 
jority outlawed brokerage prohibition by 
conferences only, while expressly author- 
izing non-payment of brokerage, with its 
detrimental effect on our foreign trade, 
by individual carrier action... .” 

In its decision in No. 621, the com- 
mission said that some exporters and 
shippers maintained their own exporting 
departments and performed all steps 
necessary to obtain transportation by 
water and delivery of the goods in the 
foreign country, but that these were not 
forwarders, “because it is only when such 
activities are for and on behalf of the 
shipper or consignee in return for a 
consideration, money or otherwise, that 
they constitute forwarding subject to our 
jurisdiction.” 

It said that forwarders might, and in 
many instances did, engage in business 
other than forwarding, “such as commis- 
sion merchants, resident buyers for for- 
eign purchasers, manufacturers’ agents, 
and traders.” 

“This diversity of activity,” the com- 
mission continued, “creates uncertainty 
as to the actual legal status of the for- 
warder, the legal relationship between the 
forwarder and shipper, and between the 
forwarder and the carrier. This uncer- 
tainty undoubtedly has given rise to 
many of the practices against which com- 
plaints were made.” 


Complaints Specified 


Specific complaints were made, said 
the commission, against “the absence of 
clearness and uniformity in classification 
of service; lack of specification in charges 
for services; padding of bills; lack of 
professional responsibility; and instances 
of dishonesty in over-charging on ocean 
freight.” It referred to an allegation 
that some forwarders “carry their offices 
in their hats.” 

“The most persistent c 2 
continued, “result fr 4 villing 
for such accessoi.. 35 trucking, 
insurance, and Wa...uousing. Although 
shippers conceded that forwarders should 
charge for these services, they stated that 
this manner of billing leads to the sus- 
picion of padding. For instance, where 
there is a single charge for ‘Marine... 
W. R. Insurance .. . and Services,’ there 
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is no specification of what constitutes 
‘service,’ which is typed on the printed 
invoice, or the cost thereof; nor is it 
possible to discover the charge for in- 
surance... 

“Instances were given by shippers of 
what they considered flagrant padding of 
the forwarder’s bill for service; the mis- 
representation that insurance had been 
placed; the collection and use of shipper 
funds 60 to 90 days before they are 
remitted; . the differences in the 
charges of the same forwarder for the 
same description of service at New York. 


In its conclusions, the commission said 
that the Supreme Court’s opinion in 
United States v. American Union Trans- 
port, 327 U. S. 437, left no doubt as to 
the commission’s power to prescribe 
reasonable regulations designed to remedy 
“any unreasonable practices shown of 
record herein.” 


Definition of ‘Forwarder’ 


“We are of the opinion,” it said, “that 
any person carrying on the business of 
dispatching shipments by oceangoing ves- 
sels in foreign commerce and domestic 
commerce with or between our territories 
and possessions, and of handling the 
formalities incident thereto, is a for- 
warder within the provisions of the ship- 
ping act, 1916. 

“This definition includes manufactur- 
ers, exporters, export traders, manufac- 
turers’ agents, resident buyers, and com- 
mission merchants if they do not ship 
in their own name and if they charge a 
fee for forwarding services. Merely be- 
cause one offering a forwarding - service 
is engaged in other businesses does not 
remove him from our jurisdiction. Such 
definition does not include the foregoing 
persons, however, if they ship in their 
own name even though a forwarding fee 
is charged directly or is concealed in the 
price of the goods. Admittedly, in the 
latter instance they might be competitive 
with regular forwarders, but that is not 
the test. The statute applies to persons 
‘carrying on the business’ of forwarding. 
Persons who merely perform forwarding 
on their own behalf can not be regarded 
as carrying on a forwarding business. 
Moreover, a shipper who performs his 
own forwarding, though he passes the 
cost on to the buyer, needs no protection. 
The. record. demonstrates,. however, that 
shippers who do not forward their own 
shipments but rely through choice or 
necessity upon professional forwarders, 
do need a measure of protection. This is 
true particularly in reference to shippers 
located from ports through which their 
cargoes are shipped.” 

The commission said it was evident 
that many of the irregularities com- 
plained of had been practiced by “a 
comparatively few,” but that it was also 
evident that temptations arising from 
keen competition, coupled with lack of 
regulation of the industry, had caused 
many forwarders to engage in practices 
that were unjust and unreasonable and 
detrimental to commerce. A _ logical 
reason for failure of some forwarders to 
segregate their charges, it said, was that, 
since the business was highly competi- 
tive, the present method of billing af- 
forded more leeway in bidding. 


‘Concealed’ Charges 


“Certain service charges can be made 
to appear nominal while the profit is 
concealed in such items as trucking, in- 
surance, and warehousing,” said the 
commission. “This practice is unjust 
and unreasonable. Itemization of 
charges and exact disclosure of outlays 





for which reimbursement is _ sought 
should be made, either prior to the ship- 
ment, or thereafter, in an appropriately 
detailed invoice. 

“The evidence shows instances of a 
forwarder who, at the same place but 
under a different name, transacts busi- 
ness as a Shipper, simultaneously col- 
lecting brokerage under another name 
as a forwarder of his own shipments, 
Brokerage paid to a shipper on his own 
shipments constitutes a rebate in vio- 
lation of section 16 of the shipping act— 
and this is true notwithstanding that 
the shipper may also be a forwarder 
and may purpose to receive the broker- 
age money in his forwarder capacity. 
Similarly, a forwarder who has any 
beneficial interest in a shipment and ac- 
cepts brokerage thereon, is equally 
guilty of accepting a rebate in viola- 
tion of section 16. 

“One effective way of controlling 
abuses disclosed by the present record 
would be through legislation providing 
a system of licensing similar to that ap- 
plied to custom brokers. In the absence 
of such legislation, it is essential that 
we require all forwarders to register 
with the commission, since a program 
of regulation undertaken without means 
of identifying the members of the in- 
dustry would be largely ineffective. ... 
A requirement for registration will be a 
step in the right direction and will give 
us an opportunity to decide further as 
to the need for licensing legislation.” 

Dismissal of the proceeding was or- 
dered by the commission. 


Rule-Making Notice 


The commission’s “notice of proposed 
rule making” with respect to “forward- 
ers engaged in the export trade of the 
United States” included the advice that 
all persons interested in the proposed 
rules and regulations set out in it mighi 
file with the secretary of the Maritime 
Commission, in the Commerce Build- 
ing, Washington 25, D.C., within 60 days 
of the publication of the notice in the 
Federal Register, written views and sug- 
gestions thereon, and that the proposed 
regulations would become effective 60 
days after their publication in the Fed- 
eral Register. 

The notice embodied, in addition to 
the definition :.of :the ‘term * “forwarder” 
and the details of the proposed registra- 
tion procedure, the following proposed 
regulations: 

“3.1. All forwarders shall use invoices 
or other forms of billing which state 
separately and specifically, as to each 
shipment: (a) The amount of ocean 
freight assessed by the carrier; (b) the 
amount of consular fees paid to con- 
sular authorities; (c) the amount of in- 
surance premiums actually disbursed 
for insurance bought in the name of the 
shipper or consignee; (d) the amount 
charged for each accessorial service per- 
formed in connection with the shipment; 
(e) other charges. ; 

“3.2. In the case of consolidated ship- 
ments, the invoice or other form of 
billing concerning each shipment shall 
state the minimum ocean freight and 
consular fees that would have been pay- 
able on each shipment if shipped seP- 
arately, and the amounts actually 
charged for these items by the forwarder, 
on the shipment in question. 

“3.3. All special contracts between for- 
warders and shippers or consigne®s shall 
be reduced to writing, signed by the 
parties, and a copy maintained in the 
files of the forwarder for submission to 
the commission upon request. 
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“3.4. To the extent that special con- 
tracts are entered into by forwarders 


with individual shippers or consignees, 


similar contracts shall be open to all 
shippers and consignees similarly sit- 
uated, and they shall be advised as to 
the terms under which the contracts are 
available. 

“35. In the case of special contracts 
where the parties have agreed in ad- 
yance as to the charges for services in 
connection with the forwarding of a 
shipment, the invoice or other form of 
billing shall refer to the agreement and 
the charges need not be itemized. 


“3.6. Forwarder’s receipts for cargo 
shall be clearly identified as such and 
shall not be in a form purporting to be 
a bill of lading. 

“3.7. No forwarder, after the date on 
which he is required to register, shall 
demand or accept brokerage from 
steamship companies unless and until 
such forwarder has applied for a regis- 
tration number from the United States 
Maritime Commission pursuant to these 
regulations.” 


Objection by McKeough 


Commissioner McKeough said he con- 
curred in the majority’s definition of 
forwarders, “except for the blanket ex- 
clusion of common carriers.” He re- 
ferred to a statement by the majority 
that “common carriers by water in 
some instances offer forwarder service, 
but they have not shown any desire for 
such business... .” He maintained that 
the question of carriers’ “desire for such 
business” could hadly affect their legal 
status so long as they did offer forwarder 
service. 

“I can see no grounds for exemption 


from regulation as- forwarders in the 
fact that common carriers may not offer 
all the services customarily offered by 
forwarders, or that: they offer forward- 
ing services only as an unimportant 
‘sideline,’ he said. “The same, after 
all, can be said of many of the busi- 
nesses which the majority has decided 
to include in its definition. .. .” 


Examiner Upholds One Point 
In ‘Mormac’s’ Subsidy Plea 
For ‘Good Neighbor Fleet’ 


One of six contentions advanced by 
Moore-McCormack Lines, Inc., commonly 
referred to as “Mormac,” for Maritime 
Commission approval of its application 
for resumption of the payment to that 
steamship company of an _ operating- 
differential subsidy on its so-called 
“Good Neighbor Fleet” on service 1 of 
trade route No. 1 (between New York 
City and the east coast of South Amer- 
ica) as described in the commission’s 
1949 report of essential foreign trade 
routes, has been upheld by Examiner 
C. W. Robinson, of the commission, in a 
recommended decision in the numbered 
application, designated as “Moore-Mc- 
Cormack Lines, Inc.—Resumption of 
Operating-Differential Subsidy for ‘Good 
Neighbor Fleet’.” 

Examiner Robinson said the commis- 
sion should find that the passenger- 
carryings of foreign-flag cargo vessels on 
trade route No. 1 were substantial and 
constituted direct competition with the 
“Good Neighbor Fleet.” That recommen- 
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dation amounted to a proposal that the 
commission accept the first of the con- 
tentions of Moore-McCormack in support 
of its application. With respect to the 
other five contentions of the applicant, 
Examiner Robinson made the following 
recommendations: 

That the interport traffic in South 
America on trade route 1 is substantial 
but is not within the purview of section 
602 of the merchant marine act, 1936, 
since under that section, no subsidy can 
be predicated on traffic—such as South 
American interport traffic—which is not 
“export and import foreign commerce of 
the United States; that the cruise carry- 
ings of other ship lines to various areas 
served by “Mormac’s” Good Neighbor 
Fleet; that the passenger carryings from 
South America to Europe are substantial 
but are not competitive with the Good 
Neighbor Fleet; that the passenger carry- 
ings from the United States to Europe 
are substantial but are not competitive 
with the Good Neighbor Fleet, and that 
the number of passengers transshipping 
at New York to and from Europe and 
South America is not substantial.” 

The examiner stated that Moore-Mc- 
Cormack’s affiliate, American Scantic 
Line, Inc., had been the successful bidder 
for operation, under charter, in 1938 
when the Maritime Commission offered 
for purchase or charter its American Re- 
publics Line of ten vessels plus three pas- 
senger vessels it then had acquired. The 
commission’s offer, he said, provided that 
the successful bidder would receive an 
operating-differential subsidy for three 
years, with a two-year extension. He 
said the South American trade route was 
divided into three services, the passenger 
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vessels to be used on what was now serv- 
ice 1. 

When the “Mormac” vessels in this 
service were taken over for national de- 
fense purposes on January 1, 1942, said 
the examiner, provision was made for 
their eventual return to the charterer if 
not lost, and for extension of the charter 
period on such return, to cover the un- 
expired part of such period remaining 
when the vessels were put in defense 
service. He added that the last of the 
vessels in question was returned to 
“Mormac” at midnight of May 7, 1948, 
and that the charter and subsidy again 
became effective for two years from 
that time. 


“At the commission’s request,” he said, 
“Mormac waived a subsidy for the first 
year after resumption of service but re- 
served the right to request a subsidy for 
the second year if it became necessary. 
Such a request was made on April 12, 
1949, and was approved by the commis- 
sion on July 14, 1949, ‘on the basis that, 
as, if and when, it is determined in 
principle that an operating-differential 
subsidy . .. is appropriate and there 
shall have been found the amount of 
subsidy that is to be paid, it will be made 
effective as of May 8, 1949.’” 


CAB NEWS 


‘Pan Am’ Gets Increased 
Mail Rates from C.A.B. 


The Civil Aeronautics Board has issued 
an order establishing a new system of 
rates to be paid Pan American Airways, 
Inc., for transportation of mail on its 
trans-Atlantic routes, under which the 
carrier will receive a retroactive lump- 
sum payment of $2,500,000 for operations 
conducted between January and Octo- 
ber 31, 1949, or total compensation of 
$8,090,000 for that period, and compensa- 
tion estimated to total $9,700,000 annually 
for operations conducted on and after 
November 1, 1949. 

The new system of rates is based on 
seat-miles rather than plane-miles oper- 
ated and is designed to give effect to sub- 
stitution of larger for smaller equipment. 
Under the board’s order, issued in docket 
No. 1706, the rates are to be established 
on a temporary basis, effective as of No- 
vember 1. A readjustment in rates for 
transportation of mail in the trans-At- 


Watch Display advertisements oppo- 
site lead page of LATE NEWS section. 





lantic services of Trans World Airlines 
and American Airlines is presently under 
consideration by the board, “show cause” 
orders having already been issued to 
those carriers. 


ene nd 
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P.I.E. Bids $1,940,000 


For Keeshin System 


Trustees of the Keeshin Freight Lines, 
Inc., on November 22 filed a new plan 
for reorganization in Federal Judge Wal- 
ter J. LaBuy’s court in Chicago. The 
plan involves a cash offer of $1,940,000 
by Pacific Intermountain Express Co. 
Under the plan, P.I.E., through its sub- 
sidiary, Intermountain Terminal Co., 
would pay $1,675,000 for assets of the 
three Keeshin operating companies and 
$265,000 to meet 13% per cent of claims 
of holding company creditors. 

An escrow agreement has been filed 
between Intermountain and noteholders. 
and Intermountain has deposited $265,- 
000 with a Chicago bank. to carry out 
its obligation. Holders of all outstand- 
ing series I and II notes, and most of 
the series III notes have already de- 
posited their notes, and the remainder 
are expected to be deposited shortly, 
according to the Keeshin trustees. P.I.E. 
gave the trustees a commitment to con- 
summate the reorganization, and de- 
posited with them earnest money of 
$175,000. The prospective purchaser. 
subject to court approval, plans to move 
speedily to obtain Commission approval 
for the purchase, according to William 
F. Drohan and Daniel D. Carmell, 
Keeshin trustees. 


Would Serve Coast to Coast 


Acquisition of Keeshin by P.I.E. would 
provide transcontinental service between 
west coast cities and major east coast 
points through single-line operations. 

P.I.E., a Nevada corporation with gen- 
eral offices at Oakland, Calif., has ter- 
minals in that city and at Los Angeles, 
San Francisco, Sacramento, Ogden, 
Pocatello, Reno, Denver, Elko and Ely, 
Nev., Kansas City, Salt Lake City, St. 
Louis and Chicago. 

The 15,000-mile Keeshin system has 
75 operating terminals in key cities in 
a 16-state area including Illinois, Iowa, 
Wisconsin, Indiana, Missouri, Michigan, 
Ohio, Pennsylvania, New Jersey, New 


WALTER MULLADY, President 
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York, Connecticut, Massachusetts, Rhode 
Island, Delaware, Maryland, Minnesota, 
and the District of Columbia. ' 


Walker Withdraws Offer 


On November 16 the court authorize 
Keeshin trustees to return to D. fh, 
Walker the sum of $125,000 deposited as 
earnest money. Earlier trustees hag 
filed an alternate plan of reorganization 
involving a $1,700,000 bid from Walker 
(T.W., Oct. 22, p. 47), after Judge LaBuy, 
on September 26, rejected a Walker bid 
of $1,410,000 and a bid from John 
Keeshin and David Ratner. 

The court on November 14 approved 
a trustees’ petition for the purchase of 
$374,686 worth of new equipment for 
the Keeshin system, including 50 Frue- 
hauf van trailers, 15 Fruehauf open top 
trailers, 14 Chevrolet straight truck 
chassis, 21 Studebaker straight truck 
chassis, 35 Fruehauf carter bodies, an 
International service truck and 25 In- 
ternational tractors. 

Purchase of the 35 straight trucks 
and carter bodies, the trustees told the 
court, would replace 33 rental pick-up 
and delivery units and leased cartage 
equipment. Estimated savings of $2,100 


weekly would result, said Messrs. Drohan 
and Carmell. 

The court has ordered a hearing on 
the P.I.E. plan December 5. 


Fined on Elkins Act Charge 


Secretary Bartel, of the Commission, 
by a “memorandum for the press,’ has 
announced that the U.S. attorney at Los 
Angeles, Calif., has advised the Com- 
mission that on November 21, in the 
federal district court there, the Santa 
Fe Railway pleaded nolo contendere to 
three counts of an indictment charging 
it with granting concessions to a ship- 
per in violation of section 1 of the EIk- 
ins act by transporting carload ship- 
ments of cheese from Hilbert, Wis., to 
Los Angeles at freight charges based on 
the net weights instead of the gross 
weights of such shipments. The memo- 
randum said Judge Yankwich imposed 
a fine of $1,000 on each of the three 
counts, or a total fine of $3,000. 


Railroad Fined by Court 


By a “memorandum for the press”, 
Secretary Bartel has announced that the 
Commission has been advised by US. 
Attorney Drake Watson, of St. Louis, 
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Mo., that on November 22, in the Mis- 
souri eastern district federal court, the 
Chicago, Burlington & Quincy Railroad 
Co. pleaded nolo contendere to six counts 
of a 10-count information. The memo- 
randum said Federal Judge George H. 
Moore imposed a $6,000 fine. It said the 
case was U.S. v. Chicago, Burlington & 
Quincy Railroad Co.—Docket No. 26291. 

It said the information charged the 
defendant with failure strictly to ob- 
serve its demurrage tari ffby failing 
promptly to send constructive placement 
notices and with granting of concessions 
through the device of failing to collect 
demurrage charges from a large receiver 
of grain at St. Louis in violation of sec- 
tion 1 of the Elkins act. 


MOTOR ACT PROSECUTIONS 


(Digests of statements issued by the 
Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below.) 





District of Rhode Island, at Provi- 
dence. Fines totaling $1,100 were im- 
posed, November 15, on M. C. M. Trans- 





























John Stedman, chief of the legisla- 
tion and clearance section of the Justice 
Department’s anti-trust division, told 
the House judiciary committee’s sub- 
committee on monopoly power that the 
Reed-Bulwinkle act (now section 5a of 
the interstate commerce act) was “an 
unsound attempt to leave to combina- 
tions of private interests the control of 
their own affairs, unregulated either by 
— laws or by government con- 
rol.” 

The Reed-Bulwinkle act immunizes 
from application of the anti-trust laws 
certain carrier agreements, including 
tate conference agreements, after ap- 
Proval of such agreements by the Com- 
Mission. 

Mr. Stedman was the seventh and 
last witness heard by the subcommittee, 
headed by Representative Celler, of New 
York, chairman of the full committee, in 
the “Reed-Bulwinkle” phase of its in- 
Yestigation of monopoly power (T.W., 
Nov. 26, p. 49). It was stated at the 
offices of the subcommittee on November 
30 that its series of hearings, begun in 
the last week of October, would end De- 
cember 1, 

The “type of situation” which pre- 
Vailed under the Reed-Bulwinkle act, 
Mr. Stedman said, was “like the spoiled 
apple in a barrel.” 

‘Tf allowed to continue,” he said, “it 


portation Co., Inc., of Newport, RI, 
Joseph Flowers, of Middletown, R.I., and 
Chester Hardy, of Newport, following 
separate pleas of guilty to informations 
charging them with violations of Part 
II. M. C. M. Transportation Co., Inc., 
was charged with operating as a com- 
mon carrier of property for compensa- 
tion without a certificate authorizing the 
described operations; with failing to re- 
quire its drivers to keep drivers’ logs; 
and with failing to preserve receipts or 
bills of lading. Flowers and Hardy, driv- 
ers for the defendant carrier, were 
charged with falsifying their drivers’ 
logs. The corporation was fined $900 
and the individual defendants were 
fined $100 each. The fines were paid. 

Arkansas western district, Texarkana 
division, at Texarkana. Faye Mathews, 
of Texarkana, on November 16, was fined 
$300 following entry of his plea of nolo 
contendere to an information charging 
him, as a subsequent offender, with op- 
erating as a common carrier of property 
for compensation, without a Commission 
certificate authorizing the operations. 
The fine was imposed with respect to 
the first count of the information. Im- 
position of sentence on the remaining 
nine counts was withheld for a three- 
year probationary period. 


TRANSPORTATION 
LEGISLATION 


Justice Department Continues Attack 
On Bulwinkle Act, at House Hearing 


John Stedman, of Department's Anti-trust Division, Says Type of 
Situation Prevailing Under Assailed Act Is ‘Like the Spoiled 
Apple in a Barrel.’ Department’s Views Misrepresented, He Says. 


will result in the elimination of com- 
petition from one carrier system to the 
next, and finally bring about an in- 
sistent and persuasive demand by those 
who are the victims of the monopolistic 
and noncompetitive practices of the 
transportation systems, that they, too, 
be permitted to combine and conspire 
so that they can adequately meet the 
carriers on equal terms and fight fire 
with fire. .. . We reiterate our recom- 
mendation that H.R. 2167, providing for 
the repeal of anti-trust exemptions in 
the Reed-Bulwinkle act, a bill intro- 
duced in the Congress by the chairman 
of this committee, be enacted.” 

It was the Justice Department’s view, 
said Mr. Stedman, that the Reed-Bul- 
winkle act created an undesirable ex- 
ception to the operation of the anti- 
trust laws for the following basic rea- 
sons: 

“1. It eliminates the concept of com- 
petition from rate making without any 
compensating increase in public regula- 
tion. 

“2. The agreements between the car- 
riers sanctioned by the act, and their 
conduct thereunder, operate to restrict 
the freedom and initiative of individual 
carriers, and to establish control over the 
entire railroad industry in the hands of 
a few. 

“3. The railroad industry has for years 
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been the subject of numerous and con- 
stant efforts on the part of the carriers 
themselves to avoid competition between 
them. This approach, which would be 
perpetuated by the Reed-Bulwinkle act, 
has not succeeded in fostering the ‘sound 
economic conditions in transportation 
and among the several carriers,’ called 
for by the national transportation policy.” 

He said that, prior to enactment of the 
Reed-Bulwinkle bill, the anti-trust laws 
were fully applicable to protect inde- 
pendence of action by individual carriers 
and to preserve the emphasis on com- 
petition, as distinguished from collusion, 
in rate initiation, and that any com- 
bination by competing carriers to fix 
rates could then be restrained by prosecu- 
tion under the anti-trust laws. He re- 
viewed the Justice Department’s allega- 
tions of “restraints and abuses effectu- 
ated by combinations of carriers under 
the leadership of the A.A.R.,” made by 
the Justice Department in its anti-trust 
suit against the railroads, at Lincoln, 
Neb., and reviewed also various allega- 
tions made by the state of Georgia in 
its so-called “conspiracy” suit now pend- 
ing in the Supreme Court of the United 
States. 


Claims Misrepresentation 


He said a “completely erroneous state- 
ment” had been made “over and over 
and over again, to the effect that the 
Department of Justice was attacking use 
of the conference method of determining 
rates that could practically be deter- 
mined in no other way—and that the 
Reed-Bulwinkle act was the only way to 
keep things in order and avoid chaos.” 

“On the contrary,” he continued, “the 
anti-trust actions initiated by Georgia 
and by the government are limited in 
their scope and purpose to the elimina- 
tion of such abuses as I have enumer- 
ated. They do not seek to destroy all 
collaborative and cooperative action be- 
tween the carriers but only that which is 
illegitimate, not authorized or required 
by law. 

“Specifically, we do not attack joint 
action in the making of joint through 
rates; we do not attack joint action in 
establishing essential standards of uni- 
formity and in making arrangements 
for the interchange of cars and equip- 
ment; and we do not attack such joint 
action aS may be necessary to avoid 
discrimination. Neither do we attack 
the legitimate uses of rate bureaus or 
other cooperative organizations for the 
accomplishing of these legitimate ac- 
tivities. 

“We do attack collusion between com- 
petitors to fix rates on competitive 
traffic; we do attack the creation of an 
arbitrary private control over the com- 
petitive activities of individual carriers, 
the regimentation of carriers to serve 
the will of dominant financial interests 
at the sacrifice of the competitive posi- 
tion and improvement of individual 
carriers, the collusive elimination of 
competition between carriers through the 
suppression and limitation of improve- 
ments in services and facilities, discrimi- 
nation against geographical areas by the 
collusive maintenance of arbitrary rate 
structures, discrimination against small 
and new businesses by the prevention 
of rate reductions which would stimulate 
such businesses; and we do attack bar- 
riers erected by combinations of carriers 
to frustrate the exercise by individual 
carriers of independent competitive ini- 
tiative. In short, we attack only a 
conspiracy to eliminate competition in 
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those aspects of the relationship between 
carriers in which competition is relieq 
upon for the protection of the public 
interest, areas to which the regulatory 
power of the Interstate Commerce Com- 
mission does not extend and in which 
it is powerless to operate effectively. 

“What I have just said comes down to 
the simple proposition that the Depart- 
ment of Justice recognizes the propriety 
of consultation and conferences where 
they are necessary to accomplish the 
objectives of the interstate commerce 
act and its subsequent amendments. We 
reject agreements and understandings 
which are unnecessary and which our 
national transportation policy has de- 
creed should be left to competitive 
forces.” 




















No Competition 


Mr. Stedman averred it could not be 
said that competition would not work 
in the railroad field, for, according to 
his view, “it has never really been tried, 
at least for the last 20 or 30 years.” Most 
of the ills with which the railroads were 
afflicted, he said, had arisen “during the 
era in which the industry has made every 
effort to adopt the comfortable and safe 
Philosophy of the cartel, rather than 
subject itself to the vigorous efforts, the 
hard work, and the self-discipline that 
a competitive system connotes.” He con- 
tended that the railroad system had 
built about itself “a protective barrier 
against the competition that would 
normally force it to keep pace with de- 
velopments.” 

“Faced with this situation,” he said, 
“there are two choices: Either to remove 
the barriers and expose the railroads to 
the forces of competition that will make 
them strong and progressive again, or to 
legalize these barriers and thereby per- 
petuate the ‘protective custody’ that has 
enervated them and stood in the way 
of progress. It is our conviction, a con- 
viction that is strengthened by the past 
failure of the other approach, that the 
competitive alternative is the better one, 
not only for the public in general and 
the shippers, but for the railroads 
themselves. We have more faith in the 
competitive system and the fundamental 
soundness of railroad transportation than 
to believe that the competitive system 
will.not work in this industry.. In ‘any 
event, competition should certainly be 
given a fair trial in the light of modern 
conditions. 

“It is in this setting and against this 
background that the Reed-Bulwinkle act 
must be evaluated. That act is nothing 
more than an attempt to upset the exist- 
ing anti-trust suits by applying the im- 
munity from the anti-trust laws which 
did not exist under earlier law... .” 

Mr. Stedman called attention of the 
subcommittee to an appendix to his state- 
ment in which there were excerpts from 
testimony by J. M. Hood, president of 
the American Short Line Railroad Asso- 
ciation, in a congressional committee 
hearing on the Reed-Bulwinkle bill prior 
to its enactment, including an assertion 
by Mr. Hood that his association mem- 
bers opposed relief of rail carriers from 
the provisions of the Sherman anti- 
trust laws. 

It was not an answer (to criticism of 
the Reed-Bulwinkle act) to say that n0 
harm could come from the privately- 
made agreements because the individual 
carrier systems were subject to competi- 
tion from other systems, said Mr. Sted- 
man. 

“In the first place,” he continued, 


“many areas of the country do not have 
a choice of alternative methods of trans- 
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portation. As to them, there can be no 
limitations resulting from outside com- 
petition. In the second place, many com- 
modities are of a nature that alterna- 
tive methods of transportation are not 
feasible. Here again, outside competi- 
tion is illusory. Finally, when collusion 
has supplanted competition in each form 
of transportation, we shall have the 
situation of a ‘Big 3’ or ‘Big 4’ in trans- 
portation. Experience in other indus- 
tries in which this situation now exists, 
suggests that the different forms of 
transportation will learn to live together 
amicably with a minimum of competi- 
tive disturbance—and a minimum of 
consideration for the legitimate inter- 
ests of their customers.” 


‘Apprehensions ...“ © <.:med’ 


Apprehensions entertainea by the Jus- 
tice Department with respect to the in- 
tended purpose and function of the 
Reed-Bulwinkle act had been “unhap- 
‘pily confirmed,” said Mr. Stedman. He 
said that assurances had been given 
Congress that enactment of the bill 
would not interfere with the prosecution 
of the anti-trust case at Lincoln, Neb., 
but that after the bill was passed coun- 
sel for the railroad defendants sought 
and obtained leave to file amended 
pleadings which would show the court 
the effect of the act and of the contem- 
plated approval by the I.C.C. of the 
agreements which it authorized. As a 
result, he said, prosecution of the Lin- 
coln case had already been delayed 
more than a year, and further delay 
was “inevitable.” 


He said the Western Traffic Associa- 
tion agreement which the Commission 


had approved “actually excludes nu- 
merous small carriers from any effective 
voice or vote in the rate-making proce- 
dures for which it provides.” He con- 
tended that, “taken in conjunction with 
the open-end provisions of the three 
rate agreements” filed with the Commis- 
sion by the railroads, the A.A.R. agree- 
ment concerning per diem charges “may 
well permit and effectively immunize the 
same integrated national rate control 
under the supervision of the AAR. 
which has characterized past operations 
under substantially identical agree- 
ments and procedures.” 

When Mr. Stedman was asked by the 
subcommittee to summarize his state- 
ment briefly, Representative Keating, of 
New York, suggested that Mr. Stedman’s 
work along that line would be shortened 
if he summarized President Truman’s 
veto message on the Reed-Bulwinkle 
bill. Mr. Stedman said that that was a 
fair statement, adding that “that was 
our position then and it continues to be 
our position now.’ When Mr. Keating 
suggested, further, that the Justice De- 
partment stood “practically alone in that 
regard,” Mr. Stedman disagreed, say- 
ing that the National Federation of 
Small Businessmen had taken a poll of 
its members and that his recollection 
was that 80 per cent of the members 
opposed enactment of the bill. Answering 
another question by Mr. Keating, the 
witness said he knew of no other ship- 
per organization that opposed the bill. 

Mr. Stedman said that the area be- 
tween what was an unreasonably low 
rate and an unreasonably high rate still 
existed, and that the “whole contempla- 
tion” of the interstate commerce act 
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had been that, within that area, the 
laws of competition should apply. Con- 
sequently, he said, any elimination of 
competition by collusion of the railroads 
themselves within that area should be 
subject to the anti-trust laws. He said 
“the law was designed to permit the 
Interstate Commerce Commission to 
control and regulate at the fringes and 
at the edges, leaving the inner area sub- 
ject to the regulation that comes from 
competition.” 

“What we think has happened, with 
the Reed-Bulwinkle act,” he said, “is 
that you say, ‘We will permit within this 
area the interested competitors to get 
together and fix their rates in their 
own selfish interests, that is, the over- 
all selfish interest of the group.’ 

“The continuing practices which are 
envisaged under the agreements cov- 
ered by the Reed-Bulwinkle act are to 
a large extent the same practices which 
we took the position did violate the anti- 
trust laws when we brought our Ne- 
braska suit in 1944.” 

Mr. Stedman expressed concurrence 
with Chairman Celler’s suggestion that 
under the Reed-Bulwinkle act the rail- 
roads could agree not to do a thing 
which, in the interest of public welfare, 
they ought to do. 

The majority of the activities of the 
railroads under the agreements that ex- 
isted prior to the Reed-Bulwinkle act, 
Mr. Stedman said, had been to stand 
in the way of individual roads which 
sought to achieve a reduction in rates. 

Asked by Mr. Keating whether in- 
dividual railroads had come to the Jus- 
tice Department and asked repeal of 
the Reed-Bulwinkle act, Mr. Stedman 
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answered “no.” Mr. Keating said it 
seemed to him it was “surprising” that 
the carriers and the shippers were “all 
thinking one way,” while the Justice 
Department, which did not operate rail- 
roads, set itself up to tell the railroads 
what was best for them. Mr. Stedman 
said the same observation could have 
been made about “a thing like the 
N.R.A.” 

He said the Justice Department would 
not concede that passage of the Reed- 
Bulwinkle act rendered moot the anti- 
trust suit at Lincoln or the Georgia case 
in the Supreme Court. 

“We will ascertain, and it has been 
proven by experience, that it renders 
their trial and decision enormously more 
difficult,” he said. “What the final re- 
sult will be I do not know. The Ne- 
braska case has been held up pending 
action of the Interstate Commerce 
Commission with respect to the Western 
agreement.” 


LABOR NEWS 
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Engineers To Ask 40-Hour 
Week for Yard Members 


The Brotherhood of Locomotive En- 
gineers will join the other operating 
brotherhoods by shortly serving notices 


Analysis of Motor Vehicle 
Accidents Caused by 


Mechanical Defects Issued 


The Commission has issued an analy- 
sis of mechanical defect accidents of mo- 
tor carriers, 1948, prepared by the sec- 
tion of safety of its Bureau of Motor 
Carriers. 

The analysis covers 1,208 accidents to 
property-carrying vehicles, and 140 to 
passenger-carrying vehicles. The num- 
ber of fatalities from accidents to the 
property-carrying vehicles was 75 and 
the number of injuries, 611. There were 
four fatalities as a result of passenger- 
carrying vehicle accidents, and 354 in- 
juries. Accidents involving property- 
carrying vehicles resulted in property 
damage of $2,636,895, and those involving 
passenger-carrying vehicles caused $151,- 
773 property damage. 


One out of thirteen accidents to prop- 
erty-carrying vehicles were mechanical 
defect accidents, and one out of thirty- 
seven was the comparable figure for 
passenger-carrying vehicles. 


A letter of transmittal by W. Y. Blan- 
ning, director of the Commission’s Bu- 
reau of Motor Carriers, addressed to di- 
vision 5, said the report had been 
prepared to improve .inspection and 
maintenance of motor vehicles by motor 
carriers by focusing the attention of car- 
riers on the causes and results of such 
accidents; to serve manufacturers as a 
source of information on which to base 
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on all railroads asking for a 40-hour 
week without reduction in 48-hour pay 
for all members of the B. of L. E. en. 
gaged in yard and similar services, ac. 
cording to Chicago officials of the union, 
Negotiations are continuing in Chicago 
between the railroads and the trainmen 
and conductors over demands of those 
two unions for a 40-hour week with 48 
hours’ pay for 120,000 hourly-paid yard 
service employes. The Brotherhood of 
Locomotive Firemen and Enginemen re- 
cently filed a similar demand for ap. 
proximately 25,000 of its members em- 
ployed in yard, transfer, hostler, and 
belt line service (T.W., Nov. 5, p. 11), 
The Switchmen’s Union of North America 
is pressing for national negotiations on 
its 40-hour demand. 


The demands of the operating brother- 
hoods for a shorter work week cover 
only those employes on fixed work 
weeks, not those in road service. 

Committees of the non-operating un- 
ions and the carriers are continuing to 
meet in Chicago in an effort to settle 
disputes arising from the application of 
the 40-hour week, September 1, for ap- 
proximately 1,000,000 non-operating rail- 
road employes. 

+ * s 


Air express shipments are handled on 
1,100 passenger planes every day, operat- 
ing over 90,000 miles of scheduled, certi- 
ficated airline routes, according to the 
Air Express Division of Railway Ex- 
press Agency. 


















































design; and to make available to the 
public and government data for use in 
connection with inquiries frequently 
made into such accidents. 

Mr. Blanning said the report was pre- 
pared under the general supervision of 
G. R. Wellington, chief of the section 
of safety, by Louis Reznek, mechanical 
engineer of the section. 













Coal, Steel, Ore Boost 
Loadings for Week of Nov. 
19 Above Previous Week 


Loading of revenue freight the week 
ended November 19, 1949, totaled 758,972 
cars the Association of American Rail- 
roads announced. This was a decreasé 
of 99,117 cars or 11.6 per cent below the 
corresponding week in 1948, and a de- 
crease of 143,690 cars or 15.9 per cent 
below the corresponding week in 1947. 

Loading of revenue freight the week 
ended November 19 increased 123,14 
cars or 19.4 per cent above the precedins 
week due to resumption of full coal pro- 
duction and increased loadings of steel 
and ore. 

Coal loading amounted to 210,605 cars, 
an increase of 36,332 cars above the Ccor- 
responding week in 1948, an increase of 
96,989 cars above the preceding week 
this year, and the greatest loading of 
coal for any week in nearly twenty 
years, the A. A. R. said, and continued: 

Miscellaneous freight loading totaled 330. 
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December 3, 1949 


336 cars, a decrease of 64,009 cars below the 
corresponding week last year, but an in- 
crease Of 18,800 cars above the preceding 
week this year. 

Loading of merchandise less than carload 
freight totaled 85,061 cars, a decrease of 20,- 
906 cars below the corresponding week last 
year, and a decrease of 2,149 cars below the 
preceding week this year. 

Grain and grain products loading totaled 
51,526 cars, a decrease Of 3,549 cars below the 
corresponding week in 1948, and a decrease 
of 4,500 cars below the preceding week this 
year. In the Western Districts, grain and 
grain products loading for the week of No- 
vember 19 totaled 32,611 cars, a decrease of 
2,687 cars below the same 1948 week and a 
decrease Of 1,981 cars below the preceding 
week this year. 

Livestock loading amounted to 12,191 cars, 
a decrease Of 3,696 cars below the same week 
in 1948, and a decrease of 1,221 cars below 
the previous week this year. In the Western 
Districts, loading of livestock for the week 
of November 19 totaled 9,617 cars, a decrease 
of 3,190 cars below the same week in 1948, 
and a decrease of 1,492 cars below the pre- 
ceding week this year. 

Forest products loading totaled 42,223 cars, 
a decrease of 1,801 cars below last year, but 
an increase of 442 cars above the previous 
week this year. 

Ore loading amounted to 20,412 cars, a de- 
crease Of 33,062 cars below last year, but an 
increase Of 12,766 cars above the previous 
week this year. 

Coke loading amounted to 6,618 cars, a de- 
crease Of 8,426 cars below the same week 
last year, but an increase of 2,022 cars above 
the previous week this year. 

All districts reported decreases compared 
with the corresponding weeks in 1948 and 
1947 except the Pocahontas. 


Cumulative Loadings 


1949 1948 1947 

Four weeks oO 

January 2,843,619 3,136,602 3,315,992 
Four weeks of 

February 2,767,048 3,076,653 3,193,958 
Five weeks 0O 

ae 3,344,597 3,612,357 4,035,514 
Four weeks of 

7 eee 3,078,454 3,210,586 3,399,969 
Four weeks of 

aS 3,098,808 3,511,166 3,493,260 
Five weeks of 

(Pe 3,603,454 4,280,146 4,172,680 
Four weeks of 

See 2,761,747 3,423,684 3,568,371 
Four weeks of 

aa 2,922,980 3,562,252 3,638,156 
Five weeks of 

Septem ber@ 3,390,749 4,411,589 4,542,799 
Four weeks of 

October 2,338,546 3,662,557 3,806,384 
Week of 

November 5. 578,981 843,586 910,170 
Week of 

—* 12 635,823 871,679 878,283 
eek of 

November 19 758,972 858,089 902,662 
are 32,123,778 38,460,946 39,858,198 


*Includes week ended April 2 
#Includes week ended July 2 
@Includes week ended October 1 


Rail Financial Data 


At the end of August, 1949, Class I 
railroads, exclusive of switching and 
terminal companies, had total current 
assets of $3,203,882,792, including $760,- 
921,812 in cash and $851,406,992 in 
temporary cash investments, as com- 
pared with $3,734,600,433, including $994,- 
478,316 in cash and $987,328,672 in tem- 
porary cash investments at the end of 
August, 1948, according to a statement, 
M-125, selected income and _ balance 
sheet items of those roads, prepared by 
the Commission’s Bureau of Transport 
Economics and Statistics. 

The statement showed that $122,016,669 
of funded debt would mature with six 
months from August 31, 1949. This com- 
pared with funded debt of $106.004,686 
Matured in the comparable period of 
last year, 

Total current liabilities stood at 
$1,896.728 548 at the end of August, 1949, 
aS against $2,124,023,701 at the end of 
August, 1948. Included in the current 
liabilities was accrued tax liability of 





$722,517,410 at the end of August, 1949, 
as compared with $749,479,835 at the end 


.of August, 1948. US. government taxes 


accounted for $544,021,176 of the accrued 
tax liability at the end of August, 1949, 
as against $581,380,961 at the end of 
August, 1949. © 





Intercity Motor Carriers’ 


Revenue and Expenses Up 


Intercity motor carriers of property, 
1831 in number, had net income of $24,- 
807,732 before income taxes, and net 
income of $17,353,383 after income taxes, 
in the second quarter of 1949, according 
to a statement, No. Q-800, prepared by 
the Commission’s Bureau of Transport 
Economics and Statistics showing reve- 
nues, expenses, other income and statis- 
tics of class I motor carriers of property. 

The statement compares these income 
figures with net income of $34,639,239 
before income taxes and $25,262,623 after 
income taxes in the 1948 second quarter. 

Total operating revenues for the 1949 
period amounted to $442,744,582 and 
total expenses were $417,102,651, leaving 
$25,641,931 net operating revenue. Other 
income totaled $1,993,168, and other 
deductions amounted to $2,767,367. For 
the comparable 1948 period, total operat- 
ing revenues were $408,560,095, and total 
expenses were $373,111,870, leaving net 
operating revenue of $35,448,225. 

The operating ratio for the 1949 quar- 
ter was 94.2 per cent, compared with 
91.3 per cent for the comparable 1948 
period. 

For the 1949 quarter, the total operat- 
ing and maintenance expenses of $368,- 


388,778 were distributed as _ follows: 
Equipment maintenance, $48,363,874; 
transportation, $207,296,296; terminal, 


$45,962,067; traffic, $10,707,534; insurance 
and safety, $26,125,956; and administra- 
tive and general, $29,933,051. For the 
comparable 1948 quarter, total operating 
and maintenance expenses of $330,734,- 
171 were distributed as follows: Equip- 
ment maintenance, $47,723,493; trans- 
portation, $182,113,485; terminal, $41,- 
791,812; traffic, $8,458,771; insurance and 
safety, $24,099,589; administrative and 
general, $26,547,021. 


Local Carriers 


The statement also showed the ex- 
perience of 610 local carriers. Their 
total operating revenues for the second 
quarter of 1949 were $63,340,126, and 
total operating expenses were $61,305,- 
494, leaving net operating revenue of 
—- with an operating ratio of 

For the comparable 1948 quarter, the 
local carriers had total operating rev- 
enues of $66,715,801, total operating ex- 
penses of $62,857,291. leaving net oper- 
ating revenue of $3,858,510, and an op- 
erating ratio of 94.2. 

Net income before incomes taxes in 
the 1949 quarter for the local carriers 
stood at $3,646.499, and, after income 
taxes, at $2,594,748. For the comparable 
1948 quarter, net income before income 
taxes was $6,422.256 and net income after 
income taxes, $4,927,466. 





Freight Car Report 


U. S. railroads reported an average 
daily surplus of 38,628 freight cars and 
and an average daily shortage of 5,629 
freight cars for the week ended Novem- 
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ber 19, according to the car service di- 
vision of the Association of American 
Railroads. 

The surplus was made up as follows: 
Plain box, 2,138; auto box, 50; flat, 533; 
gondola, 7,042; hopper, 24,702; stock, 540; 
refrigerator, 2,968, and miscellanous, 655. 

The shortage consisted of 2,504 plain 
box, 5 auto box, 74 flat, 623 gondola, 1,982 
hopper (20 covered), and 81 miscellaneous 
cars. 


October Collections of U. S. 
Transport Taxes Reported 


Collections of federal revenue yielded 
by the excise tax on transportation of 
property in October this year totaled 
$28,129,208.06, of nearly $600,000 more 
than the $27,532,074.78 produced by that 
tax source in October, 1948, but for the 
first four months of the current fiscal 
year (begun July 1, 1949) the property 
transportation tax collections of $107,- 
920,997.38 were $7,359,072.11 below the 
total for the same period of the preced- 
ing fiscal year, according to a compila- 
tion by the Bureau of Internal Revenue. 


The bureau collected, in October this 
year, $22,846,742.16 through the federal 
tax on transportation of persons (seats, 
berths), as against $20,738,748.99 in Octo- 
ber last year. For the months July to 
October, 1949, inclusive, collections of 
that tax totaled $107,920,997.38 or $7,350,- 
072.11 less than for the same period in 
1948. 

Federal gasoline taxes collected in 
October, 1949, totaled $49,320,823.79, com-- 
pared with $45,803,408.24 in the same 
month last year. For the period July 1 
through October 31, 1949, the gasoline 
tax yielded $182,148,897.64, an increase 
of $6,850,116.87 over the corresponding 
total for 1948. 

October, 1949, collections of the tax 
on transportation of oil by pipeline 
amounted to $1,286,669.17, as against $2,- 
004,080.05 in October last year. Collec- 
tions of carriers’ taxes under the rail- 
road retirement act in October this year 
totaled $1,818,608.07 as against $3,288,- 
960.98 in October, 1948. 


Waybill Analyses, 1948 


The Commission has issued a 177- 
page tabulation titled “Carload Waybill 
Analyses, 1948, Traffic and Revenue, by 
Commodity Class, Territorial Movement, 
Length of Haul (Short-Line), and Type 
of Rate, Products of Agriculture.” It 
said the traffic and revenue data used 
were derived from a one-per-cent sam- 
ple of audited carload waybills filed by 
Class I carriers for traffic terminated in 
1948. -The statement, No. 4942, was pre- 
pared by the Bureau of Transport Eco- 
nomics and Statistics. 





Carload Waybill Analyses 


The Commission has issued “Carload 
Waybill Analyses, 1949,” a 75-page tabu- 
lar report prepared by its Bureau of 
Transport Economics and _ Statistics, 
covering distribution of freight traffic 
and revenue averages for commodity 
groups and selected classes by rate terri- 
tories, the terminations having been in 
the first quarter of 1949. The report is 
statement No. 4943. 
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Appointment of J. M. Carey as general 
traffic manager of Owens-Corning Fiber- 
glas Corporation, Toledo, O., has been 
announced by W. 
P. Zimmerman, ex- 
ecutive vice-presi- 
dent. Prior to join- 
ing the Fiberglas 
Corporation, Mr. 
Carey was _ traffic 
manager for the 
Krafco Container 
Corporation, West 
Monroe, La. He be- 
gan his industrial 
transportation ca- 
reer in 1926, join- 
ing the Universal 
Gypsum & Lime 
Co., Chicago, as assistant traffic manager. 
Subsequently he became traffic manager 
of the company and its successor, Na- 
tional Gypsum Co., Buffalo, N.Y. A na- 
tive of Chicago, Mr. Carey is a registered 
Class “B” practitioner before the Inter- 
state Commerce Commission. R. C. Bur- 
gess continues as general transportation 
supervisor of the Fiberglas Corporation. 

* ed * 

William A. Wright, division freight 
agent of the Southern Railway System 
at Norfolk, Va., retired December 1 after 
45 years’ service with the company. He 
entered the service of the Southern rail- 
way as a clerk at Pinners Point, Va., and 
after serving subsequently in various 
clerical positions and as commercial 
agent at Norfolk, Va., he was promoted 
to division freight agent in August, 1937. 

* * ok 

W. S. Weismann, Jr. has been pro- 
moted from district sales manager in 
Buffalo, N.Y., to assistant to the vice- 
president in the Washington, D.C., ad- 
ministrative offices of American Airlines. 
He has been with the company since 
1936. 





J. M. Carey 


at * ws 

Friends and associates of Ralph R. 
Deahl, promoted from assistant general 
freight agent, New York, Chicago & St. 
Louis Railroad, Chicago, to freight traffic 
manager for the same railroad at San 
Francisco, Calif., attended a buffet sup- 
per and cocktail party given in his honor, 
at the Union League Club, Chicago, the 
evening of November 28. W. A. Mayfield, 
general traffic manager, Swift & Co., 
served as chairman, and W. A. Cramer, 
traffic manager, U.S. Steel Co. subsidi- 
aries, as co-chairman of the committee 
arranging the affair. 

a ae * 

The election of A. L. Church as secre- 
tary and A. B. Huttig as treasurer of the 
Illinois Central Railroad, Chicago, ef- 
fective January 1, has been announced 
by Wayne A. Johnston, president of the 
road. Mr. Church will continue as at- 
sistant to the president, a position he 


Communications for this department 
should be mailed to Editorial Depart- 


ment, Traffic World, 815 Washington 
Building, Washington 5, D. C. 





assumed in July, 1945, and Mr. Huttig 
will continue as assistant secretary, to 
which he was appointed in 1928. Mr. 
Church is also secretary of the Chicago 
& Illinois Western Railroad and presi- 
dent of the Madison Coal Corporation, 
R. E. Connolly, vice-president, secretary 
and treasurer, will continue as vice- 
president, accounting department, of the 
Illinois Central. 
ae a * 

Paul H. Draver, formerly general 
freight traffic manager of the Milwaukee 
Road at Chicago, was elected vice- 
president in charge 
of traffic for the 
railroad, with head- 
quarters in Chi- 
cago, at a meeting 
of the board of di- 
rectors November 9. 
He succeeds E. W. 
Soergel who died 
August 20, 1949. 
A native of Still- 
water, Minn., Mr. 
Draver started with 
the Milwaukee in 
its Kansas _ City, 
Mo., freight office 
in 1916. In 1927 he was appointed city 
freight agent in Kansas City, later serv- 
ing with headquarters there as traveling 
freight agent and general southwestern 
agent. In 1942 he was appointed assist- 
ant general freight agent with head- 
quarters in Milwaukee, and on February 
1, 1948, became general freight traffic 
manager at Chicago. 
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a 





Paul H. Draver 


Appointments of George B. Greenwood, 
as manager of the industrial relations 
department, and Irving S. White, as 
manager of the industrial engineering 
department, of the Robert Gair Co., Inc., 
New York, N.Y., manufacturer of folding 
cartons and corrugated and solid fibre 
shipping containers, have been an- 
nounced by George E. Dyke, president of 
the company. 

* * 

Frank T. Gresik has been appointed 
city freight agent, at Los Angeles, Calif, 
for the Kansas City Southern Lines, 
vice T. L. Hixson, resigned. 

cs * a 

M. E. Harlan, assistant general pas~ 

senger agent of the Northern Pacific 


Railway in St. Paul, retired December . 


1 under the company’s pension rules 
after 48 years of railway service, the 
last 44 of which were with the Northern 
Pacific. Mr. Harlan joined the Northern 
Pacific in 1905 as a stenographer in its 
St. Paul general passenger department 
and advanced to become assistant gen- 
eral passenger agent there in 1931. For 
a period in World War II, he served in 
the passenger traffic department of the 
Office of Defense Transportation 
Washington, D.C. 
* * * 

Appointment of Norman §. Taber 4s 
managing director of the United States 
Council of the International Chamber of 
Commerce, Inc., New York, N.Y., has 
been announced by H. J. Heinz I 
chairman of the organization. Mr. 
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Taber, formerly budget director of the and carloading problems dealing with 
Economic Cooperation Administration, shipments of general merchandise com- 





° Washington, D.C., assumed his new modities. One important phase of Mr, 
For eign Trade Zone duties December 1. The resignation of Bourdon’s activities, it added, would con- 
Alvin E. Dodd as chief executive of the sist of surveys of commodities appearing 
No 3 U.S. Council, has also been announced, at or near the top of the list of loss and 
, the organization stating that Mr. Dodd damage claims in the eastern and 

p ‘ accepted the position in October, 1948, northeastern regions. 

ort o with the understanding that his ap- i ew 

. pointment be a temporary one. He will The Great Northern Railway has an- 
San Francisco take over new organizational and ad- nounced appointment of Ira G. Pool as 
visory work with the American Manage- general manager of lines east of Willis- 
ment Association, of which he is hon- ton, N.D., effective December 1, with 
orary president. headquarters in Duluth, succeeding 
NOW IN FULL OPERATION * * # M. J. Welsh, who has been transferred 





Tariff and Descriptive Folder 


Gn Roques Columbia Commission to resume private John L. Robson succeeds Mr. Pool in 


law practice. He was first appointed his former position as general superin- 





to the commission in 1946 to fill an un- _tendent of motive power at St. Paul. 
B d of S expired term. He was reappointed the e ok & 
oard of State following year to a full three-year term Appointment of G. Donald Kennedy 
Harbor Commissioners which would have expired June 30,1950. as consulting engineer and assistant to 
= the president of the Portland Cement 


For the Port of San Francisco Lawrence E. Walsh, assistant counsel Association, Chicago, effective January 


to Governor Thomas E. Dewey, has been 1, 1950, has been announced by Frank T. 
appointed counsel of the New York Sheets, president. Mr. Kennedy has 
Commission. The position was formerly — served since 1943 as vice-president of the 
held by Philip Halpern who was elected Automotive Safety Foundation. He was 
a Supreme Court Justice in 1948, and formerly state highway commissioner of 
has been filled since Judge Halpern’s Michigan and served as president of the 
election by Sherman C. Ward, first as- American Association of State Highway 
sistant counsel, who has been acting Officials. 

commission counsel. Mr. Walsh, before . * « 

becoming assistant counsel to Governor Gaylord C. Whipple, manager, export 
Dewey, was an Assistant District Attor- department, Quaker Oats Co., and Man- 
ney from 1938 to 1941 of New York uel Perez, export manager, Miles Labora- 





















James W. Lauderdale resigned Decem- to St. Paul as a special representative 
ber 1 as a member of the District of in the company’s operating department. 
j 
Hi 
! 


Ferry Building, San Francisco 11, Calif. ti 





County. tories, Inc., of Elkhart, Ind., have been 

. = *® appointed directors of the Export Mana- 

Bi l d The Santa Fe Railway has announced gers Club of Chicago. They succeed 
1g..--a ert ee ann appointment of Howard W. Gentle as Parker Stewart, export manager, Ever- 


freight claim agent, Coast Lines, Los sharp, Inc., and Edward Schmidt, Jr., ex- 


eager to serve you Angeles, Calif., to succeed E. W. Thomas, port manager, De Kalb division, Rudolph 


With almost 11,000 miles of railroad who has been named assistant general Wurlitzer Co., who resigned because they 
ee EOE SEW MALES OF Talizes freight claim agent for the railway, with have been transferred to the east. 
and over 35,000 employes, The Mil- headquarters at Topeka, Kan. John E. * * # 


Chappell succeeds Mr. Gentle as as- A number of personnel changes in the 
sistant freight claim agent, Coast Lines, San Francisco headquarters staff of 
Los Angeles, while Harold Howarth as- American President Lines have been an- 
sumes the position of assistant freight ynounced by George Killion, president, to 
claim agent, Coast Lines, San Francisco, pecome effective January 1, 1950. W. H. 
formerly held by Mr. Chappell. Sharon, executive assistants to the presi- 
A Me dent, will assume new duties as manag- 

The freight loading and container sec- ing director, European division, with 
tion of the Association of American headquarters in Genoa, Italy. John F. 
Railroads has announced transfer of A. Conway, assistant operating manager, 
E. Bourdon, engineer, from Chicago will succeed Mr. Sharon as executive 
headquarters to the New York office lo- assistant to the president. J. E. Espey, 
cated at 30 Vesey Street, New York vessel operations supervisor, Singapore, 
City. It said the primary purpose in will assume new duties as assistant to the 
locating an engineer in the eastern  vice-president—operations, San Fran- 
region was to facilitate assistance to cisco. H. S. Campbell, manager at Hono- 
shippers, manufacturers and railroads’ lulu, will become assistant to the oper- 
that might have individual container ating manager, San Francisco. Mr. 


waukee Road is embarked on an ex- 
tensive program of construction and 
modernization designed to provide 
ever improved freight service. 
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Mr. TRAFFIC MANAGER 


W. are set up to save you money on your 
, a distribation. 


@ Carefully operated private ownership trucks assure 
prompt, on-time delivery. Responsible references. 
Pool car distributors to all New England points via 
Class One carriers. 


All protective services. Served by New Haven Railroad. 
Inquiries on rates and services earnestly requested. 





Walter L. Prowse, President 


‘ MOTOR TRANSPORT INC. 


12 House “C” Street, South Boston, Mass. * Phone Liberty 2-1095 
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Campbell’s successor is to be announced 
later. J. J. Murphy will return to San 
Francisco from his present position 
in Genoa to assume new duties to be an- 
nounced later. George T. Paine, general 
engineering superintendent, in charge of 
new ship construction, maintenance and 
repair, will become assistant operating 
manager, engineering. Mr. Killion said 
the growing importance of the company’s 
round-the-world service, for which it 
was building three large new luxury 
liners, made it necessary to expand its 
executive operating staff and focus more 
attention on the Mediterranean and 
European areas. He said his company 
expected to take delivery of its first 
new twelve million dollar round-the- 
world liner in mid-December of next year. 
« a = 


P. G. Anderson, of El Dorado, Ark., 
who was elected a director of the Na- 
tional Industrial Traffic League at the 
League’s recent annual meeting, to serve 
as one of the representatives of the 
southwestern region, has also been 
elected first vice-president of the Trans- 
portation Club of the Petroleum In- 
dustry, El Dorado. Mr. Anderson is 
trafic manager of Lion Oil Co., El 
Dorado, having been with that company 
for 19 years, and has also served for 
several years as vice-president of the 
El Dorado Chamber of Commerce. 

oF oo BS 


Ralph R. Dawson has been appointed 
to serve in the dual capacity of general 
trafic manager and traffic and trans- 
portation systems specialist for the 
Wheeldex Manufacturing Co., Inc., 
White Plains, N.Y., consultants on office 
production. 

a ES * 

The appointment of James K. Murphy, 
of Alexandria, Va., to succeed Lewis C. 
Heilman, of Washington, D.C., who has 
retired as secretary of the committee on 
train operation, control and signals and 
the joint committee on grade crossing 
protection of the Association of Ameri- 
can Railroads, has been announced by 
James H. Aydelott, vice-president in 
charge of the operations and mainte- 
nance department of the A.AR. Mr. 
Murphy heretofore served as insvector 
of train operation, control and signals 
for the A.AR. Mr. Heilman has been 
with the A.A.R. since 1921 and Mr. 
Murphy since 1938. 

+ * * 

C. B. Jacobson, formerly special agent 
for the Northern Pacific Railway, at 
Duluth, has been appointed chief special 
agent and labor agent of the railway to 
succeed Otto Parrhysius who retired 
November 30 after 50 years of railroad 
Service, the last 47 of which were with 
the N.P. L. M..Keppers, Mr. Jacobson’s 
assistant since 1942, becomes special 
agent at Duluth. 

~ a * 


_The election of Lee Glasgow as as- 
Sistant treasurer of American Airlines 
has been announced by William J. Hogan, 
vice-president and treasurer of the com- 
Pany. Mr. Glasgow, who joined the air- 
line in Chicago in 1936 as a senior 
accountant, will retain the title of as- 
Sistant comptroller given him a year ago. 
* * * 


Fred L. Lockhart has announced his 
Tesignation as a member of the three- 
man National Classification Board, 
American Trucking Associations, Inc., 
Washington, D.C., effective December 30, 
to become general traffic manager of 
Savage Truck Line, Inc., Norfolk, Va. He 
has served as a member of the board since 
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Fortnightly American Flag 
Service 


Fast, efficient service from Gulf Ports 
with LIMITED PASSENGER 
ACCOMMODATIONS. Our reputa- 
tion for expert cargo handling, and 
general all-around service has brought 


many new customers. Contact us today! 


U. S. Booking Agents 


Lykes Bros. Steamship Co., Inc. 


GRACE LINE—New York, 
Chicago & Pittsburgh 


‘ 


Gute & a — STEAMSHIP CO. 
620 GRAVIER ST. 


TERMINALS 


ALBANY, Albany 3-2511; BOSTON, 
Hancock 6-4180; BUFFALO, Bedford 
1428; CHICAGO, Calumet 5-0808; 
INDIANAPOLIS, Market ; 
KANSAS CITY, Victor 7790; 
NEWARK, Humboldt 2-4762; 
JERSEY CITY, Delaware 2-4402; 
NEW HAVEN, New Haven, 
6-5857; NEW YORK, Worth 
4-4576; PHILADELPHIA, 
Stevenson 4-1777; PROVI- 
DENCE, Elmhurst 7-912; 
ST. JOSEPH, St. Joseph 
2-7771; TOPEKA, To- 
peka 2-5861; WICHI- 
TA, Wichita 2-4941. 


NEW ORLEANS, LA. 


The MID-STATES territory includes the 
Eastern Seaboard, besides the great Cen- 
tral and Middle West. 

Since the freight you ship is the best— 
nothing short of the best should be 

your yard-stick in selecting your 

freight carrier. Let MID-STATES handle 
your shipment. Contact our nearest 


terminal or home office. 
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THE DAVIDSON TRANSFER & STORAGE CO. 
General Offices, Baltimore 3—BRoadway 7900 


December 14, 1942. An I.C.C. practi- 
tioner, Mr. Lockhart has been identified 
with the trucking industry since 1932 
when he was first employed by B. B. & C. 
Motor Freight, Indianapolis, Ind. 


OBITUARIES 


Edward H. Holden, 78, retired assistant 
to the president of Kansas City Southern 
Lines, died November 8 at St. Mary’s 
Hospital in Kansas City, Mo. After 


serving as telegrapher for the Santa Fe 


NEWS OF 
TRAFFIC CLUBS 


TRAFFIC Wortzp 


Railroad in Burlingame, Kan., he joined 
the Kansas City Southern as a train 
dispatcher in Pittsburg, Kan., in 1907, 
and rose to become vice-president in 1949 
and assistant to the president in 1941. He 
retired in 1947. 


* * # 


Berthold A. Clements, 72, retired vice- 
chairman and former president of the 
American Arch Co., Inc., railway equip- 
ment concern, died November 23 at his 
home in New York City. Mr. Clements 
formerly held the position of assistant 
to the president of the Illinois Centra] 
Railroad. 





Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington 


Building, Washington 5, D. C. 
value. 
week. 
informed as to the club’s activities. 


Delay due to mailing to Chicago office often eliminates news 
Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to 


members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


Officers elected by the Traffic Club of 
Topeka, Topeka, Kan., to serve for the 
year 1950, at a meeting held November 
17, included L. H. Schenck, secretary and 
director of manufacturing Capper Pub- 
lications, as president, and A. B. Flem- 
ing, division freight agent, Santa Fe, as 
vice-president. The secretary-treasurer 
will be appointed by the board of direc- 
tors, that post now being held by S. C. 
Bennett. D. F. Denman, the retiring 
president, automatically became a mem- 
ber of the board of directors for the en- 
suing year. Other new directors include 
Elmer Buster, Goffe & Carkner Grain 
Co.; Charles Walton, traveling freight 
agent, Santa Fe; C. M. Stickley, Topeka 
Truck Sales, and Elliott White, manager, 
Topeka Transfer & Storage Co. Hold- 
over directors are Harry Whitaker, Mid- 
States Freight Lines; R. A. Winn, freight 
traffic agent, Union Pacific; J. B. White, 
traffic manager, Seymour Packing Co.; 
and John Mullet, division freight agent, 
Rock Island. The club’s next meeting 
will be its annual Christmas party to be 
held December 17 in its club rooms at the 
Union Pacific station. 

aE a a 

The Columbus Transportation Club, 
Columbus, O., has made arrangements for 
a Christmas benefit dinner to be held the 
evening of December 8 at the Virginia 
Hotel, a dinner the evening of January 
12 at the Hotel Fort Hayes, and its silver 
anniversary dinner-dance the evening of 
February 18 at the Virginia Hotel. The 
events will conclude the club’s calendar 
for the year, to be followed by its annual 
election of officers on March 30. 


* x * 


Matters discussed by the Piedmont 
Traffic Club at its regular monthly meet- 
ing held November 14 at the Hotel Green- 
ville, Greeneville, S.C., included plans for 
its annual ladies night. A hospitality 
hour preceded the business meeting. H. 
D. Horton, former president of the Amer- 
ican Trucking Associations, Inc., was 
guest speaker. 

* * * 

Announcement has been made by Rob- 
ert Maguire, president of the Traffic Club 
of Philadelphia, that John D. Gill, an 
economist, will be guest speaker, and 


Lawrence F. Whittemore, president of 
the New Haven Railroad, will serve as 
toastmaster, at the club’s thirty-eighth 
annual dinner to be held the evening of 
January 17 at the Benjamin Franklin 
Hotel, Philadelphia, Pa. Richard C. Col- 
ton is chairman of the dinner committee. 
* ne ad 

The Red River Valley Traffic Club, 
Grand Forks, N.D., has set December 
8 as the date for its sixth annual din- 
ner. The principal speaker will be K. 
N. Merritt, vice-president, Railway Ex- 
press Agency, New York City. 


* * * 


The Women’s Traffic Club of San 
Francisco will hold its annual Christmas 
party December 15 in the Marines 
Memorial Club, San Francisco, Calif. 
Dinner will be served at 6:30 p.m. Bess 
Jackson, past president, will act as 
Santa Claus and members will exchange 
gifts. 


“Enforcement of I.C.C. Regulations,” 
will be the subject of an address to be 
delivered by Bernard A. Gould, of the 
Interstate Commerce Commission, at 4 
meeting of the New York Chapter of 
the Delta Nu Alpha _ Transportation 
Fraternity December 7 in the Hotel New 
Yorker, William C. Sieferth, chairman of 
the publicity committee, has announced. 

The thirtieth annual dinner of the 
Canton (O.) Traffic Club was scheduled 
to be held the evening of December 6 
at the Hotel Onesto. 

* * % 

The New Haven Transportation Club 
will hold a “Father & Son Night” De- 
cember 12 at the Hotel Garde, New 
Haven, Conn., at 6:30 p.m. 

ae He ae 

Earl T. Moore, president of the Jersey 
Central Lines, will discuss “Problems ° 
Railroads” at the regular monthly meet- 
ing of the Wyoming Valley Traffic Club 
to be held December 7 at the KingstoD 
House, Kingston, Pa. Dinner will be 
served at 7 p.m. Other speakers will be 
Ollie Shaw, shipping supervisor, Na 
tona Mills, Dallas, Pa., who will discuss 
transportation problems with respect 








Decem 


produc 
manag 
tributil 
speak 

chester 
Hudsor 
who wi 
J. Blal 
sulated 
as cha 
transpc 
current 
Reserv: 
Vincent 
ternatic 


Railroa 
Bonhar 
Chain 
2x. & 
manage 
ton, ch 
tee. 


“Tele 
subject 
gette at 
the Tr 
held No 
Paul, M 


The | 
ation h 
nual di: 





W ORLD 


joined 
train 
1907, 
n 1940 
41. He 


| Vice- 
of the 
equip- 
at his 
ments 
sistant 
entral 


ve as 
eighth 
ing of 
anklin 
’. Col- 
nittee. 


Club, 
ember 
| din- 
be K. 
y Ex- 


San 
stmas 
irines’ 

Calif. 

Bess 
ct as 
hange 


December 3, 1949 


products of his company; Jack Gaughan, 

manager, Universal Carloading & Dis- 
tributing Co., Wilkes-Barre, Pa., who will 
speak for motor carriers; R. C. Win- 
chester, traffic manager, Lehigh & 
Hudson River Railroad, Warwick, N.Y., 
who will speak for the railroads; and C. 
J. Blaker, traffic manager, Hazard In- 
sulated Wire Works, Wilkes-Barre, who 
as chairman of the railroad rates and 
transportation committee, will discuss 
current rate problems and _ legislation. 
Reservations are being handled by 
Vincent D. Garvey, traffic manager, In- 
ternational Color Printing Co., Wilkes- 
Barre, president of the club; L. O. Holt, 
district freight agent, Pennsylvania 
Railroad, Scranton, vice-president; B. M. 
Bonham, traffic manager, American 
Chain & Cable Co., Inc., secretary; and 
J. N. Kiefer, Jr., assistant general traffic 
manager, International Salt Co., Scran- 
ton, chairman of the publicity commit- 


tee. 
a 


“Television and How It Works,” was a 
subject of discussion by Mark A. For- 
gette at the weekly luncheon meeting of 
the Transportation Club of Saint Paul 
held November 29 in the Hotel Lowry, St. 
Paul, Minn. 

a ok ae 

The Worcester (Mass.) Traffic Associ- 
ation has announced plans for its an- 
nual dinner to be held the evening of 
January 16 at the Hotel Sheraton, Wor- 
cester. 

* * ok 

Ways and means of improving switch- 
ing service and terminal delays with a 
view to assisting carriers to hold and 
regain traffic were discussed at the 
regular monthly dinner and business 
meeting of the Industrial Traffic Man- 
agers Association, Kansas City, Mo., held 
the evening of November 21 at the Plaza 
Royal Restaurant, attended by traffic 
and operating department representa- 
tives of railroads serving industries in 
Kansas City, according to an announce- 
ment by L. W. Schurle, traffic manager 
of Gustin Bacon Manufacturing Co., 


\ w bee 
\ ae 


\\ 


fs Oval 


who is chairman of the publicity com- 
mittee. W. Paul Tarter, president of the 
association and assistant general traffic 
manager for William Volker & Co., pre- 
sided at the meeting. Organization of a 
shippers’ freight forwarding association 
was discussed. Several committees were 
appointed for the coming year. 
ok ES ak 

Coming events planned by the Cincin- 
nati (O.) Traffic Club include a stag 
party to be held December 15 at the 
Hotel Alms, a luncheon honoring retired 
members December 19 at the Gibson 
Hotel, and the annual meeting and elec- 
tion January 26 at the Hotel Alms. 


* a * 


The next meeting of the Western 
North Carolina Traffic Club is sched- 
uled to be held December 6 at the 
George Vanderbilt Hotel, Canton, N.C., 
with dinner being served at 6:30 p.m. 
The program is being arranged by Dick 
Wettach of Capital Airlines. 


* * 


H. M. Fetsch, general agent of the 
Lone Star Package Co., spoke briefly on 
the subject, “Development and Opera- 
tion of a Freight Forwarder,” at the 
regular monthly meeting of the Uni- 
versity of Baltimore Chapter of the 
Delta Nu Alpha Transportation Frater- 
nity held November 14 in the Charles 
Hall building of the university, Balti- 
more, Md. 

a co * 

The board of directors of the Traffic 
Club of New York, Inc., has notified club 
members of the completion of negotia- 
tions for a five-year lease on present club 
quarters in the Biltmore Hotel, New 
York City, and that reconstruction and 
redecoration work now underway is ex- 
pected to be completed by February 1, 
1950. An entirely new room is to be 
added at the end of the lounge, attrac- 
tively furnished and completely air- 
conditioned, for use in serving buffet 
luncheons. 

* tk we 


The Will County Transportation Club 


et 


Y 


71 


has announced that its next regular 
meeting will be held the evening of 
December 13 in the Moose Hall in down- 
town Joliet, Ill. The meeting will be 
titled “Unite for Action” in harmony 
with the Joliet Association of Commerce 
program whose secretary, John Randolph, 
will be the speaker. Joe Fuhs, of the 
Rock Island Railway, is chairman of the 
meeting. 
* * ok 

The New Jersey Industrial Traffic 
League will hold its annual election of 
officers December 15 at the Hotel Robert 
Treat, Newark, N.J. Nominations include 
Frank J. McGreevy, Newark traffic con- 
sultant, for president; Frank P. Martino, 
traffic manager, Reilly Tar and Chemical 
Corporation, Newark, for vice-president; 
Joseph Meade, traffic manager, Gibraltar 
Corrugated Paper Co., North Bergen, for 
treasurer, and the following as members 
of the executive committee: Milton Gold- 
stein, traffic manager, Serutan Co., 
Newark, and George Gundersen, assistant 
traffic manager, Port of New York Au- 
thority. 

* a ac 

John S. Burchmore, general counsel, 
National Industrial Traffic League, who 
is chairman of the public affairs commit- 
tee of the Associated Traffic Clubs of 
America, will be guest speaker at the 
annual dinner of the Newark Traffic Club 
scheduled to be held January 26 at the 
Hotel Robert Treat, Newark, N.J. Ralph 
A. Travisano, traffic manager, Worthing- 
ton Pump & Machinery Corporation, 
N.J., immediate past president of the 
club, is chairman of the dinner commit- 
tee. The first regular meeting of the 
club, following the recent installation of 
new officers, with William A. Korten- 
haus, of Bilkays Express, Newark, as 
president, was scheduled to be held De- 
cember 5 at the Hotel Robert Treat. 


* * * 


The following have been elected of- 
ficers of the Racine-Kenosha Women’s 
Traffic Association, Racine, Wis., to 
serve for the year 1950: Miss Florence 
Klotz, president, and Miss Mary Kovar, 
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vice-president, both of Sam Lower, Inc., Jackson, manager of Kyle & Co., Stock. products, 
Kenosha; Miss Ruth Yerdon, of Keeshin ton, was program chairman. foods, 9, 
Motor Express, Racine, treasurer, and * * + pakery I 
Mrs. Irene Hamilton, of Commercial The Clearing-Cicero Traffic Confer. §tionery, ‘ 
Truckers, Racine, secretary. The new’ ence, Chicago, has designated its next §miscellar 
officers will be installed at a meeting meeting to be held December 8 as “Air § Compil 
of the association in January. The aS- ‘Transport Night.” Howard Willarg @turers’ t 
sociation’s next meeting, which will be system cargo sales manager of Panagra states, 1 
its Christmas party, will be held De- Airways, will address the meeting foj- complete 
cember 19 in Kenosha. lowing a dinner. Movies of air trans- 
are portation will also be shown. 

The annual Christmas party - _ * * # Intern: 
Tri-State Traffic Club, Cumberland, Md., . . _ 
is scheduled to be held December 14, at _ 1h¢ Railway Business Woman's As. §, .. 

J ‘ ce sociation of Chicago will hold a Christ- L-Line 
6:30 p.m., at the Ali Ghan Shrine Coun- mas luncheon December 10, at 12:30 
try Club. Reservations are being han- p.m., in the Morrison Hotel Muriel A com 
dled by John L. Carnochan, secretary. Cheal, of the Chicago, South Shore & gineered 


._- * South Bend Railroad, who is chairman fj ‘entirely 

A railroad film, “Wheels A’Rolling”’, of the association’s publicity committee, light”, hi 
was shown at an “Irdustrial Night” has announced. There will be gifts for tor truck 
meeting of the Stockton (Calif.) Traffic members present. Elsie Offrim is in Harveste 
Club November 22, at which Frank charge of arrangements as program The I 
Higham, club president, presided. Paul chairman. as 
That you can obtain designed 
type of 1 


certain documents from | | NEW SERVICES AND PRODUCTS went on 


Washington promptly througha 


. . . thereby eliminating the uncertainty iN TRANSPORTATION ional’ 
i. Z cee ddédddddddddddddddddddddddddaac 


through other channels. modern 


treme p 








Yes, our Service Department 


. owned or leased by 246,437 manufactur- 
will get them for you HIGHWAY ing concerns reporting,” the conference 
said. “Figures for motor vehicles are 


PC Mtiak tly and there is no i broken down according to manufacturers’ 

charge when these docu- Manufacturers’ Ownership rated capacity and body types, with 

: a tractor trucks, trailers and semi-trailers 

uae 28s Pp rinted for public Of Trucks Shown in Census reported separately. A segregation of 

distribution . . . if we have to ee ial , cmmiien & body types shows the following totals: 

elerring to intormation compiled bY vans, 29,434; stake or platform type, 

pay for them or they must the Department of Commerce in “in- 99.450; panels, 141,380, and all other 
be copied, you pay us the dustry reports” based on the 1947 census types, 88,080.” 

cost onl | of manufactures, the National Highway Among individual groups of manufac- 

y: | Users Conference says that those reports turers, the “food and kindred products” 

. have made available, “for the first time manufacturers group accounted for the 

Remember, next time, when since the ery “ manatees be largest number of vehicles—232,115, or 57 

initiated in ,’ data on the operation per cent of the total, the N.H.U.C. said. 

you need a copy of an I. C. C. and vocational uses of “highway-type Other large groups of manufacturer us- 


Decision, Proposed Report, motor vehicles.” ers, it said, were lumber and wood 
H The N.H.U.C. said that the census_ products, with 11 per cent, stone, glass 
Susp oe Order, =, © contained statistics for all establish- and clay products, with 4.62 per cent, § jision” ¢ 
drop us a line. ments primarily engaged in manufactur- and chemical and allied products, with § more roo 
ing but did not include vehicles operatea 4.55 per cent. In the list of manufac- § a)-roynq 


: by trucking companies which provided turers in the “food and kindred prod- § gion engi 
R. R. Lethom, Manager, Service Department services to manufacturing establish- ucts” group it was shown that the totals § dstripyti 
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products, 58,339; canned and preserved 
foods, 9,675; grain-mill products, 11,067; 
pakery products, 60,980; sugar, confec- 
tioery, etc., 2,512; beverages, 48,445, and 
miscellaneous food products, 21,857. 
Compilation of statistics of manufac- 
truck ownership, according to 
, was now about three-fourths 
completed, the N.H.U.C. said. 


international Introduces 
‘Line’ Heavy Duty Trucks 


A completely re-designed and re-en- 
gineered line of International trucks, 
‘entirely new from front bumper to tail 
light”, has been announced by the mo- 
tor truck division of the International 
Harvester Co., Chicago. 

“The new L-line, a complete line of 
heavy-duty-engineered trucks consist- 
ing of 87 separate truck chassis models 
designed to handle every conceivable 
type of hauling job,” the company said, 
went on display in dealers’ showrooms 
throughout the country on November 30, 
and was the “end result” of Interna- 
tional’s 43 years of truck engineering 
‘now-how”, featuring the following: 
Complete restyling that blends a new 
modern truck streamlining with ex- 
treme practicability; a new “comfo- 


The models shown here of the L-110, L-160 and 

L-190 series, are representative of International 

Harvester’s 87 new L-Line separate International 
truck chassis models. 


vision” cab, custom-designed to provide 
more roominess, added comfort and new 
all-round visibility; new chassis dimen- 
sion engineering that permits better load 
distribution, greater maneuverability, 
shorter over-all lengths and improved 
engine accessibility; new, improved valve- 
i-head International truck series en- 
gines, including an all-new Silver Dia- 
mond engine; and a host of new me- 
chanical and engineering -improvements 
designed to effect important cost reduc- 
tions for the operator. 

Brought to the public after years of 
exhaustive testing and research, the com- 
pany said the new trucks required the 
greatest expenditure of any new models 
i “International history”, and added: 

“More than $30,000,000 was spent for 
the vast’ production changeover neces- 
sary. The changeover involved the wide- 
spread revamping of facilities, layouts 
aid assembly lines in the company’s 

ort Wayne and Indianapolis, Ind., and 
Springfield, O., plants; the acquisition 
of thousands of new machines, tools, dies, 
patterns, gauges and fixtures; and the 
addition of many new buildings and ex- 
tensions to existing facilities. 

At great additional expense more than 
wee years of road tests went into prov- 
ing the new trucks. The intensive pro- 
stam included laboratory and track test- 
ing in addition to over 3,000,000 miles of 


MERCHANDISE AND COLD STORAGE 


Warehouse Section 


Published in the First Week’s Issue Each Month 


This Section has been designed to provide traffic and sales 
managers with conveniently organized information about 
the merchandise and cold storage warehouses in the prin- 


cipal distribution centers of the country. 


* Merchandise 


warehouse 
vy Both a cold 
merchandise warehouse 


Symbols and Abbreviations: 


storage and 


+ Cold Storage warehouse 
D Water dock facilities 
H Household goods 


Insurance Rates: The rate shown is the lowest charge per $100 per year— 
100% coverage unless otherwise specified. Floor Load: Indicates range 
er maximum weight capacity in pounds per square foot. 


Geographical Index of Merchandise and Cold Storage 


Warehouses Serving Key Distribution Areas 


CALIFORNIA—Page 74 
California Warehouse Co. 
Howard Terminal 

Overland Terminal Whse. Co. 
San Francisco Warehouse Co. 
Star Truck & Warehouse Co. 


COLORADO—Page 74 
The Weicker Tfr. & Stge. Co. 


DELAWARE—Page 74 

Wilmington Marine Terminals 

DISTRICT OF COLUMBIA— 
Page 74 

The Terminal Stge. Co. of Wash. 


ILLINOIS—Pages 74, 75, 76 
Crooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Federal Warehouse Co. 


Griswold & Bateman 
house Co. 


Midland Warehouses, Inc. 
Moline Whse. & Storage Co. 
North Pier Terminal Co. 
Rock Island Terminal Co. 
Soo Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


Ware- 


INDIANA—Page 76 

Great Lakes Warehouse Corp. 

Indiana Terminal & Refrigerat- 
ing Co. 

Mead Johnson Terminal Corp. 

Pettits’ Storage Warehouse Co. 


lOWA—Page 76 
American Trfr. & Stge. Co. 
lowa Warehouse Co. 


KANSAS—Page 76 
Burnett Bonded Warehouses 


KENTUCKY—Page 76 


Louisville Public Warehouse Co., 
ne. 


Union Transfer & Storage Co. 


MARYLAND—Pages 76, 77 
Camden Warehouses 
Davidson Transfer & Storage Co. 


Terminal Whse. Co. of Balti- 
more 


MASSACHUSETTS—Page 77 
Hoosac Storage & Warehouse 
Co. 


MINNESOTA—Page 77 
Midway Terminal Warehouse Co. 


Minneapolis Terminal Ware- 
house Co. 


St. Paul Terminal Warehouse Co. 


MISSOURI—Pages 77, 78 
Adams Transfer & Storage Co. 
Crooks Terminal Warehouses 


or City Terminal Warehouse 
°. 


S. N. Long Warehouse 
~~ Terminal Warehouse 
°. 


Rutger St. Warehouse, Inc. 


St. Louis Terminal Warehouse 
Co. 


NEW JERSEY—Page 78 
Harborside Warehouse Co., Inc. 
Lackawanna Whse. Co. 


Lehigh Whse. & Trans. Co., 
Elizabeth. 


Lehigh Whse. & Trans. Co., 
Newark. 


NEW YORK—Pages 78, 79 
Baltimore & Ohio Stores, Inc. 
Beach Warehouse Corporation 
B. R. & P Warehouse, Inc. 
Buffalo Merchandise Whses., Inc. 
= Lederer Term. Whse. Co., 
nc. 
Lehigh Whse. Corp. of Brooklyn 
S. Santini Storage Corporation 


OHIO—Pages 79, 80 

The Baltimore & Ohio Whse. Co. 

aaa Merchandise Whses. 
°. 

Cincinnati 

houses, Inc. 

~ Columbus Terminal Whse. 

‘o. 


Terminal Ware- 


_ OHIO—Contd. 


be Cotter Merchandise Storage 


Great Lakes Terminal Ware- 


house Co. 
The Lederer Term. Whse. Ce. 
National Warehouse Corp. 


= Otis Terminal Warehouse 
°. 


PENNSYLVANIA—Page 80 
- “ae Whsg. & Safe Dep. 
°. 


Terminal Warehouse Co. 


RHODE ISLAND—Page 80 


ge Warehouse Co. of R. I., 
ne. 


SOUTH DAKOTA—Page 80 
Wilson Storage and Transfer Ce. 


TENNESSEE—Page 80 


ov Terminal Warehouse 
o. 


Poston Warehouses 

United Warehouse & Terminal 
Corp. 

TEXAS—Page 81 

The Dallas Trans. & Term. Whee. 
Co., Inc. 


Houston Term. Whse. & C. $. Ce. 
Interstate-Trinity Waereheuse Ce. 
Patrick Transfer & Sterage Ce. 


UTAH—Page 81 
as Storage & Commission 


Western Gateway Storage Ce. 


VIRGINIA—Page 81 


oats Transfer & Storage Ce., 
nc. 


Roanoke Public Warehouse 


WISCONSIN—Page 81 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 


CANADIAN SECTION 


QUEBEC—Page 81 
St. Lawrence Warehouses, Ine. 
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LOS ANGELES, CALIF. 


California Warehouse Co. 


Established 1915 
W. E. Fessenden *« 1248 Wholesale St. 


Owner and Manager Tel.—Trinity 2211 
FACILITIES—130,000 sq. ft. steel-concrete const. 
Sprinklered throughout. A. D. T. sys. Ins. rate 
12.2c. 6 car siding on Santa Fe: free switch. 
Metor truck plat. 16 truck capacity. 
SERVICES—Poo! car distribution. Operating own 
delivery system—City and L. A. Harbor. Tem- 
perature controlled basement storage. Office 
space available. Free parking—convenient and 
non-congested district. 

ASSOCIATIONS—A.W.A., Amer. Chain of Whses. 



















40S ANGELES 21, CALIF. 


Overland Terminal Warehouse Co. 
Established 1931 Incorporated 
Gordon Ress 1807 E. Olympic Blvd. 
President Tel.—Trinity 1146 







* 







FACILITIES—426,393 sq. ft.; Fireproof, steel and 
concrete const.; Floor load, 250 Ibs.; Sprink. sys.; 
A. D. T. Ins. rate, 10.8c. Siding on Un. Pac.; cap. 
25 cars; free switching of competitive traffic. 
Sheltered Motor Plat., 22 truck doors. 

SERVICE FEATURES—Bonded: U. S. Cusfoms, Poel 
car dist. Motor transport service. Cool Rooms— 
cheese, dates, nuts (32-40°); other commodities at 
41° up. Candy storage. Display rooms and offices 
—convenient to business district. 

ASSOCIATED with Crooks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 

Watch Display Advertisements on Inside Front Covers! 

















LOS ANGELES, CALIF. 


Star Truck & Warehouse Co. 
Established 1892 


E. S. Stanley * 1855 Industrial St. 
Owner Tel.—Mutual 9141 
FACILITIES—250,000 sq. ft.; Fireproof, reinfd. con- 
crete const.; Floor load, 250-600 Ibs.; Sprink. sys.; 
A. D. T.; Watchmen. Ins. rate, 11.7¢ (90%) Siding 
on A. T. & S. F.; free switch. 

SERVICE FEATURES—Licensed, Calif. R. R. Com. 
Very cool basement for candy, etc. Specialize in 


crugs. toiletries, canned goods, elec. appliances. 
Pool car dist.; 1 pcs. equipment. Motor term. 
REPRESENTED BY—Distribution Service, Inc. 


OAKLAND, CALIF. 


Howard Terminal 


Established 1900 Incorporated 
Bruce Howard, Whse. Mgr. *D 95 Market St. 
Frank Smith, Office Mgr. GLencourt 1-4722 
PACILITIES—Prop. owner; Firepf. brick and steel 
const.; max. fi. Id. 550 Ibs.; sprinkler; pvt. watch.; 
A.D.T.; ins. 12¢ to 23¢; sidings S.P., A.T.&S.F., W.P. 
Ry., Howard T. Ry., 70 cars; free switch; tr. plat. 
© trucks; 4 water docks, 400 ft. long, draft 32 ft. 


SERVICE FACILITIES—U. S. Customs bonded; pool 
car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads. 


MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 
SAN FRANCISCO, CALIF. 


San Francisco Warehouse Co. 
Established 1899 Incorporated 


Henry F. Hiller 605 Third St. 
President Tel.—Sutter 1-3461 
Specializing in the storage of general merchandise 
and liquors,—drayage and pool car distribution. 
FACILITIES—Operating Continental Warehouses, 
625 Third St., Security Warehouses, Spear & Folsom 
Sts., North Branch Warehouses, Beach & Hyde 
Sts..—all on railroad sidings. 

MEMBER—American Warehousemen’s Assn. 
resented by Distribution Service, Inc. 
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driving under all types of operating, 
weather and road conditions.” 





Steel Flooring for Trucks 
Described in Pamphlet 


The advantages of nailable steel floor- 
ing for truck and trailer floors are 
stressed in an illustrated folder just 
published by Great Lakes Steel Corpora- 
tion, Detroit. Such floors last longer, 
reduce floor maintenance costs and Vir- 
tually eliminate floor replacements, it 
is claimed. The flooring consists of 8- 
inch channels welded lengthwise to the 
vehicle chassis, with a nail groove 
formed by the channel sides between 
each two channels. Ordinary 16 or 20 
penny nails driven into the grooves are 
deformed by the bending action of the 
channel sides and hold tighter than in 
wood, according to the company. The 
grooves are filled with a stiff plastic 
composition to keep out foreign material 
and prevent water from splashing up 
from below. The steel flooring can be 
applied to new trucks and trailers or as 
floor replacement in existing equipment. 
Copies of the folder may be obtained 
from the company. 





O’Connor and Stronach 


Buy Dennis Truck Line 


William J. O’Connor, executive assist- 
ant to the president of Interstate Motor 
Freight System, has announced his 
resignation of that position, to become 
president of the Dennis Truck Line, Inc., 
of Chicago. Mr. O’Connor and E. S. 
Stronach, vice-president and treasurer, 
recently purchased the Dennis company, 
which furnishes a specialized transpor- 
tation service between Chicago, Cincin- 
nati, Indianapolis, and Louisville. The 
new owners plan to purchase 50 addi- 
tional new units, including van, open 
top, and refrigerator trailers. 

The Dennis organization in its three 
years ‘of existence has handled some of 
the largest plant removal projects ever 
to move by motor truck, according to 
Mr. Stronach. Both he and Mr. O’Con- 
nor have been active in the trucking in- 
dustry since the early 1930's. 





Truck Weight Limit Trends 


“Recent Trends in Truck-Weight 
Limitations” is the subject of an article 
written by Margaret R. Purcell, trans- 
portation economist, Bureau of Agricul- 
tural Economics, U.S. Department of 
Agriculture, which appears in the No- 
vember issue of “The Marketing and 
Transportation Situation,” issued by the 
department. 

The article deals in detail with the 
subject under consideration. 

In summary, the author states: 

“Modernization of weight limits has 
a tendency to follow regional or geo- 
graphic area lines, with adjoining states 
tending toward reasonable uniformity. 
Even before the war, when maximum 
gross-weight allowances were lower, 
there was some tendency toward uni- 
formity of weights among contiguous 
states. Modernization of laws regarding 
weight, however, has changed the pat- 
tern or state to state uniformity, so that 
the present grouvs of states that have 
uniform weight allowances are not the 
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The Weicker Transfer & Storage Go, 141. 
Established 1899 a Grod 
R. V. Weicker * 1700 Fifteenth St. Establisi 
President Tel.—MA 322)| B\ 433 W. 


FACILITIES—250,000 sq. ft. Fireproof and mill 
construction, sprinkler system. Insurance rate from 
9.3c up. Free switching from all railroads. 
SERVICE FEATURES—Merchandise and household 
goods stored. Pool car distribution. Motor freight 
term. Statewide motor frt. service daily. 
REPRESENTED BY—Distribution Service, Inc.; Amer. 
ican Chain of Warehouses. 


ASSNS.—A. W. A.; Colo. Tfr. & Whsemen’s Assn, 
ce} 





WILMINGTON, DELAWARE 








-_ 
Wilmington Marine Terminals - 

Established 1923 Foot of 

E. W. Richardson, *D Christina Ave, & 

Manager Telephone 8566 = 
FACILITIES: 174,000 sq. ft.; brick and_ concrete] | South Sid 


constr.; floor load 700 Ibs.; sprinklered; watch. 
man service; ins. 20c. Siding PRR-Rdg-B&O, co. 
pacity 40 cars. Dock 2060 ft.; draft 25-30 #, 
m.l.w.; 100% palletized. Stev. serv.; 40 acres 
open storage yard; SIT; mats, hdig.; 3 5-15 ton 
Tvl. Gant. crane; 2 25-ton loco. crane; 10 Fork 
Trks., 6000 Ibs. cap.; 30,000 pallets. 


adjacent | 


@ Downt 
(directly « 
Brick anc 












yy ye oye A. (Mdse.)—A. C. W— . 
WASHINGTON, D. c. — a 

The Terminal Storage Company of Washington | B|'%:4"303 

Established 1903 incorporated| | ® 35th S 
















Mr. H. H. Spicer, Jr. % First & K Sts., N.E| |" loca! 
Manager Tel.—Metropolitan 4685) B|300 Ibs.; 
FACILITIES—10 buildings, 243,000 sq. tt. ot which| |! C—Per 
130,000 sq. ft. is of fireproof construction. Private @ South 
watchmen. Floor load 250-600 Ibs. Sidings, B. &| | (especial; 





O. R. R.; capacity 20 cars. Motor platform—Co 
pacity 30 trucks. 

SERVICE FEATURES—Pool car distributors. 
cartage. Space for lease. 


ASSOCIATION—A. W. A. (Mdse.). 
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CHICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 


Ward Castle * 427-473 W. Erie St. se car 
President Tel.—Superior 9066 all 


FACILITIES—250,G00 sq. ft.; heavy joist const.) Bitype of 
A. D. T. Sprinkler alarm; watchmen. Fumigation. 
Ins. 19c. Sidings on C. M. St. P. & P., cap. 21 -— 


free switch. Shelt. motor platf.; cap. 18 tr 


Storage fe 
car servic 


‘ 


SERVICE FEATURES—Bonded: State; Licensed, U. 5. A.W. A 
Whse. Act. Pool car dist. Motor freight term. Mdse. We 
Space for lease: Storage, Office. Financial service. w 


Specialize in food products. Cool rooms. 
ASSNS.—A. W. A. (Mdse.); Ill. Assn. Mdse. Whsmn. 








CHICAGO, ILL. 


Griswold & Bateman Warehouse Co, 


Incorporated *% 1525 Newberry Ave. 


F. D. Bateman, Pres. Tel.—CANal 2770 
FACILITIES—Prop.owned. (1) 1530 S. Sangamon St. 
120,000 sq.ft.mdse.& 30,000 cu.ft. cold stge. (2) 1524 
S.Peoria St.; 150,000 sq.ft.mdse. Both whse.; Firepf. 
rein.con.const.; fi.ld. 250 Ibs.; Sprinkler; pvt. wateh.; 
A.D.T.; ins. 10¢; sid. on C.&N.W., C.&A.Ry., B.&0., 
C. T. Ry., 8 cars; free switch.; cov. docks, 12 trucks. 
SERVICE FEATURES—Lic. under U. S. Whse. Att 
bonded; U.S.Int.Rev. U.S.Customs; State; pool cr 
distr.; Co. oper. 6 trucks; Stge. and office space. 
REPRESENTED BY—Allied Distribution, Inc. 

MEMBER—A. W. A.; Ill. Assn. of Mdse. Whsemer. 


CHICAGO, ILL. 


Midland Warehouses, Inc. 


1500 S. Western Ave. * Established 1906 
Tel.—Canal 6811 
FACILITIES—1500 S. Western Ave., 570,000 sq. ft 
cone. steel const.; 1534 S. Western Ave., 67,000 Ni 
ft. brick, mill const. Ins. rates as low as 4c. A 
with A.D.T. Watch. Serv. & Sprinklered. Diret 
con. all Chicago Rys. Sidings on Chicago Jct. Ry. 
40 car capacity Ample Motor Truck Platforms. 
SERVICE FEATURES—U. S. Cust., State, Priv. 
Pool car distr. Office & Whse. space to lease 
L.C.L. freight station on premises. 
MEMBER—Amer Chain of Whses., A.W.A. (Mdsed. 
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Crooks Terminal Warehouses 


Established 1913 *xD Incorporated 
433 W. Harrison S$. Tel.—WAbash 2-4070 


Harry 0. Crooks, President 


New York Office 
George G. Roddy 271 Madison Ave. 
Murray Hill 5-8397 


South Side Warehouses—On the Belt Ry. of Chicago 
adjacent to Great Clearing Interchange Freight Yard. 


Facilities 


@ Downtown Warehouse, 417-39 W. Harrison St. 
(directly opposite main post office): 100,000 sq. ft.; 
Brick and reinforced concrete const.; Floor load, 
300 Ibs. Siding on C. B. & Q.; capacity 75 cars. 
Tunnel connection. 50 truck loading doors. 


@ Burlington 14th Place Warehouse, 429-49 W. 
Mth Pl. (adjacent to downtown district): 90,000 
sq. ft.; Brick and reinforced concrete const.; Floor 
load, 300 Ibs. Siding on C. B. & Q. R. R. 


@ 35th St. Warehouse, 2704-44 W. 35th St. (Cen- 
tral location, near Chicago Stock Yards), 150,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
300 Ibs.; Sprinkler sys.; Served by Santa Fe— 
. C.—Penno.—C R. & I. and |. H. B. R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,000 
sq ft; Brick, mill and concrete const.; Floor load, 
200-500 Ibs.; Sprinkler sys.; Siding on Belt Ry. of 
Chicago; capacity, 60 cars; direct rail with own 
South Chicago dock. 

@ South Chicago Waterfront Warehouses, 
$t. and Calumet Xiver—West Bank: 60, 
Steel const.; Floor load, 250 Ibs. 
Ry. of Chicago, capacity, 50 cars. 
length, 1500 ft.; draft, 20 ft. 


Service Features 

Bonded: U. S. Customs; State. 
Pool car distributors. Motor 
transport service available. 
Equipment for handling any 
type of vessel or barge plus 
Storage facilities. L. C. L. trap 
car service. 


103rd 
sq. ft.; 
Siding on Belt 
Water Dock: 


poet 
OUR \NTEGRITY 
YOUR SECURITY 


Associations 
A. W. A. (Mdse.); IIL. 
Mdse. Warehousemen. 


Watch Display Advertisements on 
Inside Front Covers! 


Assn. 


CHICAGO, ILL. 


Soo Terminal Warehouse 


Established 1914 

L B. Darovie * 519 W. Roosevelt Rd. 

nager Tel.—Canal 5740 
FACILITIES—500,000 sq. ft.; Fireproof, reinf. conc. 
const; Floor load unlimited. Low insurance rate. 
ding: Soo Line, free switch, all lines; 50 cars. 
Truck dock, 18 trucks under roof. 
SERVICE FEATURES—Bonded: U. S. Customs, State. 
col car distribution. Candy storage. i 
summer, Space for lease with office. 
out freight deliv. to all trunk lines via tunnel. 
REPRESENTED BY —National Whse. Service. 
ASSOCIATIONS—A. W. A. (Mdse).; |. A. 


CHICAGO, ILL. 


Wakem & McLaughlin, Inc. 


Established 1886 
FE. Berg * 225 E. Illinois St. 
net y & Treas. Tel.—Superior 6828 
ACILITIES—(1) 213-235 Illinois St. Mdse. Storage; 
Chant Distilled spirits—govt. storekeeper. (2) 
wi-427 E. North Water St. & (3) 352-402 E. North 
he, St: leased space. Total space, 500, sq. 
» Mill const. Sprinkler sys.; A. D. T.; Watchmen. 
a 15%c. Sidings on C. & N. W. 
ICE FEATURES—Licensed, U. S. Whse. Act; 

_ Bonded: U. S. Int’l Rev.; Customs. 
AS or liquors. Pool car distribution. s. 

SOCIATIONS—A. W. A.; Ill. W. A.; Chi. C. ef C. 


same groups as had uniform limits be- 
fore the war. 

“Even though maximum weights have 
been raised rather generally, and greater 
uniformity among groups of states has 
come about, maximum-weight allow- 
ances on the heaviest combinations still 
vary widely in the United States as a 
whole, with only the west showing con- 
siderable uniformity. Maximum weights 
for the 3-axle tractor-semitrailer com- 
binations exihibt more stability: all the 
states in the west have uniform maxi- 
mums for them and the midwest shows a 
differential of only 4,000 pounds. The 
northeast and south show wider ranges 
for the semitrailers, although identical 
maximums are allowed in half the states 
of each of these regions.” 


Big Demand for New Motor 
Trucks in 1950 Predicted 


Sales of motor trucks appeared to be 
headed for “the million mark” in 1949, 
breaking all pre-war records, and the 
rapid pace of retail deliveries of: motor 
trucks this year gave every indication 
that the demand for such vehicles would 
rémain heavy through 1950, said W. C. 
Schumacher, general manager of the 
motor truck division of the Interna- 
tional Harvester Co., in a sales meeting 
of International truck representatives 
from states in the Great Lakes area and 
in the south. He said that recent ex- 
penditures by International Harvester 
of more than $30 million for remodeling 
and expansion of its motor truck pro- 
duction facilities at its Fort Wayne, In- 
dianapolis and Springfield, O., plants 
gave evidence of the company’s optimism 
toward the future. 


Less-Carload Freight Rules 
Republished by A.A.R. 


The booklet “Rules for the Receipt, 
Handling, Stowing, Bracing and Deliv- 
ery of Less-Than-Carload Freight,” writ- 
ten to acquaint railroad personnel with 
the importance of preparing this type of 


freight shipment properly to permit 
packages reaching consignee without 
damage, has been revised and reissued 
by the freight loading and container 
section of the Association of American 
Railroads. Copies of the 100-page, illus- 
trated and indexed booklet may be ob- 
tained for 35 cents from Secretary 
George H. Ruhle, at 59 East Van Buren 
St., Chicago 5, Ill. 


1.C. to Provide Faster 


Train Service to Florida 


Added equipment and a faster south- 
bound schedule from Chicago and St. 
Louis to Florida will be provided for holi- 
day travelers on the Illinois Central 
Railroad’s streamline “City of Miami,” 
with inauguration of the new service 
December 16 from Chicago and St. Louis 
and December 17 from Miami, G. R. 
Kimbel, passenger traffic manager of the 
railroad, has announced. 

“The addition of coaches, sleeping cars 
and extra dining and lounge facilities 
will result in an 18-car train providing 
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WAREHOUSE SECTION 


ILLINOIS 
TOUTUUUUUUUOUUOUUUUUOUEUOUUUUUUEUGUUAUUUGEUEUAALUE UGA 
CHICAGO, ILL. 


North Pier Terminal 


Executive Offices—444 Lake Shore Drive 
‘ Telephone SUPerior 7-5606 


W. W. Huggett *D S. T. Heffner 
Pres. and Gen. Mgr. Vice Pres.—Sales 


DISTINCTIVE LOCATION—Frontage on Outer Drive, 
address 444 and 445 Lake Shore Drive. Buildings, 
365-589 East Illinois Street. Three blocks to Mich- 
igan Avenue, five blocks to Wacker Drive. Com- 
bine office with your warehouse. 


FACILITIES—1,250,000 square feet mill and brick 
constructed buildings. Sprinklered, Ins. rate 18 
cents. Floor load up to 335 pounds. 33 elevators. 

N. W. R. R. siding—capacity 120 cars. Free 
switching. Vehicle loading platforms and doors, 
capacity 100 trucks. Direct tunnel connection to 
all railroads for LCL freight. Parking space. 


SERVICE FEATURES—Car unloading, tunnel load- 
ing, elevator operation and maintenance, waetch- 
men, heating. 


OTHER SERVICES—Each in separate buildings and 
locations. General storage for spot stocks. Car- 
load storage in transit. Pool car distribution. 
U. S. customs bonded. Handling of barges from 
New Orleans and intermediate ints. Docks for 
unloading and loading lake and foreign ships. 

MEMBERS—A. W. A., Ill. Assn. Mdse. Whsemen. 


NEW YORK OFFICE—55 W. 42nd St. (Room 1526), 
New York 18. Phone LAckawanna 4-0063. 


CHICAGO, ILL. 


Western Warehousing 
Company 
Established’ 1880 Incorporated 


323 W. Polk St. 
Tel.—Wabash 6507 


E. H. Hagel 
Superintendent 


FACILITIES—600,000 sq. ft. Fireproof, steel-brick- 
concrete construction. Floor load, 250-300 Ibs. Dry 
Sprinkler system; alarm system; private watchmen. 
Insurance rate, 17.7c. Siding on Pennsylvania Rail- 
road; capacity 40 cars; free switching all Chicago 
lines. Motor platform, capacity 100 trucks, all 
sheltered. 

LOCATION—Adijacent to ‘‘Loop’’—one block from 
new Chicago Post Office; in the heart of the rail- 
way terminal and wholesale districts. 

SERVICE FEATURES—Bonded, lilinois Commerce 
Commissign Pool car distributors. Superior office 
and storage space for lease. Storage restricted to 
clean merchandise free from fire hazard. 


ASSOCIATIONS—lllinois Warehouse Assn.;_ Ill. 


Chamber of Commerce; Chicago Assn. of Com- 
merce; Chicago Traffic Club. 
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WAREHOUSE SECTION the fastest available train service to and WAREHOUSE SECTION 


Deceml] 
py from Florida,” said he. “The train will nth chm WAI 

IND. be powered by three 2,000-horsepower s -KY.-MD. 
HUUNILAATUTENNUNECS0000C4000CUHRELUENUOEENOUOSOOQOQOOONOOONOESOOEENOQQQQOTOQANAUUUNUNCOGUOSEESOSQ00000000000T diesel dh. Me Sleeping a4 cxc— | MIIIIIIIIVINNNNONE0N0L000000000000000000000000000000000000000000000E0 000000100 A UU UL 
EORIA, ILL. commodations between Chicago, St. CEDAR RAPIDS, IOWA " 

The 


Louis, Jacksonville and Miami will con- . 

Federal Warehouse Co. sist of drawing rooms, compartments, American Transfer & Stor age Co. Establis 
Clarence A. Uliman, Pres. Incorporated|| bedrooms and roomettes in addition t0 | |Esrablished 1908 Incorporated H. A. 
J. D. Uliman, Secy. Established 1915 open-section space.” A. G. Keyes x 401 First St., S. E Mgr. H 
J. J. O'Meara, Treas. Peoria Phone: 4-2141 Because of the superior service and || pres, 2 Gen’l. Mgr. Tel.—21147 , ACILIT 
FACILITIES—(1) 800-818 S. Adams, Peoria. (2) 11th added equipment of the City of Miami, || FACILITIES—Prop. leased; 80,000 sq. ft. mdse,; fireproo 


& Margaret, Pekin, Ill., 225,000 total sq. ft. Sprinkler M : : “ee ‘i : a alll 
. - i. r. Kimbel said the Illinois Central |] 10,000 sq. ft. cold stge.; firepr. mill const.; sprink,; 
sys. Ins. 10.2c. Peoria sidings on C. B. & Q., Peoria; ld not te it: 1 train, the || 4-0-1; Ins. 20c; siding on C. M. St. P. & P., cap. 4 
- Y. Central, Pekin. Fireproof. ADT and pvt. would not operate its seasonal train, We || Mors, free switch.; truck shelter, cap. 6 trucks. Min 


watchmen. Free switch. Sheltered motor platforms. Sunchaser, this year. cold storage temp. range 35° above zero. 


SERVICE FEATURES—U. S. Int. Rev., U. S. Cus- - 
~ hed SERVICE FEATURES—Pool car distr.; cartage serv. 
toms & State bonded. Pool car dist. Cartage ice, 8 trucks; stge. and office space for lease; me. 


ee Sevees.  Ssege S atte wot. RE i SEC ROMER BIR AA 

REPRESENTED BY—Amer. Chain of Warehouses. o> S se. 

ASSNS.—A.W.A.; C.W.A.I.; N.F.W.A.; 1LA.M.W. ICC DOCKET Hilt ied Nee 
ROCK ISLAND, ILL. 
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Rock Island Terminal Co. lowa Warehouse Company Tern 

6th at River * Tel. Rock Island 2352 Established 1916 * Incorporated 7 
, J N 9-123 East Park Establis 

Moline Whse. & Stge. Co. RAIL —— ee ee ee ee 

oe eae cae * we See Oe FACHLIVNES—{1) 119 E. Pork Ave. Brick & cml] [Preside 
Herbert L. Hill, Manager A star appears before all docket numbers || const. Siding III. Cent., cap. 2 cars. Ins. rate .286, FACILIT! 
FACILITIES—64000 sq. ft. ground fir. space; bldgs. that have been added under a hearing date in a|| 70,000 ft. (2) 621 Transit St. Brick & open steel owned. 
concrete, steel const; sprinkler system; CRI&PRR period included in previous issue of Traffic World.|| const. Siding on W.C.F.&N. Ry., cap. 5 cars. ft. Dft. 
siding; rail, truck, barge facilities; 20 ton heavy Ins. rate .356. 10,000 ft. (3) 106 E. 9th St. Reinf. A. D. T 
duty portable crane; 12 acres outside storage on concrete. Siding III. Cent., capacity 2 cars. Ins, cap. 40 







adjacent level ground. rate .359. 15,000 ft. Free switch. Bonded pers. SERVICE 


CHANGES IN DOCKET 


SERVICE FEATURES—Pick-up and delivery service; FEATURES—Merch. stge. Pool car dist. Cartage. for leas: 
| car distr; local pertn equipment ss. heavy Current cancellations and postpone- REPRESENTED BY Amer. Chain of Prmegy REP. BY 
Eadie of all types; billing; sorting; marking ments announced too late to show the MEMBER—Natl. Furniture Whsemen’s Assn., AWA, Webster, 
change in.this docket are noted below. lowa Warehousemen’s Assn. 549 W. 


service; office space available. 


VANSVILLE, IND. 


Mead Johnson Terminal Corp. 
“Where Waterway—Railway—Highway Meet’ 
Established 1930 Incorporated 
J. D. Beeler *D 1830 W. Ohio St. 
Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 
PACILITIES—Property owned; 90,000 sq. ft.; Fire- 
oof, brick-steel-concrete const.; Floor load, no 
imit; Sprink. sys.; A. D. T. Insurance rate, 14.7c. 
Sidings on C. & E. |. and L. & N.; free switch., 
all lines. Water Dock: Length, 800 ft.; draft, 9 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; State. 

Pool car distr. Motor freight terminal. 
REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—Am. W. A. (Mdse.); Ind. W. A. 


FORT WAYNE, IND. 


Pettit’s Storage Warehouse Co. 
Established 1910 


J. N. Pettit tH 414 E. Columbia St. 
Manager (Tel.—A-1108) 
FACILITIES—Mdse. 50,000 sq. ft., household goods 
50,000 sq. ft. Reinforced concrete construction: floor 
load, 200-300 Ibs. Property owned. Merch. Patrol 
watchmen. Insurance, average 25c. Siding, capa- 
city 7 cars, N. Y. C. & St. L. R. R., free switching. 
Truck dock sheltered—capac. 6 trucks. 


SERVICE FEATURES—Pool car dist. Own cartage. 
REPRESENTED BY—Am. Ch. of Whses. 
ASSOCIATIONS—A. W. A., Mayflower W. A. 



















SALINA, KANSAS 


Burnett BONDED Warehouses 


R. H. Burnett, Sr. Ptnr. 310 N. Santa Fe 
Established 1885 *H Telephone—4666 
FACILITIES—4 units, total floor space 32,800 sq. 
ft. Siding, Union Pacific and Rock Island railroads, 
free switching connections. Main Mdse. Whse. 1-f. 
mechanized. Mchts Patrol Watchmen. 

SERVICE FEATURES—State bonded. In-transit stge. 
4 rs. most commodities. Only natural pool car and 
spot stock point for more than one-third of Ken- 
sas. Own local delivery. Reference any Salina 
bank, by permission. 

MEMBER: AWA, NFWA, Allied Van Lines, MoWa. 


Hearing in 29770, assigned December 13, at 
Washington, D.C., canceled and reassigned 
February 21, at Washington, D.C., before 
Examiner Walsh. 

Argument in 29996, assigned December 14, 
at Washington, D.C., canceled and reassigned 
December 21, at Washington, D.C., before 
Division 3. 

Hearing in 30082, assigned December 19, at 
Jackson, Miss., canceled and reassigned De- 
cember 14, at Robert E. Lee Hotel, Jack- 
son, Miss., before Examiner Fuller. 

Hearing in I. & S. 5681, assigned De- 
cember 21, at New Orleans, La., canceled 
and reassigned December 16, at Jung Hotel, 
New OCrleans, La., before Commissioner 
Rogers and Examiner Fuller. 






































LEXINGTON, KY. 


Union Transfer & Storage Co. 


Established 1919 Incorporated 
O. B. Murphy * Spring & Vine Sts. 
Vice-President Tel.—PBX-7030 
FACILITIES—(1) Vine & Spring Sts., fireproof, re- 
inforced concrete; Ins. rate 22c. (2) Vine & Merino, 
brick and mill const. Ins. rate 55c. Both: Total 
floor space 100,000 sq. ft. Sidings on L. & N. R. Rj 
free switching. 

SERVICE FEATURES—Pool car distributors. Motor 
transport line, company owned, serving Louisville, 
Cincinnati, Harlan, Middleborough and Blue Grass 
region of Kentucky. 


December 5—Canton, Miss.—Madison Cty. 
Ct. Hse.—Examiner Albus: 

Finance 16545—Application of Canton & 
Carthage RR Co., for Certificate of Pub- 
lic Convenience and Necessity Permit- 
ting Abandonment of its own line bet. 
Lake City and Carthage, Approximately 
22.12 miles, and abandonment of oper- 
ation over line lease from King Lumber 
Industries, bet. Carthage and McAfee, 
approximately 1.70 miles, in Madison 
and Leake Counties, Miss. 

December 5—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Walsh: 

I. & S. 5693 and (Ist Sup.)—Red cap 
service, Cincinnati, Columbus, Indian- 
apolis. 

December 5—Great Falls, Mont.—U.S.Ct.— 
Examiner Witters: 

%30325—Valier Community Club v. M. W. 
Ry. Co., et al. 

December 5—Los Angeles, Calif.—Fed. Bldg. 
Examiner Mullen: 

30309—Bell Oil & Refining Sales Co., et 

al., vs. Southern Pacific Co., et al. 
December 6—Boston, Mass.—Hotel Lenox— 
Examiner Kirby: 

Finance 16758—Bangor and Aroostook 
Railroad Co., Securities modification. 
December 6—Washington, D. C.—Examiner 

Weaver: 

I & 8S. 5682—Terminal & Switching 
charges, express. 

December 6—Washington, D. C.—Examiner 
Prichard: 

Finance 16693—Application of New York- 
Cent. under section 5(2) of Interstate 
Commerce Act for authority to acquire 
trackage rights over line of New York 
Ont & W between Fulton and Oswego, 
N.Y., as consistent with public interest. 

December 7—New York, N.Y.—State Comm. 
—Commissioner Rogers and Examiner 
Fuller: 

30010—New York State Commutation 
Fares, N. H. RR. 

December 8—Houston, Tex.—Lamar Hotel— 
Examiner Albus: 

Finance 16605—Application of T. & N. O. 
for a certificate of public convenience 
and necessity authorizing construction 
and operation of approximately 4.5 
miles of line as an extension to its 





HAMMOND, IND. 
Great Lakes Warehouse Corp. 


General Merchondise—Storage and Distribution 
Established 1922 Tel.—Ham‘d—Sheffield 3780 
L.S. Favre % Plummer Ave. & State Line St. 
President Tel.—Chicago—Sag. 4411-12 
FACILITIES—150,000 sq. ft.; Fireproof, concrete- 
steel-brick construction. Siding on |. H. B. R. R.; 
located within Chicago switching district; capac- 
ity, 50 cars set. Transit privileges. 

SERVICE FEATURES—Motor terminal on premises 
hourly deliv. to Metropolitan Chgo. and suburbs. 


ASSOCIATIONS—A. W. A. (C. S. Div.); Ind. Ware- 
housemen’s Assn. 


INDIANAPOLIS, IND. 


Indiana Terminal & Refrigerating Co. 


Established 1910 Incorporated 
Wm. E. Ready, % 240 S. Pennsylvania St. 
Vice President & Treasurer Tel.—MArket 4361 
FACILITIES—(1) Property leased; 260,000 sq. ft. 
mdse.; reinf. conc.; min. 250 Ibs. sq. ft. fil. load; 
rate 10.4c; P. R. R. 8 cars; (2) Property owned; 
1,500,000 cu. ft. cold stge.; brick and mill const.; 
max, 225 Ibs. per sq. ft. fl. load; ins. rate 11.1¢; on 
Il. U. Ry., 8 cars. Both houses: sprink., pvt. watch- 
men, A.D.T. alarm, free switch., cov. truck docks. 
SERVICE FEATURES—U. S. Cust. bonded. Pool car 
distr. Lease stge., office, display, exhibit space. 

MEMBERS—A.W.A., Assn. Ref. Whse., Indpis. W.A. 


ONE =————_—_——") 


Louisville Public Warehouse Co., Inc. 


W. N. Cox * E. H. Bacon 
President Vice-President 
Established 1884 
FACILITIES—944,138 sq. ft. for storage of Mer- 
chandise, Household Goods, Tobacco, Dist. Spirits 
—24 Warehouses—Fireproof and slow-burning mil 

—Sprink.—Conts. Ins. 4.4¢ to 19.3c per $100. 
SPECIAL FEATURES—Customs and - Internal Rev- 
enue Bonded—Pool Car Distribution—Free Switeh- 
ing All Lines—Satisfying Customers with Superior 
Service. , 
MEMBERS—American Chain of Warehouses—Dis- 
tribution Service, Inc_—Am. Whse. Assn. 


BALTIMORE, MD.———————""—__ 


Camden Warehouses 
Established 1900 *D Incorporated 


Milton K. Hill Rm. 301, Camden Station 
Mgr. & Treas. Tel. Lexington 0400 Ext. 747 
FACILITIES—4 Units; Property leased: 700,000 sd: 
ft. Brick-Concrete-Steel const. A.D.T., Private 
Watchman, Sprinkler. 

LOCATIONS—Camden Station, Henderson’s Wharf, 
Locust Point Piers, B. & O. R. R. 

SERVICE FEATURES—Pool cars. Motor transport. 


Direct rail and water connections. Customs Bonde. 
ASSNS.—A. W. A., Md. W. A. 
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WAREHOUSE SECTION 


MD.-MASS.-MINN. 
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ALTIMORE, MD. 


The Davidson Transfer & Storage Co. 
Established 1896 Incorporated 
H. A. Davidson 6201 Pulaski Highway 
Mgr. H.H.G. Division *H Tel.—Broadway 7900 


FACILITIES—(1) 6301 Pulaski Hgwy. 26,000 sa. ft., 
fireproof, brick & steel; fir. load unitd.; priv. watch- 
men; shelt. plat., 10 trks. (2) 1019-21 & 1206 Ridgely 
$t., 25,000 sq. ft., flr. load 200-400 Ibs. — 

SERVICE FEATURES—Pool car distr.; container serv.; 
motor frgt. term. whse.; stge.; co. opr. cartage 
service; office, display & exhibit space; dom. & 
expt. packing; 405 trucks, tractors & trailers. 
Common carriers—H. H. G. and gen. com. 

ASSOCIATIONS—Md. Furn. Whse. Assn., N.F.W.A., 
Md. Motor Truck Assn. Agents, United Van Lines. 


——_——— BALTIMORE, MD. 


Terminal Warehouse Co. of Baltimore 


Established 1893 Incorporated 
¢. A. Schauman *D Davis & Pleasant Sts. 
President Tel.—LEX. 8560 
FACILITIES—6 units. Davis & Pleasant Sts., Prop. 
owned. Bond St., prop. leased. Water dock, 400 
ft. Dft. 25 ft., 500,000 sq. ft. Brick const. Sprinkler. 
A. D. T. Watchmen. Ins. 21c. Siding, P. R. R., 
cap. 40 cars. Truck plat., 40 trucks. 

SERVICE FEATURES—Bonded: Cust. Space and off. 
for lease. Trucks for loc. delvy., pool car. 

REP. BY—Assoc. Whses., Inc., New York. C. A. 
Webster, 52 Vanderbilt ae Chicago, Clyde Phelps, 
549 W. Randolph St. A. W. A.; C of C. U. S. 


BOSTON, E. CAMBRIDGE, MASS. 


Hoosac Storage and Warehouse Co. 


Established 1928 Incorporated 
Howard E. Wemyss * Lechmere Square 
Treasurer Tel.—TRO. 9608 
FACILITIES—(1) Lechmere Sq., E. Cambridge, Fire- 
proof, reinforced concrete; Sprink. sys. Ins. rate 
18. (2) Water St., Charlestown (Adj. Mystic Ter- 
minal Co. docks). Brick const., A. D. T., Auto. fire 
alarm. Ins. rate 21c¢ (90%). Total floor space 
108,500 sq. ft. Sidings on B. & M. R. R. 

SERVICE FEATURES—Bonded: State; U. S. Cust. 
(No. 2) Pool car dist. Liquor storage (No. 2). 
REPRESENTED BY—New York, Central Distribution 
Bur.; Chicago, National Whsg. Ser. 


MINNEAPOLIS, MINN. 


Minneapolis Terminal Warehouse Co. 


Established 1929 * Incorporated 
618 Washington Ave. N. 201 Fifth Ave. N. 


Whse. No. 1 (Tel.—LIncoln 5631) Whse. No. 2 
FACILITIES—200,000 sq. ft.; Fireproof, brick and 
concrete constr.; Floor load 250 Ibs.; A. D. T. and 
private watchmen. Sidings on Soo Line; capacity, 
16 cars; free switching all lines. Cartage Service, 
50 trucks. Ins. from 16¢ (90%). 

SERVICE—State, U. S. Cust. bond. Office space. 
Pool car distr. 

REPRESENTED BY—Assoc. Whses., Inc., 52 Vander- 
bilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—American Warehousemen‘s Association, 
United States Chamber of Commerce. 


ST. PAUL, MINN. —— 


Midway Terminal Warehouse 


Established 1933 Minnesota Transfer 


Tel.—Nestor 1811 * 2295 University Ave. 
FACILITIES—-150,000 sq. ft.; Brick and mill con- 
Struction; Floor load 250 Ibs.; sprinklered; and pri- 
vate watchmen. Siding on Minnesota Transfer Ry.; 
Capacity, 16 cars; free switching all lines. Cart- 
age service, 25 trucks. Ins. from 16c. (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. . Of- 
fice and display space. Pool car distr. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Vander- 
ilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS —American Warehousemen’s Association, 
United States Chamber of Commerce. 


ST. PAUL, MINN. 


St. Paul Terminal Warehouse Co. 


Established 1916 Incorporated 
425 Eust 8th St. * Tel. Garfield 7551 
FACILITIES—307,000 sq. ft.; Fireproof, brick and 
conc. const.; Floor load 250-400 Ibs. A.D.T. & priv. 
watchmen. Sid. Soo Line; 26 cars; free switching. 
sonae service, 100 trucks. Ins. from 16c pe 
ERVICE FEATURES—State, U. S. Cust. bond. - 
nn and display space. Pool car distribution. 

amous for “SERVICE”—from Coast to Coast 
REPRESENTED BY—Assoc. Whses., Inc., 52 Vander- 
ped Av., N. Y.; 549 W. Randolph St., Chicago. 

SSNS—American Warehousemen’s Association, 
Unite: States Chamber of Commerce. 








existing Victoria-Port Lavaca Branch, in 
Victoria County, Tex. 
December 9—Columbus, Ohio—Deshler Wal- 
lick Hotel—Examiner Barber: 
30330—The White Castle System, 
v. A. C. L., et al. 
December 12—Chicago, Ill.—Hotel Morrison 
—Examiner Witters: 
30134—-Traffic Bureau of Sioux Falls, v. 
Cc. & N. W., et al. 
166—Increased freight 


168—Increased freight 


Inc. 


rates, 
947. 
Ex Parte rates, 
1948. 
December 12—Chicago, Ill.—Hotel Morrison 
—Examiner Barber: 
ae age | Dow Chemicals Co. v. A. & 
+ et al. 
December 12—Lampasas, Tex.—Chamber of 
Commerce—Examiner Albus: 

Finance 16604—Application of T. & N. O. 
for a certificate of public convenience 
and necessity permitting abondonment 
of its Lampasas Branch extending from 
Burnet to end of line at Lampasas, in 
Burnet and Lampasas Counties, Tex. 

December 12—Salt Lake City, Utah—Hotel 
Utah—Examiner Hall: 
30297—-D. & R. G. W. v. U. P., et al. 
December 13—Washington, D. C.—Examiner 
Wilkins: 
30312—Esso Standard Oil Co. v. A.C.L., 


et al. 

30298—Ashland Oil & Refining Co. v. 
A.C.L., et al. 

rn Bituminous Co. v. A.C.L., 
et al. 

I. & S. 5707—Asphalt Catlettsburg, Ky. 
to Sou. Va. 

December 13—Washington, D. C.—Examiner 
Walsh: 

29770—Increased less-than-carload 
Official Territory. 

Deceinber 13—Washington, D. C.—Argument: 

29945—Reconstruction Finance Corp. v. 
A. G. &., et al. 

December 14—St. Louis, Mo.—Mark Twain 
Hotel—Examiners Hosmer and Barber: 

F.S.A. 23799—Acids and Chemicals Tex. 
and Ark. to East. 

December 14—Washington, D. C.—Division 3: 

29996—Vacuum Cleaners Manufacturers 
Association v. Atchison, Topeka & Santa 
Fe RR Co., et al. 

December 14—Washington, D. C.—Division 3: 

Ex Parte 104, Part II—Page Steel & Wire 
Division American Chain & Cable Co., 
Inec., Terminal Allowance. Practices of 
Carriers Affecting Operating Revenues or 
Expenses. 

December 14—Washington, 
Hosmer and Barber: 
29885—Joint rates between Official and 

Southern territories. 

December 15—Brooklyn, N. Y.—Hotel St. 
George—Commissioner Mitchell and Ex- 
aminer Mullen: 

30030—Special regulations, eggs. 

December 15—Chicago, Ill.—Hotel Morrison 
—— Patterson and Examiner 

oy: 

29543—-Appliances, Methods and Systems 
intended to Promote Safety of Railroad 
Operation. 

December 15—McAlester, Okla.—Fed. Bldg.— 
Examiner Albus: 

Finance 16614—Application of C. R. I. & 
P. for a certificate of public convenience 
and necessity permitting abandonment 
of railroad line extending from Branch 
Junction (formerly Ardmore Junction) 
southwesterly to Pittsburg, approxi- 
— 18.51 miles, in Pittsburgh County, 

a. 

December 15—Washington, D.C.—Division 3: 

Ex Parte 104, Part II—Practices of Car- 
riers Affecting Operating Revenues or 
Expenses. Terminal Services, Worth Steel 
Company. 

December 15—Washington, D. C.—Division 3: 
30017—Haws Refractories Co. v. Akron, 
Canton & Youngstown RR Co., et al. 
December 15—Washington, D. C.—Examiner 

Brown: 

I. & S. 5718—Citrus Fruit Unloading 
Charge at N. Y. 

December 15—Washington, D.C.—Examiner 
Brown: 

%*%30403—-Refrigerated S.S. Line, rates and 
advance charges. 

December 16—Washington, D. C.—Division 3: 

29860—C. F. Mueller Co., v. Pennsylvania 
RR Co., et al. 

December 16—Washington, D. C.—Division 3: 

Ex Parte 104, Part II—Struthers Iron & 
Steel Co., formerly Kaiser-Frazer Parts 
Corp. Practices of Carrier Affecting Op- 
erating Revenues or Expenses. 

December 19—Chicago, Ill.—Hotel Morrison 
—Examiner Barber: 

30289—A. C. F. Brill Motor Co. v. Penn- 
sylvania RR., et al. 

Ill.—vU.S. Ct.—Ex- 


December 19—Peoria, 
aminer Albus: 
Finance 16590—Application of [Illinois 
Terminal RR Co., for Certificate of Pub- 
lic Convenience and Necessity permit- 


rates, 


D.C.—Examiner 
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UINIIELISENCNEENNGUENCOOENUCUOQENTOOEUUOEEULCOOEUUEOENUCOELTEL 
———_——_ KANSAS CITY 7, MO. 


Crooks Terminal Warehouses 
1104 Union Avenue 
Telephone—Victor 2404 
Established 1913 * Incorporated 
A. J. Crooks R. F. Wallace 
Executive Vice President Vice President 


New York Office 
George G. Roddy 271 Madison Ave. 
Murray Hill 5-8397 


Brokers Warehouse Security Warehouse 
1104 Union Ave. (Frisco) 1405 St. Louis Ave. (M.P.) 


FACILITIES—3 locations: 322,000 sq. ft.; Reinforced 
concrete and brick const.; Floor load, 250 Ibs. 
Sprink. sys. Ins. rate, 9.4c. Sidings on Un. Pac., 
Mo. Pac. & Frisco R. Rs.; cap., 23 cars; free switch. 
Protected by A, D. T. Burglar Alarm Sys. 
SPECIAL SERVICES—Bonded; Licensed, U. S. Whs. 
act; U. S. Customs; State. Pool car dist. We 
operate our own large and efficient fleet of motor 
trucks. Cool rooms—cheese, dates, nuts and dried 
fruits (35° to 60°). Candy Storage. 
ASSOCIATIONS—A. W. A. (Mdse.); Mo. W. A. 
Watch Display Advertisements on 


Inside Front Covers! 


KANSAS CITY, MO. 


Kansas City Terminal Warehouse Co, 


Established 1902 933 Mulberry S?. 


FACILITIES—400,000 sq. ft., reinforced concrete 
and heavy mill construction; Sprinkler; Sidings; 
Mo. Pac., Un. Pac., Wabash & Burlington; Track 
capacity: 20 cars; Watchman service and ADT 
protection; Ins. Rate from 9c. Covered docks and 
tracks. Display room. Cool Rooms. Office space, 
SERVICE FEATURES—Bonded by Fidelity & De- 
posit Co. of Md. Pool car dist. Reciprocal switch- 
ing. Free drayage on L. C. L. shipments. Financ- 
ing. Employes bonded. Stge-in-transit service. 
Fork Trucks to 2 tons. 
ASSOCIATIONS—Member AWI.; 
housemen’s Assn. 


Missouri Ware- 


Adams Transfer & Storage Co. 


Established 1900 Incorporated 
* 228 W. 4th St. 
Tel.—Victor 0225 
FACILITIES—100,000 sq. ft. Fireproof, reinf. con- 
crete. Sprinkler, M. D. T. alarm, pvt. watchmen. 
Ins. rate 24c. Siding on KCSRR. Cap. 8 cars. Free 
switch. Truck Plat. covered, cap. 30 trucks. 
SERVICE FEATURES—Bonded: Customs, Int. Rev., 
State; Lic., U. S. Whse. Act. Pool car dist. Stg. & 
Office space for lease. Mot. Transp. ser. & ft. 
term. Daily overnight serv. to approx. 4,000 towns. 
In wholesale dist.; near retail dist. & fgt. depots. 
ASSNS.—A. W. A.; M. W. A.; Traf. Club; C of C. 
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MO.-N.J. 
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ST. LOUIS, MO. 


S. N. Long Warehouse 


9th & Gratiot Sts. * Tel. Main 2910 
W. F. Long, G. M. Established 1903 
FACILITIES—214,000 sq. ft. Heavy mill and brick; 
(1) 1939 S. Vandeventer, Mo. Pac. siding, 22 cars; 
(2) 9th & Gratiot, Term. R. R. siding, 24 cars; rec. 
switch, all lines. ~Ins. rate, 20c. Sprinkler, A.D.T. 
protection. Two cov. motor decks length of bidg. 
FEATURES—Longest established mdse. whse. in St. 
Lovis. Licensed. State bonded; pool cer distr. 
Spcl. encl. plat. Sep. vault space, approved for 
storage Red Label prods. Motorized power equip. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. . Ay Mo W. A.; St. Lb. 
\Mdse. W. A.; St. L. C. of C. 


ST. LOUIS, MO. 
Rutger St. Warehouse, Inc. 


Established 1920 9 Rutger S$. 
S. J. Lusby *D Tel.—Chestnut 
Exec. V.-P. & Treas. 9465-66 
PFACILITIES—Mdse. Stg. 210,000 sq. ft.; Cold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. Sprink. sys. 
ADT Central Sta. burglar alarm. Ins. rate 25c. 
Sidings on Mo. Pac. and Term. R. R. Assn., cap. 14 
cars, free switching. Motor plat., cap. 15 trucks. 
Mississippi River Dock, near Municipal Bridge. 




























SERVICE—Bonded: U. S. Cust.; State. Pool car 
dist. Motor freight terminal. Space for lease. 
REPRESENTED BY—Associcted Warehouses, Ine. 


ASSNS.—St. L. Mdse. W.A., Mo. W.A., St. L. C. of C. 





ST. L 


Quis, MO. 
ST. LOUIS TERMINAL WAREHOUSE CO. 


Established 1924 Incorporated 
C. J. LaMothe *D 826 Clark Ave. 
President Tel.—Main 4927 
FACILITIES—700,000 sq. ft. Mdse. Storage, (1) 
1000 Spruce St., (2) 826 Clark Ave. A. D. T. pre- 
tected. Sprinklered. Ins. rates—16c—26c. Term. 
R. R. siding. Free switching, 28 car cap. Shel- 
tered platform, city block long. Centrally 
cated in wholesale and jobbing district. 
SERVICE FEATURES—State, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 
REPRESENTED BY—A. C. of W., Inc. 

MEMBER—A. W. A.; Mo. W. A.; St. Louis C. of C. 












KANSAS CITY, MO. 


Mid-West Terminal Warehouse Co. 


2030 Walnut St. Tel. Victor 8292 


W. S. Ford, Pres. Established 1939 
FACILITIES—80,550 sq. ft., two adjoining build- 
ings. (1) conc. & steel const., ins. rate .09%c. (2) 
brick & mill const., ins. rate .171c. Spr. sym.; ADT 
alarm; siding K. C. Terminal RR, cap. 6 cars, free 
ine other RR; truck plat., sheltered cap. 8 
trucks. 

SERVICE FEATURES—Poo!l car distr., office space, 
tobaccos, food products. 

REPRESENTED BY—Allied Distribution Inc. 

iq ie W. A., Mo. W. A., K. C. W. 

















ELIZABETH, N. J. 


Lehigh Warehouse & Transportation Co. 
Established 1934 * Incorporated 
T. R. Clark, 963 Newark Ave. 
Manager Tel.—Elizabeth 5-7600 





FACILITIES—1,000,000 sq. ft. Reinf. concrete & 
steel. Fir. Id. 250 Ibs. Fireproof. Auto. Fire & 
Burg.—ADT. Ins. $.167. Siding PRR, 30 cars. 


Shelt. plat. 20 trks. 

SERVICE FEATURES—Pool car dist. Co. oper. cartage 
serv. 52 trks. Off. & Stge. space for lease. Spec. 
in hding. Ige. machinery & steel in lifts up to 42 
tons. | ptbl.Blt.Con.; Fngr. Type Elev; Frt. Plat. 
Elev; 5 Ptbl.Trg.Mach; 4 Elev.Plat.Trk; 40 Plat. tk. 
MEMBER—A.W.A.; N. J. Mtr. Trk. Assoc.; Whse. 
Assoc. of N. Y. 





wa, 0.)j —= 
Lehigh Warehouse & Transportation Go, 


Established 1919 * Incorporated 
A. S. Liddie, 98 Frelinghuysen Ave. 
Manager Tel.—(N.J.) Bigelow 3-7200 


(N.Y.) Rector 2-3338 
FACILITIES—250,000 sq. ft. Reinf. concrete & 
steel. Fireproof. Auto. Fire & Burg.—ADT. Ins. 
$.064. Fir. Id. 250 Ibs. Siding Lehigh Valley, 15 
cars. Recip. switch with PRR. Shelt. plat., 20 trks. 
SERVICE FEATURES—Co. oper. cartage, 52 trks. 
Spec. in food, liquors, elec. apples. 2 grav. rol. 
con.; 8 frt. elev.; 120 plat. tk.; 14 hand tk. 
MEMBER—A. W. A.; N. J. Motor Trk. Assoc.; Whse. 
Assoc. N. Y. 












ting abandonment of that portion of its 
main line extending from points of 
Switch of Farm Creek Yard Scale Track 
in East Peoria to end of the line dat the 
passenger and less-than-carload Freight 
Facilities in Peoria, in Tazewell and 
Peoria Counties, Illinois. 

December 19—Jackson, Miss.—Robert E. Lee 
Hotel—Examiner Fuller: 
30082—Mississippi intrastate 

rates and charges. 

December 19—Washington, D. C.—Examiner 
Wilkins: 

I. & S. 5710—Petroleum in Southern 
Territory, rail. 

——- 19—Washington, D. C.—Commis- 

sion: 
I. & S. 5623—Liquefied Petroleum Gas, 
Southwest to Official Territory. 

December 20—Washington, D. C.—Commis- 

sion: 
30035—Kansas Intrastate Rates. 

December 21—New Orleans, La.—Jung Hotel 
—Commissioner Rogers and Examiner 
Fuller: 

I. & S. 5681—Commutation fares between 
New Orleans and Miss. 

December 21—Washington, ‘D. C.—Examiner 

Bartoo: 
eee Charges, Moran T. & T. 
oO 


December 21—Washington, D. C.—Division 3: 
Ex Parte 104, Part II—John Morrell & 
Co. Terminal Allowances. Practices of 
Carriers Affecting Operating Revenues 
and Expenses, Terminal Services. 


express 





WATER, 


FREIGHT FORWARDER, 
PIPELINE 
Cees 6--aagee, D. C.—Examiner 


W-1001—F. P. Greier Company, Inc., com- 
mon carrier application. 

December 21—Washington, D.C.—Examiner 
Morgan: 

FF18—George C. Lebeck and Walter R. 
Wylie, freight forwarder application. 

FF 18, Sub. 1—Pacific Forwarding Asso- 
ciation extension, Intermountain and 
Pacific Northwest. 





The Following Assignments 
Have Not Heretofore Appeared 





January 6—Philadelphia, Pa.—U.S.Ct.—Ex- 
aminer Brown: 
*FF 203—J. Gallagher, permit transfer. 
January 23—Sanford, Florida—Mayfair Inn 
Hotel—Examiner Diamondson: 
W-557, Sub. 2—C. G. Willis Extension—St. 
Johns River. 
January 26—Miami Beach, Fla.—City Hall— 
Examiner Diamondson: 
W-933, Sub. 1—East Coast Qhipvning Co., 
Inc., common carrier application. 
W-933, Sub. 3—East Coast Shipping Co., 
Inc., Extension Banana River. 





MOTOR 


CHANGES IN DOCKET 


Current cancellations and. postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-FC 50056 and MC-FC 50056 
A, assigned December 5, at Cheyenne, Wyo., 
postponed to a date to be fixed. 

Hearing in MC 111061, assigned December 
7, at Oklahoma City, Okla., canceled. 

Hearing in MC 110491, Sub 1, assigned De- 
cember 15, at New York, N.Y., canceled. 


December 5—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 

MC 4405, Sub. 237—Dealer’s 
Co., Corp., Chicago, IIl., 
rier applicstion. 

December 5—Baltimore, Md.—U.9. Apprais- 
ers’ Stores Bldg.—Examiner Myers: 

MC 25153, Sub. 5—T. H. Martin’s Motor 
Freight, Waynesboro, Pa., common car- 
rier application. 

December 5—Boston, Mass.—New P.O. Bldg.— 

Examiner Dahan: 

MC 87523, Sub 22—Frank Cosgrove Trans- 


common Car- 


Transport | 
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JERSEY CITY, N. J. | 


“Gateway to the World” 


Harborside Warehouse Company, Ine. 






gu 0H 
















The Lede 










Established 1933 Tel. Bergen 4-600 |Establishe 
Executive and Sales Office 124 

34 Exchange Place, Jersey City 3, N. J, H 

In the Heart of the Metropolitan Area, Directly) BifaciLiTiES 
Opposite Cortlandt Street, New York brick const 

YD ‘and Nickel 

FACILITIES—3 units—fireproof, brick and con.| Pat CoP- 
crete. Penna. R. R. private siding—26-car capac. REPRESENT 
ity; connections with all roads entering city,| 277 Broad 





Terminal ( 
W. Roosev 


Merchandise storage, Manufacturing and office 
space, 1,650,000 sq. ft.; sprinkler; automatic fire 
alarm. Insurance rate: .099. Platform capacity, 
40 trucks. Cold storage: Coolers, 1,608,000 cu, ft; 
freezer, 1,182,000 cu. ft.—total 2,790,000 cu. ft, 
convertible; automatic fire alarm. Insurance rate: 
.06. Brine refrigerator system; temperature range, 
O° to 50° F.; cooler-room ventilation; humidity 
control; 20-truck platform. Dock facilities: Water. 
front dock, 600 ft.; minimum draft 21 ft.; pier 
berth, 600 ft.; bulkhead draft, 25-30 ft. 

SERVICE FEATURES—Free lighterage; pool car dis. 
tribution. Rental of office space. All perishable 
products accepted for cold storage. Free switch. 
ing on certain perishable products. Bonded space 
available. American Export Lines steamers dock 
at piers adjacent to warehouse. Consign rail 
shipments to storer c¢/o Harborside Warehouse 
Co., Jersey City. Pennsylvania Railroad, Hender. 
son Street Station delivery. 
ASSNS.—A. W. A. (Cdid Storage Div.); W. A. 
Port of New York; Mar. Asso.; N. Y. Mer, 
Exch., Com. & Ind. Asso., N. Y.; Jersey City C. of C 


JERSEY CITY, N. J. 


Lackawanna Warehouse Company 


Established 1940 * Incorporated 
M. F. Whitehead 629 Grove St. 
General Mgr. Tel.—(N.J.) Journal Sq. 2-3360 

(N.Y.) Rector 2-2345 
FACILITIES—1,072,883 sq. ft. Reinf. concrete & 
steel. Fireproof. Fire & burg.—ADT Ins. 
Siding D.L.&W. RR, 52 cars. Shelt. plat., 54 trucks, 
Ceiling hgt. 8¥2 ft. Elev. cap. 12,000 Ibs. 
SERVICE FEATURES—Pool car dist. Stge. & off, 
space for lease. Co. oper. cartage serv. 52 trks, 
SIT arrangements. 24 frt. plat. elev.; etc. 
MEMBER—A. W. A.; N. J. Motor Truck Assoc, 
Whse. Assoc. Port of N. Y A 


BROOKLYN, N. Y. 


Beach Warehouse Corp. 
Established 1944 

























































Manager 











FACILITIES 



















~ . 





Alex Scheck * Ave. | & Dahill Road 
President Tel.—Navarre 8-2501 
FACILITIES—50,000 sq. ft. Fireproof, brick and 
concrete construction. Maximum floor load 400 


Ibs. per sq. ft. Sprinkler system. 
0.46 per $100 per year. Fumigation. Five car 
side Long Island RR. Shelt. platform, 8 trucks. 
SERVICES—Located non-congested area, 20 truck 
parking space. All mdse. handled on skids with 
power jacks. Pool car distribution. Long Island 
RR. connects all lines. Sales connection avail- 
able to customers. 


BROOKLYN, N. Y. 


Lehigh Warehouse Corporation of Brooklyn 
Established 1939 *D Incorporated 
1. A. Miller 184 Kent Ave. 
Manager Tel.—Evergreen 7-9580 
FACILITIES—300,000 sq. ft. Reinf. concrete & 
steel. Floor load 250 Ibs. Cooler space. Ins. 
$.054. Auto. Fire & Burg.—ADT. Siding Brook- 
lyn Eastern Dist. Term., cap. 40 cars. Free RR 
switch. Shelt. plat., 20 trucks. Water dock 200 ft. 
SERVICE FEATURES—Pool car dist. Stge. & Off. 
space for lease. Specialize in foodstuffs. Ceiling 
hgt. 10 ft., elev. cap. 12,000 Ibs. 
MEMBER—Amer. Whsemen’s Assoc., N. J. Motor 
Trk. Assoc., Whsemen’s Assoc. of Port of New York. 


BUFFALO, N. Y. 


Buffalo Merchandise 
Warehouses, Inc. 


Low insur. rate, 








Establishe: 
W. Lee Ce 
President 
FACILITIES 
Downtown 
surance R¢ 






















Established 1940 *D incorporated 
lames J. Fulcher 1200 Niagara Street 
/ice-President Garfield 4666 


FACILITIES—5 units totaling 1,240,000 sq. feet floor 
space. Private watchmen adt. Sidings NYC, Erie, 
Buffalo Creek railroads. Free reciprocal switching. 
Ample truck platforms. Water dock facilities. 

SERVICE FEATURES—Poo! car distr., storage, mfg 
space. Carting. 12 fork lifts, 5 tractors, payloader 
Pul Pac machine, four wheel trucks. 
MEMBER—A. W. A. 





Worn i pecember 3, 1949 
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BUFFALO, N. Y. 


The Lederer Terminal Warehouse Co., Inc. 


Established 1921 * Tel. Jefferson 1120 
124 Niagara Frontier Food Terminal 









N. J Herbert H. Lederer, President 
i FACILITIES—60,000 sq. ft. Fireproof, concrete- 
ork brick const. Private watchmen. Sidings on Erie 
ond Nickel Plate RRs., cap. 20 cars. Shelt. Motor 


plat. cap. 14 trucks. Humidity controlled space. 
REPRESENTED BY—New York City, Frank J. Tully, 
977 Broadway (Worth 2-0428); Cleveland, Lederer 
Terminal (see adv.); Chicago, M. H. Finger, 519 






















atic fire| Mal W. Roosevelt Rd. (Canal 5742). 
capacity, 
=< NEW YORK, N. Y. 





Baltimore & Ohio Stores, Inc. 
PIER 21, EAST RIVER 


(On South St. Adjacent Brooklyn Bridge) 
Established 1914 


nce rate: 








Telephone 
Digby 4-1600 


A. L. Mickelsen 
Mgr. & Treas. 
Area 35,600 sq. ft. (Mill constructed floor.) 
SERVICE—Pool car dist. Specialize in handling 
foodstuffs and other high grade commodities. 

for information regarding warehouses on the 
Baltimore & Ohio R. R. communicate with A. L. 


Mickelsen. 
ASSNS.—A. W. A.; W. A. Port N. Y.; N. Y. W. A. 


NEW YORK, N. Y. 


S. Santini Storage Corp. 
Established 1915 incorporated 
leopold J. D’Orazio * 4756 Third Ave. 
Manager at Fordham Rd. 
Telephone—Fordham 5-3355 
FACILITIES—50,000 sq. ft., steel & concrete; fire- 
proof; fir. Id. 120 Ibs.; Ins. .362. Truck plat. 2 trks. 
SERVICE FEATURES—Poo! car distribution; cartage 
service, 7 trucks; Storage, display & exhibit space 
for lease. 

ASSOCIATIONS—N. Y. State Motor Truck, Upper 
N.Y, Whse. Assoc., N.Y. Furniture Whse. Assoc., 
Movers & Warehousemen’s Assn. of Greater N.Y. 




































ROCHESTER, N. Y. 
B. R. & P. Warehouse, Inc. 


Established 1914 


H. F. Mura * King & Maple Sts. 


Manager Tel.—HAmilton 5134-5135 
FACILITIES — Property owned — 100,000 sq. ft. 
Fireproof, built-up concrete const. Sprink. sys.. 
ADT. Ins. $.089. Siding on B. & O. R. R., 
capacity 22 cars, free switching. Shelt. motor plat- 
form, cap. 10 trucks. 

SERVICE FEATURES—Pool car dist. Motor freight 
terminal. Storage and office space for lease. 

re ona. W. A.; Rochester T. & W. A.; 
















































AKRON 8, OHIO 
THE COTTER MERCHANDISE 
STORAGE CO. 


Established 1882 
W. Lee Cotter * 70 Cherry St. 
President Franklin 3136 
FACILITIES: Merchandise Storage & Distribution. 5 
Downtown and 2 outlying warehouses. Low In- 
surance Rates. Covered Truck Docks. Private sid 
ing, PRR—B&O—AC&Y. 


* Rapraranted by SW ALLIED DISTRIBUTION DNC. 
fHicacos Ts Dis 7 NEW YORK 16 
iss weweerry ave, 6 Wt WEST 42ND SE 
Mos 55) Penn.6.0967 
TTT 


AWA; OWA 


Incorporated 











——=COLUMBUS, OHI 
The Columbus Terminal Warehouse Co. 


Established 1882 Incorporated 
CC. Adoms » 119 East Goodale 
al Manager Tel.—Adams 6239 
FACILITIES Goodale: 80,000 sq. ft., conc. & brick 
an” hid. & sprink., low ins., NYC RR. Pool car 
t. TERMINAL WHSE.: 100,000 sq. ft., brick, 
fone. & ill const., ADT, burglar alarm, NYC RR. 











fC = cuRTis AVE.: 50,000 sq. ft., one story steel frame 
vine » 19 ton cranes, RR in building, sprink. P. 
ities. RR. AWA Cartage. 
Meade | Al Sree tums nmummer = Ohio 
‘ rOORAY anv Te D n West atm ot WA 
Penn.6.0967 





* December 5—Washington, 


portation, Boston, Mass., common Car- 
rier application. 

December 5—Cheyenne, Wyo.—State Comm.— 
Jt. Bd. 198: 

MC-FC 50056, MC-FC 5005G6A—Applica- 
tion for Transfer: C. B. Herbertson, 
Cheyenne, Wyo., Transferee, and State 
Transfer Co., North Platte, Nebr., Trans- 
feror. 

December 5—Chicago, Ill.—U. S. Customs 
Hse.—Examiner Wilkins: 

I. & S. M-3069—Dairy Products, Villa Park, 

Ill. to East. 
December 5—Chicago, 
Examiner Naftalin: 
I. & S. M-3155—Increases, Motor, Central 
Ill. territories. 
December 5—Chicago, Ill.—Palmer Hse.— 
Examiner Naftalin: 
I. & S. M-2959—Minimum charge per 
shipment, Central Territory. 
I. & S. M-2962—Minimum charge per 
shipment, Chicago District. 

I. & S. M-2976—Accessorial charges, IIl., 
Ind. and Wis. 

December 5—Des Moines, Ia.—U. S. Fed. Ct. 
—Jt. Bd. 53: 

MC 110593, Sub. 4—Doty Trailer Trans- 
port, Inc., Des Moines, Ia., common Car- 
rier application. 

December 5—Detroit, Mich.—Fed. Bldg.—Ex- 
aminer Dishman: 

I. & S. M-3041—Paper, Paper Articles, Ot- 
sego, to Ill., Inc., Ohio. 

December s Worth, Tex.—Hotel Texas— 
Jt. Bd. 16: 

MC 82733, Sub. 2—Case Brothers, Gaines- 

ville, Tex., common carrier application. 
December 5—Ft. Worth, Tex.—Hotel Texas— 
Jt. Bd. 33: 

MC 93439, Sub. 1—McClathchy Brothers, 

Wink, Tex., common carrier application. 
December 5—Ft. Worth, Tex.—Hotel Texas— 
Jt. Bd. 77: 

MC 94227, Sub. 4—W. B. Ballew, Gaines- 

ville, Tex., common carrier application. 
December 5—Ft. Worth, Tex.—Hotel Texas— 
Examiner Colfer: 

MC 41610, Suh. 10—James E. Cox, Brecken- 

ridge, Tex., common carrier application. 
December 5—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC 109925, Sub. 2—Intercity Bus Lines, 
Inc., Mission, Kans., common carrier 
application. 

December 5—Nashville, Tenn.—Andrew Jack- 
son Hotel—Examiner Mohundro: 

MC-C 1088—A. C. F. Brill Motors Co. v. 
Super Service Motor Freight Co.. Inc. 
December 5—Oklahoma City, Okla.—Fed. 

Bldg:—Jt. Bd. 88: 

MC 1968, Sub. 45—Hall Motor Transporta- 
tion, Ft. Worth, Tex., common carrier 
application. 

December 5—Oklahoma City, Okla.—Bilt- 
more Hotel—Examiner Patrick: 

MC-F 4266—W. D. Sellers, Jr., control; 
Baggett Transportation Co., purchase 
(portion), De Tar Distributing Co., Inc. 

December 5—Omaha, Nebr.—Hotel Fonten- 
elle—Examiner Cox: 

MC-F 4300—Fred McMaken and Joseph 
A. Randone, Control, McMaken Trans- 
portation Co., purchase (portion) Don 
E. Weber. 

December 5—Paducah, Ky.—U. S. Ct.—Ex- 
aminer Bennett: 


Ill.—Palmer House— 


MC 111205—Fred Kirkland, Murray, Ky., 
contract carrier application. 
MC 69492. Sub. 1—Sam Harper, Clinton, 


Ky., common carrier application. 
January 5—Philadelphia, Pa.—U.S.Ct.—Ex- 
aminer Brown: 
MC-C 1102—Greenberg’s Fast Freight, In- 
vestigation of operations. 
December 5—Raleigh. N. C.—Sir Walter 
Hotel—Examiner Roberts: 
MC 110978—Manning Truck Line, Wil- 
liamston, N. C., common carrier appli- 
cation. 


December 5—Raleigh, N. C.—Sir Walter 
Hotel—Jt. Bd. 103: , 


*MC 2253, Sub. 7—Carolina Freight Car- 


riers Corp., Cherryville, N.C., common 
carrier apvlication. 
December 5—San _ Francisco, Calif.—449 


P.O. Bldg.—Jt. Bd. 75: 

MC 8948, Sub. 17—Western Truck Lines, 
Ltd., Los Angeles, Calif.. common car- 
rier application. 

December 5—Washington, 
sioner Lee: 

MC-C 550—Investigation of Bus Fares. 

December 5—Washington, D .C.—Jt. Bd. 74: 

MC 28439, Sub. 21—Daily Motor Express, 
pa Carlisle, Pa., common carrier appli- 
cation. 


D. C.—Commis- 


D. C.—Examiner 
Joyner: 

MC 1034, Sub. 9—Tidewater Express Lines, 
Inc., Baltimore, Md., common carrier 
application. 

MC 69281, Sub. 34—The Davidson Transfer 
& Storage Co., Baltimore, Md., common 
carrier application. 
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CLEVELAND, OHIO 


The Lederer 
Terminal Warehouse Co. 


General Office 
Foot of East Ninth St. 


Telephone—Cherry 5280 


Herbert H. Lederer *D Established 1921 
President Incorporated 









































‘FACILITIES 


East Ninth St. Pier—The East Ninth Street Ware- 
house is located on the lakefront in downtown 
Cleveland with 1,000 ft. of dockage and 20 ff. 
draft. No bridges or other obstruction requiring 
tug service. 72,000 sq. ft. of fireproof warehouse 
space with 1,000 Ib. floor load and A. D. T. Bur- 
glar and Fire Sys. Served by New York Central 
with 20-car siding and free switching. Most mod- 
ern power equipment for handling cargoes of 
package fréight and spec. facilities for passenger 
& cruise ship dockings. Offices and display rms. 
East 37th St., Northern Ohio Food Terminal (gro- 
cery products handled exclusively) —120,000 sq. ft. 
Fireproof, concrete const. Private watchmen. 24- 
car siding on Nickel Plate, free switching. Sheltered 
17-truck motor platform. 


1236 Broadway—The Broadway Warehouse has 
humidity controlled space for sugar and other 
hygroscopic merchandise. 90,000 sq. ft. Fireproof, 
concrete-brick const. A.D.T. private watchman. 15- 
car siding on Nickel Plate (connected with main 
freight depot—eliminates cartage). Sheltered 20- 
truck Motor platform. 

1530 Riverbed Ave.—100,000 sq. ft. 
concrete-brick-steel const. Private watchmen. 6- 
car siding on Erie. 12-truck Motor platform. 
SERVICE FEATURES—U. S. Customs bonded. Pool 
car distribution. Motor transport service. Favorable 
rates from all docks and piers. 

REPRESENTED BY—New York City, Frank J. Tully, 
277 Broadway (Worth 2-0428); Buffalo, Lederer 
Terminal (see adv.); Chicago, M. H. Finger, 519 W. 
Roosevelt Rd. (Canal 5742). 


ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 


Fireproof 


CINCINNATI, OHIO———— 


The Baltimore and Ohio Warehouse Company 
Incorporated 


Irvin W. Mead * Second & Smith Sts. 
Mgr. & Treas. Tel.—Parkway 7646 
FACILITIES—Dry storage, 219,000 sq. ft.; cooler 
storage, 90,000 cu. ft. Stone-steel-brick-wood const. 
Sprinkler sys.; central alarm sys.; watchmen. Direct 
rail conn. 12 large freight elevators. 

SERVICE — Pool car. dist., reshipping and C.O.D. 
collections. Especially adapted to products requir- 
ing protection from dampness, dirt, heat or cold. 
Special rooms for stge. chocolate and choc. candies, 
controlled temperature and humidity. 

ASSOCIATIONS—A.W.A.; Ohio W. A.; Cin. W. A. 


—_—————CINCINNATI, OHIO— 


Cincinnati Merchandise Warehouses, Inc. 


Charles E. Wagner, 7 West Front St. 
General Manager Tel.—Main 4117 
FACILITIES—(1) 11-17 E. Front St. Ins. rate, 24.7c. 
(2) 7-19 W. Front St. Ins. rate, 32.3c. Both houses: 
Total 225,000 sq. ft.; heavy mill const.; Sprink. 
sys; A. D. T. meek gd alarm; Sidings, P. R. R. and 
So. Ry. Reciprocal switching arrangements. 





SERVICE FEATURES—Pool car distribution; storage 
in transit. 
MEMBER—A.W.A.; O.W.A. and Cin. Ware. Club. 
REPRESENTED BY Am. Chain of Whses., Inc. 
New York 17 
250 Park Ave. 
Plaza 3-1234 


Chicago 4 
53 W. Jackson Blvd. 
Harrison 7-3688 


INCINNATI, OHI 


Cincinnati Terminal Warehouses, Inc. 
Established 1924 Incorporated 


Harry Foster * 49 Central Ave. 
General Manager Tel.—Parkway 8070 
FACILITIES—Dry stge., 600,000 sq. ft.; Cold stge., 
150,000 sq. ft. Fireproof—steel const. Sprinkler sys. 
Watchmen. Ins. rate 14Y2c. Siding on P.R.R.; free 
switching. Sheltered motor platform. 
SERVICE FEATURES — General; Bonded: 
Pool car dist. Drayman. Motor. frt. terminal—35 
lines. Cold storage. Traffic problems analyzed. 
Storage, office, display space. 
MEMBER—A. W. A. (Refr.); Ohio W. A. 

















Int. Rev. 
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WAREHOUSE SECTION 
OHIO-PA. 
CTU 
CLEVELAND, OHIO 










National 
Terminals Corporation 
1200 West Ninth Street 


Tel.—Cherry 4170 
wD 






F. H. Prusa 
Manager 


A. B. Efroymson 
President 







FACILITIES—Four units. 1200 W. 9th St 
516,000 sq. ft. Cold Storage 1,500,000 cu. ft. 
Insurance rate .113. 35-car siding on 
C.C.C. & St.L., free switch. Sheltered mo- 
tor platform, 65 trucks. 1150 Main Ave. 
30,000 sq. ft. 21-car siding on B.&00.R.R.— 
no reciprocal switching. Two truck plat- 
form. Dock, 500 ft., draft 20 ft. 615 Stone’s 
Levee—Siding C.C.C. & St.L.R.R. 10 car. 
No reciprocal switch. 10 truck platform. 
421 Stone’s Levee—Siding C.C.C. & St.L. 
R.R. 10 car. No reciprocal. 2 truck plat- 
form. Modern hand equipment in all 
buildings. 

SERVICE—Pool car distribution. Space 
for lease: storage, office, light manufac- 
turing. Cold storage: fruits, vegetables, 
meats, fish, poultry and dairy products: 
frozen fruits. Complete rail, truck and 
boat facilities for dry and cold storage. 
MEMBER—A.W.A:, Ohio, W.A. 

New York representative—Mr. H. J. 
Lushbaugh, 122 E. 42nd St.—Lackawanna 
4-0063. 

























CLEVELAND, OHIO 









The OTIS Incorporated 
TERMINAL WAREHOUSE CORP. 


Bernard E. Woeste * 1300 W. Ninth St. 
V.-P. & Gen‘! Mgr. Tel.—Main 7457-58 
FACILITIES—500,000 sq. ft. Fireproof, brick-conc.; 
A.D.T. Sprink. sys. and auto. burg. alarm; watch- 
men. Ins. rate, 14.3c. Sidings on N.Y.C. and Big 
Four (stop off cars). Free switch. Shelt. Docks and 
siding in bldg. Downtown Cleveland location. 
SERVICE FEATURES — U. S. Customs bonded. Pool 
car distribution. Motor transport services. Stor- 
ege, office and display space for rent or lease. 
MEMBER—O. W. A.; Cleve. W. A.; A. W. A. 


TOLEDO, OHIO 


Great Lakes Terminal Warehouse Co. 


Established 1927 
L. M. Ashenbrenner 








Incorporated 
% 321-359 Morris St 


V.-P. & Gen‘! Mgr. (Tel.—Main 4231) 
PACILITIES—Dry storage, 150,000 sq. ft., Cold 
Storage, 2,500,000 cu. ft., Sprink. sys.; A. D. T. 
Private Sidings; N. Y. C. and B. & O.; MOTOR 
TRUCK PLAT.; capacity 15 trucks; sheltered. 

LARGEST WAREHOUSE IN NORTHWESTERN OHIO 
COMPLETE WAREHOUSING SERVICE 










PHILADELPHIA, PENNA. 
Pennsylvania Warehousing 


and Safe Deposit Co. 


Established 1872 Incorporated 
Edward W. Oescher * 303 Chestnut Street 
President Tel.—LOmbard 3-3893 
For Warehousing in Philadelphia 
- . « it’s “PENNSYLVANIA” 
FACILITIES—22 big, modern warehouses—1,000,- 
000 sq. ft. free and bonded storage space. Rail 
and highway facilities; special equipment for 
handling difficult commodities; one- to  ten-ton 
trucks for store-door delivery . . . safety, econ- 


omy, convenience, low-cost insurance. Write for 
details. 




























December 5—Washington, D. C.—Examiner 
Joyner: 

MC 1168, Sub. 25—Baltimore Transfer Co., 
of Baltimore City, Corp., Baltimore, Md., 
common carrier application. 

MC 1658, Sub. 25—Shirks Motor Express 
Corp., Lancaster, Pa., common carrier 
application. 

MC 1824, Sub. 27—Preston Trucking Co., 
Inc., Preston, Md., common carrier appli- 
cation. 

MC 1936, Sub. 5—Baltimore & Pittsburgh 
Motor Express Co., Pittsburgh, Pa., com- 
mon carrier application. 

MC 17778, Sub. 27—B. & E. Transportation 
Co., Inc., Secaucus, N. J., common car- 
rier application. 

MC 55337, Sub. 12—Elkton Trucking Co., 
Elkton, Md., common carrier applica- 
tion. 

MC 59957, Sub. 21—Motor Freight Express, 
Corp., York, Pa., common carrier appli- 
cation. 

MC 64650, Sub. 13—W. T. Cowan, Inc., 
Baltimore, Md., common carrier appli- 
cation. 

MC 65647, Sub. 15—Victor Lynn Lines, Inc., 
Salisbury, Md., common carrier appli- 
cation. 

December 6—Atlanta, 
Examiner Yardley: 

*MC-F 4237—N. G. Collins and 9. J. Mor- 
ris, control; S. J. Morris Motor Express, 
Ine., control; Morris and Collins High- 
way Express, Inc., purchase, S. J. Mor- 
ris Motor Express, Inc., and B. C. Truck 
Lines, Inc. 

December 6—Baltimore, Md.—U.S. Apprais- 
ers’ Stores Bldg.—Jt. Bd. 112: 

MC 101131, Sub. 2—E. D. Walker & Sons, 

+ Baltimore, Md., common carrier appli- 
cation. 

December 6—Baltimore, Md.—U.S. Apprais- 
ers’ Stores Bldg.—Examiner Myers: 
MC 30887, Sub. 22—Shipley Transfer, Inc., 

Reisterstown, Md., common carrier ap- 
plication. 

December 6—Boston, Mass.—New P.O. Bldg.— 
Jt. Bd. 18: 

MC 45451, Sub. 5—Brewer Petroleum Serv- 
ice, Inc., Revere, Mass. Common carrier 
application. 

December 6—Cheyenne, Wyo.—State Comm. 
—Examiner Cheseldine: 

MC 63910, Sub. 2—Carl J. Forsstrom, Hem- 
ingford, Nebr., common carrier appli- 
cation. 

December 6—Chicago, I1l.—U. 9. Custom Hse. 
—Examiner Wilkins: 

I. & S. M-3144—Alcoholic Liquors, Owens- 
boro, Ky., to St. Louis, Mo. 

December 6—Chicago, I[11—U.9. Customs 
Hse.—Examiner Wilkins: 

I. & S. M-3166—Pallets, Platforms or Skids 
—Central Territory. 

December 6—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Mohundro: 

I. & S. M-3056—Sheet bars, Ashland, Ky. 
to Zanesville, Ohio. 

December 6—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Jt. Bd. 54: 

MC 17357, Sub. 15—McCoy Truck Lines, 
Inc., Waterloo, Ia., common carrier op- 
plication. 

December 6—Des Moines, Ia.—U. S. Fed. Ct. 
Bidg.—Jt. Bd. 202: 

MC 17357, Sub. 13—McCoy Truck Lines, 
Inc., Waterloo, Ia., common carrier ap- 
plication. 

December 6—New York, N.Y.—641 Washing- 
ton St.—Examiner Johnston: 

I. & S. M.-2947—Dry goods, piece goods, de- 
pendent on value. 

MC-C 1019—National Textile Traffic, et al. 
v. Amsterdam Dispatch, et al. 

December 6—Oklahoma City, Okla.—Fed. 
Bldg.—Jt. Bd. 88: 

MC 105867, Sub. 9—M. & D. Motor Freight 
Lines, Inc., Dallas, Tex., common carrier 
application. 

December 6—Oklahoma City, Okla.—Fed. 
Bldg.—Examiner, Garofalo: 

MC 109435, Sub. 4—Ellsworth Bros., Stroud, 

Okla., common carrier application. 
December 6—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Roberts: 

MC 111010-——Coltrain Truck Line, Williams- 
ton, N. C., common carrier application. 

MC 111194—Warren’s Truck Line, Roanoke 
Rapids, N. C., common carrier appli- 
cation. 

December 7—Boston, Mass.—New P. O. Bldg. 
—Examiner Dahan: 

MC 103461—Boutin’s Bus Lines, Newbury- 

port, Mass., common carrier application. 
December 7—Cheyenne, Wyo.—State Comm. 
Jt. Bd. 197: 

MC 97264, Sub. 1—M & M Truck Co. of 
Wyoming, Casper, Wyo., common car- 
rier application. 

December 7—Cheyenne, Wyo.—State Comm. 
—Examiner Cheseldine: 

MC 106621, Sub. 12—Melton Transport Co., 
Cheyenne, Wyo., common carrier appli- 
cation. 

December 7—Cheyenne, Wyo.—State Comm. 
—Examiner Cheseldine: 


Ga.—State Comm.— 
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WAREHOUSE SECTION 
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PHILADELPHIA, PENNA. 


Terminal Warehouse Co. 



















The D 














Established 1904 Incorporated §=Wat 
L. T. Howell * 81 Fairmount Ave, Qnd Unit 
President (Tel.—Market 7-016) ILITIE: 
FACILITIES—(1) N. E. Cor. Front & Brown Sq miAciitie 
and 800 N. Delaware Ave. Fireproof, concreis A. D. F 
const. Sprinkler sys., A. D. T., private watchmen, gE 










(2) Eleven other units. Total—all facilities, 2,94,. 
000 sq. ft. Ins. rates as low as 4c. Sidings o 
Penna and Reading RRs., free switching. and hous 
SERVICES—Customs and Dept. of Agric. pajmispace Pi 
bonded. Pool car. distr. Motor freight term.—own REPRESEN 
and operate trucks for city & suburban deliveries, 
MEMBER—Distrib. Service, Inc.; A. W. A.; Pa.WA, 


PROVIDENCE, R. |. —----——_. 
Terminal Warehouse Co. of R.1., INC, 


Established 1912 
Charles M. Reeves * 69 Tingley Stree! 
Treasurer Tel.—GAspee 1-5223 


FACILITIES—100,000 sq. ft., fireproof, brick, Dry 
Pipe Sprinkler system, ADT watchman; ins. 1%; 
siding N.Y.N.H. & H. RR., 10 cars. Sheltered 
motor platform, 5 trucks. 


SERVICE FEATURES—U.S. Customs Bonded; pool 


car distribution; company operated cartage service, 
MEMBER—American Chain of Warehouses, Inc. 


SERVICE 












































Incorporated} 


1OUX FALLS, S. D. 


Wilson Storage and Transfer Company 


Established 1930 Incorporated 
R. M. Johnson * 110 No. Reed $i, 
Manager Telephone—654) 


FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; private watchmen, 
Ins. rate, 26c. Siding on Chi. & N. W., fn 
switching. Adjacent Union Truck Depot. 

SERVICE FEATURES—State Bonded. Pool car dit: 
tribution. Storage and office space for lease. 
WILSON FORWARDING CO. (owned and oper 
ated by us)—Features coordinated truck and rail 
freight service. Offices in Chgo., St. Louis, Minne 
apolis, Omaha, Sioux City, Huron and Rapid City, 


MEMPHIS, TENN. 


Mid-West Terminal Warehouse Co. 


61 W. Georgia Ave. Tel. 9-1674 
W. S. Ford, Pres. Established 1939 
FACILITIES—(1) 61 W. Georgia Ave.; 60,000 sqj 
ft.; cone., steel wood const.; fl. Id. 500 Ibs. max 
200 min.; ins. rate, .199c; spr. sym.; ADT; Ri} 
siding Frisco RR, 8 cars; truck plat., 8 trucks) 
(2) 26 W. Virginia Ave.; 60,000 sq. ft.; br. & mill 
const.; unlim. fi. Id.; spr. sym.; ADT; RR siding, 
1. C. RR, 8 cars; truck plat., 10 trucks. : 
SERVICE FEATURES—Pool fumigating, 
office space, free switching. 
REPRESENTED BY—Am. Chain of Whses., Inc. 
ASSOCIATIONS—A.W.A., S.W.A., Memphis cc 
MEMPHIS, TENN. 


Poston Warehouses, Inc. | 


car dist., 


Established 1895 P. O. Box 256)} 
W. H. Dearing * 671 S. Main St 
President Telephone—8-514 


FACILITIES—90,000 sq. ft.; mill-brick-concrete cont 
Sprinkler sys.; A. D. T.; Watchmen. Ins. rett, 
11.7c. Sidings on |. C. and St. L. S. W. Rysi 
free switching. Sheltered Motor Platform. 


SERVICE FEATURES—Bonded privately. 
distr. Local cartage, P. U. & D. service. 
billing and collections. Office space. 


Pool oa 
Storag®, 


MEMPHIS, TENN. , 
United Warehouse & Terminal Corporatio 


Established 1930 Telephone—5-3754 
* 137 E. Calhoun Ave 
FACILITIES—(1) 137 E. Calhoun Ave.; (2) 138 


Paul Ave. 110,500 sq. ft. Brick and mill -“ 
Sprinkler sys. Ins. rates: (1) 15.2c¢; (2) 18.7¢. 
ings on N. C. & St. L. and L. & N., free swi 
rail and barge lines. Sheltered motor plattore 
SERVICE FEATURES—Excellent facilities for 
car distr. Motor frt. term. Office and desk 

In center of wholesaling and jobbine dist.—oom 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, !n¢- 
ASSOCIATIONS—A. W. A.; Memphis W. A. 
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December 3, 1949 


AREHOUSE SECTION 


TEXAS-UTAH 
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DALLAS, TEX. 
The Dallas Transfer & Terminal 


Warehouse Company, Inc. 
and Unit Santa Fe Bldg. %* Established 1875 
FACILITIES—270,000 sq. ft. Fireproof construction. 
Watchman. Santa Fe 
siding. Free switching. Downtown location. In- 
side motor and rail docks. Low insurance rate. 
SERVICE FEATURES—State bonded. Merchandise 
and household goods storage, office and display 
Pool car distribution. Cartage service. 
REPRESENTED BY—American Chain of Whses. 
MEMBER—A.W.A., N.F.W.A., S.W.W.&T.A. 

















DALLAS, TEX. 


lnterstate-Trinity Warehouse Co. 


Established 1913 Incorporated 
R. E. Abernathy * 301 N. Market St. 
President Tel.—C-6155 
FACILITIES—Prop. leased; 150,000 sq. ft. Fireprf. 
brick and conc. const. Fi. Id. 300 Ibs. Sprink. Pvt. 
watchmen. A. D. T. Ins. rate, 9.35c. On M.-K.-T. 
6cars. Free switch. Shelt. motor dock, 12 trucks. 
SERVICE FEATURES—State bonded. Pool car. Stge. 
and Office space for lease. Cartage serv., 21 
trucks. Complete mdse. serv. and traffic super. 
Daily receipts and ship. reports. Monthly invent. 
REPRESENTED BY—Allied Distribution, Inc. 

MEMBER—A. W. A.; National Furn. Whse. Assn. 


HOUSTON, TEX. 
Mouston Terminal Whse. & Gold Storage Co. 


Established 1926 lacorporared 
Incorporated 2 701 N. Sam Jacinte 9. 
Tel.—Preston 7151 
FACILITIES—Dry Storage, 300,000 sq. ft. Cold 
Sterage, 750,000 cu. ft. Fireproof, reinf. concrete. 
Sprinkler, A.D.T. watchman. Ins.: dry storage, 10c; 
cold storage, 16c. Siding on So. Pac. R. R. 

SERVICE FEATURES—Customs bonded. Pool car 
dist. Local cartage. Pvt. parking lot for cust. and 
tenants. COLD STGE. temp. range, 10° to 40°. 
Specialize in meats, poultry, eggs, fruits, nuts. 
REPRESENTED BY—Am. Chain of Warehses., Inc. 
MEMBER—S.W.W.&T. Assn., Hous. Whsemn‘s Assn. 





























HOUSTON, TEX. 


Patrick Transfer & Storage Co. 


Established 1900 
Feher G. Dorsey *D 1117 Vine St. 


Owner Tel.—Preston O111 
FACILITIES—(1) Municipal Dock 4, Turning Basin: 
250,000 sq. ft. Concrete const. Sprinkler sys.; 
A.D. T.; Watchman. Ins. rate, 8c. Siding cap. 72 
cars; free switch. Sheltered motor plat. Water 
Dock; length 500 ft.; draft 32 ft. (2) 1117 Vine St.; 
,000 sq. ft. Siding on S. P. 
SERVICE FEATURES—Bonded: (1) U. S. Customs: 
Pool car dist. Motor transport serv. Own- 
ers Lone Star Package Car Co., Houston Div. 
REPRESENTED BY—Associated Warehouses, Inc. 


OGDEN, UTAH 


Western Gateway Storage Co. 
Established 1927 


G. A. Corey 2 390 Exchange Place 
Tel.—Exchange 199 


FACILITIES—Dry Stge. 70,000 sq. ft. Cold Storage 
50,000 cu. ft. Brick-concrete const. Floor load, 
450 Ibs. ADT watchmen. Ins. rate, 39c. Siding 
@n Ogden Union Ry.; cap. 9 cars; free switching. 

Itered motor platform. Merchandise and cold 
sterage warehousing in all branches. 

ating field warehouses througtout the Inter- 
Mountain West. 
























SALT LAKE CITY, UTAH 


Security Storage & Commission Co. 


Established 1905 Incorporated 1906 
Henry |. Love * 230 So. 4 W. St. 


Nager Telephone: 5-3428 
FACILIT:ES—Over 72,000 sq. ft. No. 4 Ware- 

use, brick construction; sprinkler system; A. 
DB T.; watchmen; insurance rate 20c. Sidings 
ag RR. Tracks inside building, sheltered 
Sock. Capacity 12 cars, 12 trucks. Private park- 
pe for tenants and customers. 

VICE —Complete warehousing-distribution. Office 
and se<-etarial accommodations. 

ES*NTED BY—Amer. Chain of Whses. 

E&%—Amer. Warehousemen’s Assn. 





%*MC 106621, Sub. 
Co., Cheyenne, 
application. 

December 7—Cheyenne, Wyo.—State Comm. 
—Jt. Bd. 44: 

%*MC 111449 (formerly MC 108143, Sub. 4) 
—Dillon Transport, Gordon, Nebr., com- 
mon carrier application. 

December 7—Chicago, Ill.—U. S. Customs Hse. 
—Examiner Wilkins: 

I. & S. M-3087—Bookmatch Material, St. 
Louis, Mo. to Chicago, Ill. 

December 7—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Wilkins: 

*%I. & S. M-3140—Assembling rates, Den- 
nis Truck Line. 

December 7—Des Moines, Ia.—Fed. Bldg.— 
Examiner Dishman: 

I. & S. M-2921—Canned Goods, Marshall- 
town, Ia. to Chicago, Ill. 

I. & S. M-2922—-Canned Goods, Roland, Ia. 
to Chicago, Ill. 

I. & S. ‘M-3088—Rating on Canned Goods, 
Ia., Central territory. 

I. & S. M-3109—Canned Goods, Marshall- 
town, Ia., Colo. 

MC-C 996—Emery Transportation Co., min- 
imum rates. 


12—Melton Transport 
Wyo., common carrier 


MC-C 997—Canned Goods, Bos Freight 
Lines, Inc. 
December 7—Des Moines, Ia.—U. 9. Fed. Ct. 
—Jt. Bd. 54: 


MC 70451, Sub. 88—Watson Bros. Trans- 
portation Co., Inc., common caprier ap- 
Plication. 

December 7—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Jt. Bd. 92: 

MC 70451, Sub. 92—Watson Bros. Trans- 
portation Co., Inc., common carrier ap- 
Plication. 

December 7—Indianapolis, Ind.—Fed Bldg.— 
Examiner Mohundro: 

I. & S. M-3044—Castings, forgings, Tilton, 
Tll.-Dayton, Ohio. 

I. & S. M-3050—Merchandise, 
Truck Lines, Inc. 

December 7—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Hurley: 

MC 69752, Sub. 10—Zuzich Truck Line, 
Kansas City, Kans. Contract carrier ap- 
plication. 

December 7—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Cox: 

MC-F 4199—Cecil Vernon, control, Mid- 
States Freight Lines, Inc., purchase, 
(portion), Carlo Transportation Co., Inc. 

December 7—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Cox: 

MC-F 4218—Cecil Vernon, Control, Mid- 
States Freight Lines, Inc., Purchase, 
(portion), Wm. McCullough Transporta- 
tion Co., Inc. 

December 7—New York, N. Y.—641 Wash- 
ington St.—Examiner Freidson: 

MC 90373, Sub. 8—C&R Trucking Co., 
Fords, N. J., contract carrier application. 

December 7—Oklahoma City, Okla.—Okla- 
homa Biltmore Hotel—Jt. Bd. 16: 

MC 111061—Alley Transport, Snyder, Okla., 
contract carrier application. 

December 7—Oklahoma City, Okla.—Okla- 
homa Biltmore Hotel—Jt. Bd. 86: 

MC 66936, Sub. 6—Turner Transfer, Floy- 

dala, Tex., contract carrier application. 
December 7—Raleigh, N. C.—Sir Walter 
Hotel—Examiner Roberts: 

MC 6137, Sub. 6—J. T. Hill Transfer, 
Fairmont, N. C., common carrier appli- 
cation. 

December 7—St. Lovis, Mo.—Mark Twain 
Hotel—Examiner Patrick: 

MC-F 4221—K. Hargis, et al., control; Har- 

gis Truck Line, Inc., purchase, G. S. 


White. 

— 7—Washington, D. C.—Commis- 
sion: 

MC-C 968—Determination of Exempted 
Agricultural Commodities. 

MC 107669—Norman E. Harwood Contract 
Carrier Application. 

December 7—Wilmington, Del.—U.S.Ct.— 
Examiner Myers: 

MC 110326—Arlington J. Williams, New 
Castile, Del., common carrier applica- 


tion. 
%7—Wilmington, Del.—U.S.Ct.—Jt. 


Hancock 


December 


Bd. 40: 

MC 110207, Sub. 2—Kee’s Coal Co., Wil- 
mington, Del., contract carrier applica- 
tion. 

December 8—Boston, Mass.—New P.O. Bldg. 
—Jt. Bd. 186: 

MC 101219, Sub. 17—Merit Dress Delivery 
Inc., New York, N.Y. Common carrier 
application. 

December 8—Boston, Mass.—New P.O. Bldg. 
—Examiner Dahan: 

MC 85709, Sub. 2—Metropolitan Express, 
Malden, Mass. Common carrier applica- 
tion. 


December 8—Camden, N. J.—U.S.Ct.—Ex- 
aminer Myers: 

MC 29919, Sub. 8—Kowalsky’s Express 
Service, Millville, N. J., common carrier 
application. 

MC 93789, Sub. 4—Wesley Stillwell, Media, 
Pa., common carrier application. 
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WAREHOUSE SECTION 


VA.-WIS.-CANADA 
QNNIUUIOEOUNQE00000000000000000000000 TU UEEEOEOEUEERSEUOEOREOEEUU EULA ee Te 


RICHMOND, VA. 


Brooks Transfer & Storage Co., Inc.| 
Established 1878 


C. Fair Brooks . * 1224 W. Broad St./ 


Sec.-Treas. Telephone—5-1731 

FACILITIES—(1) 1224 W. Broad St., fireproof; (2) 

North Bivd., slow burning; total floor space, 80,000 

sq. ft. Watchmen. Ins. rate, 42c. Sidings on 

R. F. & P.; cap. 13 cars; free switching. 

SERVICE FEATURES—Poo!l car dist. Motor freight} 
line serv. Va. and Eastern Seaboard cities. Cen- 

tainer service. Space for lease. N.F.W.A.; So. W.A. 

REPRESENTED BY—Brooks Transportation Co. in 

New York, Philadelphia, Lynchburg. 


ROANOKE, VA. 


Roanoke Public Warehouse 
Established 1926 


Clem D. Johnston = 369 W. Salem Ave. 
Operating Executive Telephone—6207 
FACILITIES—Mdse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler sys.; fire 
dept. connection; watchmen. Ins. rate .325. Sid- 
ing on Nor. & West, cap. 7 cars. Free switching. 
Sheltered Motor platform, cap. 35 trucks. 
SERVICE FEATURES—Pool car dist. Space for 
lease. Complete whsing. & dist. ser. 
REPRESENTED BY—Am. Chn. of Whses.; Myfir.], 
ASSOCIATIONS—Am. W. A., So. W. A. 
MILWAUKEE, WIS. 
* T. L. Hansen 


* President 
Established 1904 16 


N. Jefferson 
Tel. Daly 5770 


FACILITIES—18 warehouses; 436,000 sq. ft. Slow 
burning, mill construction; Floor load, 150-600 
Ibs.; Sprink. sys.; A. D. T.; watchmen. Ins. rate, 
20.7¢ (min.) 50-Car side track on C. & N. W. 
Water dock: Length, 840 ft.; draft, 22 ft. 

SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car dist. Motor truck terminal. 
REPRESENTED BY—American Chain of Ware- 
houses, New York. Tel. Plaza 3-1234; Interlake 
Terminals, New York, Tel. MUrrayhill 5-8397. 




















MILWAUKEE, WIS. 
National Terminals Corp. 





Established 1929 Incorporated 
H. F. Pratt *D 954 S. Water St. 
Manager Tel.—Mitchell 5-5645 


New York Office: 55 West 42nd Street 


Phone LAckawanna 4-0063, New York 18 
FACILITIES: 80,000 square feet fire resistant con- 
crete, insurance rate 31c, 80,000 square feet mill, 
watchmen, siding C & NW 65 cars, motor plat- 
form 20 trucks, water dock 1400 feet draft 21 feet. 
SERVICE FEATURES—Bonded, State. Pool car dis- 
tribution. Automobile handling. Motor terminal. 
Stevedoring. 

MEMBER—A. W. A., Wis. W. A., Milw. W. A. 


MILWAUKEE, WIS. 


National Warehouse Corp. 
531 S. Water S$. 


Fireproof, concrete- 
steel const. Siding 
C. & N. W., 20 cars. 
State Bonded. Com- 
plete warehousing 
& distribut’n service. 

Repre‘ntative: 
Assoc. Whses. Inc. 
A Solid Block of 
Responsible 


Warehousing 
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MONTREAL, CANADA 


STLAWRENCE WAREHOUSE INC. 


B-VAN HORNE AVENUE, MONTREAL, CANADA 
200,000 sq.ft. Fireproof 
sprinklered. Ins. rate 
12Vec. 8 car siding on 
C. P. Ry. Free switch. 
Services: Canad. Cust. 
Bonded. Pool car dist., 
cartage service. Import 
& Export, Traffic & Cus- 
toms Service. Sales: 
Frank J. Tully, 277 
Broadway, New Y 


Tel.—Worth 2-0428 
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December 8—Chicago, I11.—U.S. Customs 


Hse.—Bxaminer Wilkins: 


I. & S. M-3108—Aluminum plate or sheet,’ 


Ia. to Central Territory. 
December 8—Chicago, Ill—U. S. Customs 
Hse.—Jt. Bd. 21: 

MC-C 1080—W. J. Holliday & Co., Inc. v. 
Liberty Trucking Co. 

December 8—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Patrick: 

MC-F 4281—Bruce F. Jarvis, purchase, 
Harry Robert Dallas. 

December 8—Denver, Colo.—State Comm.— 
Examiner Cheseldine: 

MC 9895, Sub. 68—R. B. Wilson, Denver, 
Colo., common carrier application. 
December 8—Denver, Colo.—State Comm.— 

Jt. Bd. 56: 

MC 29991, Sub. 26—Barlow’s Service, Den- 

ver, Colo., common carrier application. 
December 8—Denver, Colo.—State Comm.— 
Examiner Cheseldine: : 

*MC 88857, Sub. 53—O. M. Collett, Salt 
Lake City, Utah, common carrier appli- 
cation. 

December 8—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Examiner Messer: 

MC 591, Sub. 1—Thurwanger Transport 
Co., Bettendorf, Ia., common carrier ap- 
plication. 

December 8—Des Moines, Ia.—U.S. Fed. Bldg. 
—Jt. Bd. 146: 

MC-C 1110—Galloway Co., Inc. v. Gateway 
City Transfer Co. 

December 8—Indianapolis, Ind.—Fed. Bldg.— 
Examiner Mohundro: $ 

I. & S. M-3096—Chemicals, cleaning com- 

pounds, Harwood Trucking, Inc. 
December 8&—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Mohundro: 

I. & S. M-3136—Stopping in Transit—In- 
diana Refrigerator Lines. 

December 8—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Hurley: 

MC 30378, Subs. 26 and 27—Associated 
Transports, Inc., St. Louis, Mo. Common 
carrier application. 

December 8—Raleigh, N. C.—Sir Walter 
Hotel—Jt. Bd. 7: 

MC 111221—R. G. Rainey, Graham, N. C., 
contract carrier application. 

December 8—Salt Lake City, Utah—State 
Comm.—Examiner Hall: 

I. & S. M-3022—Petroleum products, Ar- 

rowheard Freight Lines, Ltd. 


December 8—San_ Francisco, Calif.—440 
P.O. Bldg.—Jt. Bd. 75: 

MC 263, Sub. 39—Garrett Freightlines, 
Inc., Pocatello, Idaho, common carrier 
application. 

December 8—San Francisco, Calif.—P.O.Bldg. 
—Jt. Bd. 75: 


MC 42487, Sub. 198—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 

December 8—San Francisco, Calif.—449 P.O. 
Bldg.—Jt. Bd. 75: 

*MC 42487, Sub. 205—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 


December 9—Boston, Mass.—New P. O. Bldg. 
—Jt. Bd. 20: 
MC 50439, Sub. 20—Becker Transportation 
Co., Inc., Cambridge, Mass. 


December 9—Boston, Mass.—New P.O. Bldg. 
Examiner Dahan: 
MC 111256—Buckingham Bus and Taxi 
Service, Groton, Mass., common carrier 
application: 


a 9—Camden, N.J.—U.S.Ct.—Jt. Bd. 


5: 

MC 85780, Sub. 1—Bunting Bristol Trans- 
fer, Bristol, Pa., common carrier anppli- 
cation. 

December 9—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Patrick: 

MC 78062, Sub. 8—R. Beatty Motor Ex- 
press, Washington, Pa., contract car- 
rier application. 

MC 78062, Sub. 12—R. Beatty Motor Ex- 
press, Washington, Pa., contract carrier 
application. 

December 9—Denver, 
Jt. Bd. 126: 

MC 30605, Sub. 69—Santa Fe Transporta- 
tion Co., Corp., Wichita, Kans., com- 
mon carrier application. 

MC 70451, Sub. 91—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

December 9—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Examiner Messer: 

MC 7906, Sub. 2—O. E. Walker, Wilke 
(P. O. Alden, Ia.) Ia., common carrier 
application. 

MC 25899, Sub. 1—J. D. Edwards & Sons, 
—* Ia., common carrier applica- 
on. 


December 9—Ft. Worth, Tex.—Hotel Texas— 
Examiner Colfer: 
*MC 101317, Sub. 8—King Transport, San 
Antonio, Tex. 
December 9—Newark, N.J.—State Comm.— 
Jt. Bd. 3: 
*MC 109802—Lakeland Bus Lines, 
Newark, N.J. 


Colo.—State Comm.— 


Inc., 
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December 9—St. Paul, Minn.—State Comm. J mc 6 
Examiner Wilkins: Agen 
*I. & S. M-3057—Groceries, meats, Twin carrie 


Cities to N. Dak. 








ark, ] 

The Following Assignments Decembe! 

Have Not Heretofore Appeared we ii! 

re contr 

December 9—Indianapolis, Ind.—Fed. Bldg— December 
Jt. Bd. 21: Hse.— 

MC-C 1089—Tell City Furniture Co., Inc,y,§ 1 & § 
Morrow, Inc., et al. diana 

December 9—Indianapolis, Ind.—Fed. Bldg J MC-C | 
Examiner Mohundro: pers | 

I. & S. M-3126—Shipping containers, Cleve.  Decembe! 

land, Ohio to Marion, Ind. —Exa 

December 9—Indianapolis, Ind.—Indiang MC-F | 

World War Memorial Bldg.—Examiner kayal 
Ox: Decem 

MC-F 4137—Milton Gerwin, et al., control, homa 
co-ordinated Transport, Inc., of IIl., pur- falo: 
chase, Franklin C. Merillat. MC 111 

December 9—Kansas City, Mo.—Hotel Pick. City, 
wick—Examiner Dishman: December 

I. & S. M-3035—Substituted Rail Service Exam 
by Red Ball Transfer Co. MC 10 

December 9—Kansas City, Mo.—Hotel Pick. Rocky 
wick—Examiner Hurley: plicat 

MC 110998—Springs Trucking Co., Excel. jg December 
sior Springs, Mo. Contract carrier appli- —Jt. | 
cation. MC 133 

December 9—Oklahoma City, Okla.—Okla- Raleis 
homa Biltmore Hotel—Examiner Garo- win iss 
alo: 

MC 111088—McCormick Produce Co., Okla- Chari 
homa City, Okla., contract carrier ap- tion. 
plication. December 

December 9—Raleigh, N.C.—Sir Walter Hotel Bldg.- 
—Examiner Roberts: MC 107 

MC 111193—Clinton Bus Lines, Clinton, Servic 

N.C. Common carrier application. mon 
December 9—St. Paul, Minn.—State Comm, f December 
—Examiner Wilkins: —Jt. 

I. & S. M-3143—Dairy Products—Carring- § MC 52s 

ton, N. Dak., to Minn. Sioux 
December 12—Camden, N. J.—U.S.Ct— plicat 
Examiner Myers: December 

MC 2135, Sub. 6—Dennis J. McNichol, —Jt. 
Philadelphia, Pa., contract carrier appli: MC 111 
cation. ings, 

December 12—Cincinnati, Ohio—Fed. Bldg— tion. 
Examiner Wilkins: December 

MC-C 1073—Newman Bros., Inc. v. Keeshin Jt. Bo 

Motor Express Co., Inc. MC 221: 
December 12—Denver, Colo.—State Comm— hattar 
Examiner Cheseldine: tion. 

MC 44104, Sub. 4—Zurcher Truck Line, gj December 
Inc., Denver, Colo., contract carrier ap- Exami 
plication. MC 1110 

December 12—Des Moines, Ia.—U. 9. Fed. Ct. Comm 
Bldg.—Jt. Bd. 92: December 

MC 19778, Sub. 24—Chic MSt.&P&P, Corp.. eo 
Chicago, Ill., common carrier application. C 2091 

MC 19778, Sub. 25—Chic MSst.P&P, Corp. Va., ct 
Chicago, Ill., common carrier application. § MC 1015 

December 12—Indianapolis, Ind.—Fed. Bldg. Elkins 
—Examiner Cox: tion. 

MC-F 4287—Wilson House, Control, East- jj December 
ern Motor Express, Inc., purchase, Exami 
Jerome O. Bowen. MC 369: 

December 12—Kansas City, Mo.—Hotel Pick- tion ¢ 
wick—Examiner Dishman: — ¢ 

I. & S. M-3091—Iron & Steel, Kansas City fj December 
to Hutchinson, Kans. Hse.— 

December 12—Kansas City, Mo.—Hotel Pick- § MC-C-1¢ 
wick—Jt. Bd. 36: Bagge 

MC 66344, Sub. 13—Cyrus Petroleum Truck D (porti 
Line, Iola, Kans. Contract carrier appli- ecember 
cation. Hse.— 

December 12—Kansas City, Mo.—Hotel Pick- MC-C 1) 
wick—Examiner Dishman: D Schiek 

I. & S. M-3175—Beans, P-H. Products, § 7cember 
Kansas City to Ohio, Ind., Mich. m- H 

December 12—New York, N. Y.—641 Wash- C 8473 
ington St.—Examiner Dahan: Walter 

MC 65467, Sub. 1 and 2—Riverside Tours, wepiicati 
Inc., New York, N. Y., common carrier C 1108 


application. 

December 12—Oklahoma City, Okla.—Okla- 
homa-Biltmore Hotel—Jt. Bd. 170: 
MC 69419, Sub. 70—Greendyke Transport 

Co., Enid, Okla., common carrier appli- 














cation. D Plicati 
December 12—Oklahoma City, Okla.—Fed §P*°ember 
Bldg.—Jt. Bd. 77: = 
MC 52339, Sub. 20—Keystone Freight Lines. li 
Tulsa, Okla., common carrier applica ee 
tion. — 
December 12—Raleigh, N.C.—Sir Walter Hotel mare: 
—Jt. Bd. 103: oot 
MC 58177, Sub. 1—Durham-Dunn Bus 00 9 ywe5 > 
Fuquay Springs, N.C. Common carrier I Vode 
application. a Tics 
December 12—Raleigh, N.C.—Sir Walter Hotel a : 
—Jt. Bd. 2: ingtor 
MC 111146, Sub. 1—Columbus Transit Co. Bye 00 
Inc., Lumberton, N.C. Common carrier te 
application. app] os 
December 12—San Francisco, Calif—449 P. D ag 
O.. Bldg.—Examiner Linn: Ceember 
MC 95976, Sub. 2—Civic Center Transport # \ Bd. 30 
Service, San Francisco, Calif, commo? C 62533 
carrier application. Monte 
December 12—Washington, D.C.—Jt Bd. 245: Plicati 
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Bd. 245: 


pecember 3, 1949 


MC 66562, Sub. 946—Railway Express 
Agency, Inc., New York, N.Y., common 
carrier application. 

December 12—Washington, D.C.— Examiner 
Masoner: 

MC 74846, Sub. 9—Lewis G. Johnson, New- 
ark, N.Y., common carrier application. 
December 13—Camden, N. J.—U.S.Ct.—Ex- 

aminer Myers: 

McC 111182—E. H. Shoemaker, Bristol, Pa., 
contract carrier application. 

December 13—Chicago, lll.—vU. S. Customs 
Hse.—Examiner Wilkins: 

1 & S. M-3120—Fatty Acids of Oils, In- 
dianapolis to Chicago. \ 
Mc-C 1083—McCord Corporation v. Ship- 

pers Dispatch, Inc. __ 

December 13—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Cox: 

Mc-F 4292—R. E. Dieckbrader, purchase, 
Layall Fisher. 

December 13—Oklahoma City, Okla.—Okla- 
homa Biltmore Hotel—Examiner Garo- 


falo: 

MC 111108—Maggert Transports, Oklahoma 
City, Okla., contract carrier application. 

December 13—Pueblo, Colo.—Fed. Bldg.— 
Examiner Cheseldine: . 

Mc 107822, Sub. 13—Law Motor Lines, 
Rocky Ford, Colo., common carrier ap- 
lication. 

december 13—Raleigh, N.C.—Sir Walter Hotel 
—Jt. Bd. 103: 

MC 13300, Sub. 40—Carolina Coach Co., 
Raleigh, N.C. Common carrier applica- 


tion. 

MC 61599, Sub. 93—Queen City Coach Co., 
Charlotte, N.C. Common carrier applica- 
ion. 

niieeber 13—San Francisco, Calif.—449 P.O. 
Bldg.—Examiner Linn: 

MC 107227, Sub. 19—Insured Drive-Away 
Service, Inc., San Leandro, Calif., com- 
mon carrier application. 

December 13—Sioux Falls, S. Dak.—U. S. Ct. 
—Jt. Bd. 230: 

MC 52977, Sub. 5—Wilson Truck Lines, 
Sioux Falls, 9. Dak., common carrier ap- 
lication. 

peumaber 13—Sioux Falls, S. Dak.—U. S. Ct. 
—Jt. Bd. 26: 

MC 111060—Brooking Bus Lines, Brook- 
ings, S. Dak., common carrier applica- 
tion. 

December 13—Topeka, Kans.—P.O. Bldg.— 
Jt. Bd. 19: 

MC 2212, Sub. 3—Barry Truck Line, Man- 
hattan, Kans. Common carrier applica- 
tion. 

December 13—Topeka, Kans.—P.O. Bldg.— 
Examiner Hurley: 

MC 111049—Visser Truck Line, Riley, Kans. 
Common carrier application. 

December 13—Washington, D.C.—Examiner 
Masoner: 

MC 20916, Sub. 4—John T. Sisk, Culpepper, 
Va., common carrier application. 

MC 101960, Sub. 2—Harry Lee Mullennex, 
Elkins, W. Va., common carrier applica- 
tion. 

December 14—Camden, N. J.—U.S.Ct.— 
Examiner Myers: 

MC 36935, Sub. 5—Morroney Transporta- 
tion Co., Corp., Philadelphia, Pa., com- 
mon carrier application. 

December 14—Chicago, Ill.—U. S. Customs 
Hse.—Examiner Wilkins: 

MC-C-1088—W. D. Sellers, Jr., control, 
Baggett Transportation Co. purchase 
(portion) De Tar Distributing Co., Inc. 

December 14—Chicago, Ill.—U.S. Customs 
Hse. —Jt. Bd. 135: 

MC-C 1105—American Auto Parts, Inc., v. 
Schiek Motor Express, Inc. 

December 14—Columbia, S. C.—Wade Hamp- 
ton Hotel—Examiner Roberts: 

MC 84737, Sub. 42—Nilson Motor Express, 
Walterboro, S. C., common carrier ap- 
Plication, ; 

MC 110957—W. A. Williams, Wilmington, 
N. C., contract carrier application. 

maprer 14—Houston, Tex.—Fed. Bldg.—ZJt. 

. 246: 

MC 32528, Sub. 22—Union City Transfer, 
Beaumont, Tex., common carrier ap- 
Plication. : 

December 14—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Cox: 

MC-F 4308—Roy T. Wilson, Control, Bloom- 
ington, Bedford & Indianavolis Motor 
Freight, Inc., purchase (portion), Glen 


e. 
December 14—New York, N. Y.—641 Wash- 
ington St—Examiner Freidson: 
MC 105742, Sub. 3—John Reising & Sons, 
Inc., Long Island, N. Y., contract carrier 
D application. 
ecember 14—New York, ‘N. Y.—641 Wash- 
ington St.—Examiner Freidson: 
MC 101304, Sub. 1—Peter A. Smith, Liv- 
gston Manor, N. Y., common carrier 
application. 


December 14—Pueblo, Colo.—Fed. Bldg.—3t. 
MC 62538, Sub. 3—Monte Vista Transport, 


Monte Vista, Colo., contract carrier ap- 
Plication. 


December 14—Sioux Falls, S. Dak.—U. S. Ct. 
—Jt. Bd. 93: 
MC 1088, Sub. 3—Inter City Bus Line, 
Yankton, S. Dak., common carrier ap- 
plication. 
December 14—Sioux Falls, S. Dak.—U. S. Ct. 
—Jt. Bd. 147: 

MC 89931, Sub. 2—Lloyd R. Welzenbach, 
Hills, Minn., common carrier application. 

MC 110954—Elmer J. Kille, Luverne, Minn., 
common carrier application. 

December 14—Topeka, Kans.—State Comm.— 
Jt. Bd. 52: 

MC 7341, Sub. 7—Felten Truck Line, Salina, 

Kans. Common carrier application. 
aaa: 14—Topeka, Kans.—State Comm. 
—Jt. Bd. 36: 

MC 49504, Sub. 5—McCue Transfer, Hutch- 
inson, Kans., common carrier applica- 
tion. 

December 14—Topeka, Kans.—U. S. P. O.— 
Jt. Bd. 195: 

MC 48098, Sub. 8—Crupper Transport, Hut- 
chinson, Kans., common carrier applica- 
tion. 


December 14—Washington, D. C.—Chairman 
Mahaffie and Examiner Mohundro: 
MC-F 3910—The Greyhound Corp., investi- 
gation of control, Southeastern Grey- 
hound Lines, et al. 
MC-F 4307—The Greyhound Corp., control, 
Southeastern Greyhound Lines, et al. 


December 14—Washington, D.C.—Examiner 
Lawton: 

I. & S. M-3102—Canned foods, Va. to East 
South. 


December 14—Washington, 
Masoner: 
MC 109842, Sub. 5—Liquid Haulage, Inc., 
Belleville, N. J., contract carrier appli- 
cation. 


December 15—Camden, N. 
Examiner Myers: 

MC 106308, Sub. 1—James C. Crawford, 
Norristown, Pa., contract carrier appli- 
cation. 

MC 111103—Protective Motor Service Co., 
Inc., Philadelphia, Pa., contract carrier 
application. 


December 15—Chicago, Ill.—U.S. Customs 
Hse.—Examiner Wilkins: 

MC-C 1048—Coopers, Inc., et al. v. Central 
Motor Lines, Inc., et al. 


December 15—Chicago, I11—U.S. Customs 
Hse.—Examiner Wilkins: 
MC-C 1059—Bauer & Black, Division of 
Kendall Co. v. Be-Mac Transport Co., 
Inc., et al. 


December 15—Chicago, Ill—U.S. Customs 
Hse.—Examiner Cox: 

MC-F 4199—Cecil Vernon, control, Mid- 
States Freight Lines, Inc., purchase 
(portion), Carlo Transportation Co., Inc. 

MC-F 4218—Cecil Vernon, controi, Mid- 
States Freight Lines, Inc., purchase 
(portion), Wm. McCullough Transporta- 
tion Co., Inc. 

December 15—Columbia, S. C_-—Wade Hamp- 
ton Hotel—Examiner Roberts: 

MC 108831, Sub. 13—G. M. Hallongren, 
Orangeburg, S. C., contract carrier ap- 
Plication. 


December 15—New York, N. Y.—641 Wash- 
ington St.—Examiner Freidson: 
MC 111241—Reale Transp., Brooklyn, N. Y. 


December 15—New York, N. Y.—641 Wash- 
___ington St.—Examiner Freidson: 
MC 20793, Sub. 6—Wagner Trucking Co., 
Inc., Cliffwood, N. J., common carrier 
application. 


December 15—New York, N.Y.—641 Washing- 
ton St.—Eyaminer Dahan: 

MC 94876, Sub. 3—Tuxedo Trucking Co., 
Long Island City, N.Y., N.Y., contract 
carrier application. 

MC _ 110491, Sub. 1—Automobile 
houses, Inc., New York, N.Y., 
carrier application. 


ae, 15—Pueblo, Colo.—Fed. Bldg.—Jt 
d. 126: 

MC 200, Sub. 99—Riss & Co., Inc., North 
Kansas City, Mo., common carrier appli- 
cation, 

MC 1171, Sub. 16—Hall Motor Freight Co., 
aw, Colo., common carrier applica- 

on. 

MC 38183, Sub. 25—Wheelock Bros., Inc., 
—— City, Mo., common carrier appli- 
catior. 


December 15—San Francisco, Calif.—449 P. 
O. Bldg.—Examiner Linn: 

MC 4405, Sub. 236—Dealer’s Transport 
Co., Chicago, Ill., common carrier appli- 
cation. 

December 15—Sioux Falls, S. Dak.—U. S. Ct. 
—Examiner Messer: 

MC 111171—Schneiders Trucks, Roscoe, 9. 

Dak., common carrier application. 
December 15—Topeka, Kans.—U. S. P. O— 
Examiner Hurley: 

MC 108053, Sub. 6—Little Audrey’s Trans- 
portation Co., Inc., Albuquerque, N. M. 
Common carrier application. 


D.C.—Examiner 


Y.—U.S.Ct.— 
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December 15—Tulsa, Okla.—Mayo Hotel— 
Examiner Dishman: ° 

MC-C 999—Tariff Practices of Household 
Goods Carriers. 

December 15—Washington, D.C.—Jt. Bd. 112: 

MC 84728, Sub. 22—Safeway Trails, Inc., 
Washington, D.C. 

December 15—Washington, D.C.—Examiner 
Masoner: 

MC 452, Sub. 4—Raymond S. Border, Han- 
over, Pennsylvania, contract carrier ap- 
plication. 

MC 102616, Sub. 476, Coastal Tank Lines, 
Inc., Extension, West Virginia, York, 
Pa., common carrier application. 

December 16—Camden,. N. J.—U.S.Ct.— 
Examiner Myers: 

MC 102616, Sub. 498—Coastal Tank Lines, 
Inc., York, Pa., common carrier appli- 
cation. 

MC 104340, Sub. 97—Leaman Transporta- 
tion Co., Inc., Downingtown, Pa., com- 
mon earrier application. 


CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 


Classified Advertisements 
Payable in Advance 
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Situations Wanted 


TRAFFIC MAN—7 years experience all phases 
carrier and warehousing operations. Thor- 
ough knowledge of tariffs, claims and inter- 
line accounts. Traffic management graduate. 
35. Efficient. Seek opportunity with future in 
industrial management. Box 43. 


TRAFFIC MANAGER—Age 41, or will accept 
A.T.M. with prospects. Available January 1, 
reduction in business of large National 
Organization in Baltimore. Will locate any- 
where. Box 44. 





CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAF- 
FIC for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can be 
developed as understudies for positions of 
responsibility. 


Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 
ence in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 

Just drop a line outlining your needs to 
Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Blvd. Chicago 4, Illinois 





Employment Agencies 


CHARLES D. MACKNEE, The Transportation 
Man’s Agency, 2 East 23rd St., New York 10. 
Serving carriers, shippers and warehouses 
only. 


Educational Courses 


I. C. PRACTITIONERS. The only practical 
authentic.I. C. law course available by mail. 


Restricted to Attorneys, Practitioners or 
those qualified to prépare for practice. In- 
cludes Freight Forwarder Act. COLLEGE 
OF ADVANCED TRAFFIC, 12 E. Jackson 
Blvd., Chicago, Ill. 











EDITORIAL 


TRAFFIC Wort 





A Problem for Everybody 


HE MANIFOLD PROBLEMS surrounding the develop- 

ment of palletized freight transportation are such that, 
in our opinion, they can never be solved by any group of 
shippers, on the one hand, or group of carriers on the other. 
They will eventually have to be tackled jointly by shippers, 
carriers and, perhaps, regulatory agencies. 


If there has ever been any doubt as to such joint con- 
sideration offering the only reasonable hope of solution it 
should have been dispelled by the report of the special 
committee on palletization submitted at the forty-second 
annual meeting of the National Industrial Traffic League 
in Chicago (T.W. Nov. 26, p. 13). 


The general tenor of that report was one of hopelessness. 
There was, the committee said, ‘‘no program toward stand- 
ardization either as to practices, pallet sizes or freight carry- 
ing equipment or pallet handling equipment;” the committee 
could ‘“‘only guess at the attitude of the carriers toward 
palletized shipping based on the somewhat sketchy informa- 
tion available;” the railroads appeared to believe that pal- 
letization would reduce the load in each car “and result in 
greater damage,” and a few League members shared that 
view; a questionnaire circulated by the League developed 
the use of such a wide variety of pallet sizes, kinds and 
weights as to imply near-impossibility of standardization ; 


there seemed to be little if any demand for a nationwide - 


pallet pool, and, finally, palletization seemed to be a ma- 
terials handling and storage, rather than a transportation 
matter, anyway. 


Apparently the committee felt that, since it had been 
appointed to carry out some specific recommendations re- 
garding pallets, it ought at least to submit some recom- 
mendations of its own. Those appended to its report, and 
adopted by the League, were innocuous enough. They 
suggested simply that the League cooperate with ‘‘other 
interested organizations’ in developing some standard 
nomenclature for pallets, skids and platforms, and that. the 
League “continue its interest in the subject and keep in- 
formed of developments in preparation for appropriate 
League action regarding weight or dunnage allowances on 
laden pallets and special rates on returned empty pallets...” 


From all this it is obvious that the League’s questionnaire 
did not elicit sufficient information to serve any useful pur- 
pose. In the first place, it went only to League members 
who may, indeed, represent shippers of a large proportion 
of the nation’s freight but who, nevertheless, represent only 
a small segment of the overall transportation interests 
vitally concerned with the importance of the growing use 
of pallets in distribution. 


Indeed, it is only necessary to point out that the com- 
mittee considered the materials handling and warehousing 
aspects of palletization as outside the scope of its investiga- 
tions to indicate its disinclination or inability to deal with 
the questions broadly and effectively. Materials handling 


and warehousing are integral parts of transportation and 
whatever affects them vitally, affects also the sphere of ac. 
tivity of the industrial traffic manager. 


In addition, surely, it is hardly indicative of the possibil. 
ity or impossibility of pallet size standardization to note 
that 195 ‘shippers, who answered the questionnaire, used 
119 pallets of various sizes. Of the many thousands of 
pallet users today, 195 hardly constitute a fair sample for 
statistical purposes. Moreover, in its analysis of its own 
figures, the committee overlooked matters of significance. 
Of the 195, 49 indicated that they used pallets either 40 
by 48 or 48 by 48 inches in size. Surely in that group there 
already exists the prospect for some standardization. And 
it hardly conduces to the gathering of useful information 
merely to ask, on the questionnaire, what size of pallet the 
shipper used, without asking also how many he used. 
Statistically, the latter figures would have been much more 
useful than the former. 


The report, moreover, failed even to mention what infor. 
mation the committee got from answers to its questions 
about merchandise received on pallets, confining what it had 
to say to answers to questions about use for outbound ship- 
ments. It omitted also any calculations based on answers 
to its questions about time saved in loading and unloading 
palletized shipments as compared to those shipped in the 
conventional way, and any opinions based on answers to its 
questions as to whether or not the use of pallets influenced 
the shipper in his choice of carrier type. 


A. READER with little or no previous knowledge of the 

development of palletized shipping would come away 
from a reading of the committee’s report with the impression 
that the whole subject was of comparatively minor interest 
He would learn nothing, for instance, of the increasing 
investments of carriers in equipping loading and unloading 
platforms and freight transfer stations to handle palletized 
loads; he would remain unaware of the growing interest 
of carriers in palletization, not because the practice reduced 
the loads in cars, but because it actually increased those 
loads, because most cars and trucks loaded to minimum 
weights still had plenty of wasted space to allow for the 
small percentage occupied by the pallets. 


All of which is critical not so much of the committee 4 
proof of the necessity for immediate joint consideration 0 
the subject. We suggested, long ago, that the League would 
bé the logical organization to set on foot a movement for 4 
series of meetings in which all parties—shippers, railroads, 
truckers, water operators, forwarders, warehousemen, equ!P: 
ment manufacturers and the Commission—might take 4 
look at palletization as a‘major and inevitable transportation 
development and agree on some general overall policies. I! 
the committtee’s report had contained a recommendation 
of that kind, it might have been a more valuable document. 
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No other bearing with 
so much to offer! 
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1. Simplicity itself! Due to tapered 
construction, Timken® roller bearings 
take both radial and thrust loads in any 
combination. The need for special thrust 
bearings or thrust blocks is eliminated. 
Timken tapered roller bearings carry 
the entire load within themselves. 


2. Hard on the outside — tough on 
the inside! Rolls and races of Timken 


tapered roller bearings are made of the 
finest steel ever developed for railroad 
roller bearings—our own Timken fine 
alloy steel. It is case-carburized to give 
a hard, wear resistant surface, combined 
with a tough inner core to withstand 
shock. 


3. Rolls are“made for each other’. 
Rolls are uniformly sized for their 
particular cup and cone. Bearings last 
longer because each roll carries its full 
share of the load. 


4. Rolls stay put—for life! Rolls are 
permanently retained in the bearing as- 
sembly. They can’t fall out during bear- 
ing changes and pick up dirt and grit. 


5. No roll skidding or skewing! 
Wear is reduced, bearing life prolonged 
because the tapered rolls can’t skid or 
skew. Race ribs keep the rolls in posi- 
tive alignment. 


6. Rolls can’t slide laterally! Due to 
its tapered design there’s no sliding 
friction in a Timken bearing. 


7. No adjustments needed when 
wheel and axle assembly are installed in 
truck. No separate thrust bearing to be 
shimmed up. 


8. Axle inspection simplified! Tim. 
ken bearings are pressed off with the 
wheel. No further work necessary before 
magnafluxing. 


9. Use either oil or grease! Closures 
are designed to effectively retain either 
oil or grease. 


10. Polished axle ends aren't 
necessary! No separate thrust block 
to bear against the axle ends. 


11. Special axle length tolerances 
not required! No need to pay machin- 
ing extras for close tolerances. 


No other bearing so 
fully proved! 


USED ON OVER 4000 STEAM LOCOMOTIVES! 


Timken is the one anti-friction bearing 
used almost exclusively for steam loco- 
motive driving axles and crank pins— 
the toughest bearing jobs in the railroad 
industry. And Timken bearings are used 


Timken bearing application for freight car changeovers. 


on more than 3900 freight cars—5000 
passenger cars. Let us help you with your 
bearing applications. Write The Timken 
Roller Bearing Company, Canton 6, 
Ohio. Cable address: “‘TIMROSCO”. 


Pioneer of anti-friction bearings for railroads, Timken 
has remained the leader ever since. Today Timken 
has the largest staff of railroad bearing experts in the 
industry: 64 men working exclusively in the railroad 
field on research, engineering and service problems. 


TIMKEN 


TRADE MARK REG. U, S. PAT. OFF. 


TAPERED ROLLER BEARINGS 


! | 
NOT JUST A BALL© NOT JUST A ROLLER 2— THE TIMKEN TAPERED ROLLERT— BEARING TAKES rapiat AND THRUST~©@~- LOADS OR ANY comawaron 20 
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